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ACQUISITION OF SHORT LINES 


We recently commented on the proposal of the 
Chesapeake and Ohio, in the hearing on the application 
of that company to acquire stock control of the Erie and 
Pere Marquette railroads, to take over short lines if the 
Commission decided that the proposed system, when uni- 
fied, should do so. The Kansas City Southern and the 
Missouri-Kansas-Texas, in the so-called Loree south- 
western acquisition case, have filed a statement with the 
Commission outlining a position toward acquisition of 
short lines similar to that taken by the Chesapeake and 
Ohio. What we said with respect to the proposal of the 
Chesapeake and Ohio appears to be applicable to the 
position now taken by the Kansas City Southern and 
the Missouri-Kansas-Texas. 


THE SPIRIT OF THE AIR 


Lindbergh, Chamberlin, Levine! What do those 
names spell? To the mind they bring pictures of the 
dauntless courage of youth, high and lonely; the calm 
bravery of scientific research; the admirable American 
citizen who can keep his head in face of unexpected 
glory and public laudation and even in the face of offers 
of riches for making a public show of himself. To all 
of us they mean that-and more. Even to the general 
public they mean something in the way of an advance 
in the science of aviation, and the smoking car autocrat 


1503 


already talks wisely of trans-Atlantic travel by airship 
being common in a year or two. And, perhaps, he is 
not far wrong. In these days of continuing marvels it 
ill becomes any of us to say that anything is impossible. 
But to the man who deals with transportation as a busi- 
ness, the thing is not quite so simple, though he admits 
the possibilities. Perhaps there will never be a time 
when ocean travel by airplane will be what might be 
called popular or general, and still less, perhaps, is there 
likely to be a time when any great amount of-shipping 
will be done by that method. But, doubtless, it will not 
be long until this method of travel is made so compara- 
tively safe and comfortable that there will be many, for 


‘love of novelty or because of the pressure of time in 


business competition, who will avail themselves of it. 
It may not be popular, but it will not be so unusual as 
might be expected. Competition may also cause its use 
in the carriage of merchandise to an extent that may now 
seem unlikely. No one knows. Everybody’s mind is 
open to possibilities and methods. Perhaps in five years 
we shall read these lines and wonder how it was pos- 
sible for us to foresee so little of what has taken place. 
In the meantime our brilliant and courageous airmen are 
an inspiration to us all. 


A MIDDLE WEST PROGRAM 
Among the planks in its platform for the Middle 
West, carried at its masthead, the Chicago Tribune has 
these three: 


Build a Nine-Foot Waterway to New Orleans. 
A Highway System Adequate at All Points to the Demands of 
Traffic. 


Purchase of Western Railroads by Western Investors. 

There is nothing the matter with these planks, as 
stated, considered separately. They should, however, 
have some qualification and explanation. Considered 
together there is even more need of qualification and 
explanation lest they be inconsistent, though that may 
not appear to the casual reader, and evidently does not 
to The Tribune. 

The purchase of western railroads by western in- 
vestors means, of course, the purchase of their stock 
in the market by those who have money to invest. The 
idea is that those who use and depend on the western 
railroads most should have a large participation in their 
ownership, if not actual stock control. That is good. 
But, of course, The Tribune does not advocate that 
those who have money to invest should put it into west- 
ern railroad stocks merely out of patriotism or public 
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spirit. Even if it advocated such a thing it is wise 
enough to know that its advocacy would have no results, 
for money is voluntarily invested only where there is 
expectation of adequate return. It is a necessary corol- 
lary, therefore, of this plank, that government policy 
toward the western railroads should be such as to per- 
mit them to earn a proper return. Probably The Trib- 
une would agree with that statement. 


Taking the stock ownership plank, as thus amended, 
does there not appear to be something inconsistent with 
it in the other two planks? To build a nine-foot water- 
way from the Great Lakes to New Orleans, one may say, 
is a legitimate enterprise and one that is needed by or, 
at least, would be a benefit commercially to the Missis- 
sippi Valley. Assume that that is true. What would be 
the effect on the earnings of the railroads whose stock 
The Tribune is anxious that the public should buy? 
Obviously, if the waterway were to justify itself, the 
effect would be to take business away from the railroads. 
We say this in spite of the argument so often heard that 
anything that benefits the country or any considerable 
part of it will benefit the railroads also. This is true, to 
some extent, but it is also true that any direct and effec- 
tive competition with the railroads, such as advocates 
of this deep waterway expect it to furnish, would take 
from them far more than it would bring to them. This 
is true as to tonnage and it is true as to its effect 
on railroad rates. The principal argument for the water- 
way is that it would furnish cheaper transportation for 
those who could use it. One cannot state that reason 
without understanding that it means taking business 
away from the railroads or forcing them to reduce their 
competitive rates. How, then, does the waterway plan 
fit with the plan to sell western railroad stock to citizens 
of the West? 


Those who have been accustomed to reading our 
editorial columns will understand that we do not say 
that the waterway to New Orleans should not be built. 
We say, first, that the necessity for it and the probability 
of its extensive use have not yet been satisfactorily 
demonstrated, and, second, that, if it is built, it ought 
not to be built by the government and then turned over 
for the free use of any who wish to use:it. Boats that 
use this waterway for the transportation of freight and 
passengers in common carriage should pay for such use, 
and traffic on it should be regulated by the same body 
that regulates traffic on the railroads. Otherwise, users 
of the waterway would have an unfair advantage and one 
agency of transportation would be free from regulation 
while another competing agency was burdened by it. 


We are aware that one of the arguments for the 
deep waterway to New Orleans is that the eastern sea- 
board already has an outlet to the Pacific Coast through 
the Panama Canal and the Mississippi Valley is entitled 
to the same thing; otherwise it is discriminated against. 
The argument, we think, is sound. But the answer, we 
believe, is not to be found in further expenditure of pub- 
lic money for the benefit of commercial enterprises that 
do nothing toward repaying it, but a plan that will com- 
pel users of the Panama Canal to pay what that service 
is worth to them. In other words, transportation and 
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all transportation agencies ought to be considered as a 
whole that there may be a well balanced system, with 
justice and fairness to all and special benefits to none. 
We say, therefore, that the plank declaring for a deep 
waterway to New Orleans is not consistent with the 
plank for public purchase of western railroad stock, un- 
less it be understood that those who use the waterway 
are to pay for it and their rates are to be under the same 
jurisdiction as are railroad rates. 

Much the same thing is to be said of the plank 
declaring for a highway system adequate at all points 
to the demands of traffic. We suppose this means ade- 
quate to the demands of common carrier motor vehicles, 
both freight and passenger. We have no objection to 
such a system of highways, but here, again, we point 
out that this plank is inconsistent with the railroad stock 
purchase plank unless it be provided that those who 
operate common carriers on the highways shall pay for 
their privilege. Otherwise, they have an unjustifiable 
advantage over their rail competitors and the public 
pays for that advantage. 

The Tribune can do much in guiding public opinion 
right, just as it can do much in guiding it wrong. We 
hope it will see our point and amend its program. 


A. R. A. MONTREAL MEETING 


Addressing the annual convention of the mechanical division 
of the American Railway Association, at Montreal, Canada, June 
8, Commissioner McManamy spoke of cooperative railroad regu- 
lation as a thing, judged by its results, that, on the whole, had 
been sensible, wholesome and constructive. 

“TI shall not attempt to quote the figures, but they amply 
support the statement that the results have been greater safety, 
greater efficiency, better service, better credit, better financial 
conditions of the railroads as a whole, and has given a stability 
of value to the capital invested in railroads which it never had 
before,” said Mr. McManamy. 

The American Railway Association, organized in 1869, he 
said, had been a pioneer among railroad organizations in the 
development of standardization and cooperation among the rail- 
roads and between the railroads and the different departments 
of the government charged with the administration of law. 

“There is much in its record of which you may feel justly 
proud,” said the commissioner. He began his address by calling 
attention to the fact that the country had just completed a 
century of development of transportation by railroad. No cen- 
tury in the history of mankind, he said, had seen a greater 
change or greater progress. It was a far cry, he said, from 
Trevithick’s steam carriage, Stephenson’s Rocket or Peter 
Cooper’s Tom Thumb and the strap rails over which they op- 
erated to the present-day railroad. To his mind, he said, the 
magnificent transportation facilities of the present day were 
simply the inevitable result of the application of the brain and 
energy of an aggressive people to the problem of developing a 
vast continent. 

To show what he meant by cooperative railroad regulation, 
Mr. McManamy pointed out that the Commission, in its third 
annual report, in November, 1889, said: 


It was believed that at the outset, at least (of the administra- 
tion of the law of 1887), and until leading principles were fairly set- 
tled, it would be more profitable for the Commission, for the most 
part, to lay down rules of conduct for the present and future, and 
by frequent conference and intercourse with managers to have those 
rules observed, than to devote its time to instituting and conducting 
penal and criminal prosecutions. 


In every way consistent with proper administration of the 
law, Mr. McManamy said, the policy outlined had not only been 
continued but developed by the Commission until at present co- 
operation between all parties in interest to bring about a proper 
observance of the requirements of the laws had developed to 
a point which at that early day was not possible. In fact, he 
said, the increase in the scope of the Commission’s work since 
that declaration of policy was made had been such that without 
cooperation developed to the fullest extent the work assigned 
to the Commission by law would be impossible of accomplish- 
ment. To illustrate the extent to which he said that coopera- 
tion was carried he cited a few of the activities of the Com- 
mission and the corresponding activity of the carriers in 
cooperation therewith. In concluding that part of his remarks 
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he said he could say much more on that subject to illustrate 
the trend in that direction. He said he thought that at the 
present time no important question relating to operation, service, 
safety, efficiency or other function of transportation could arise 
for which appropriate committees representing the railroads, the 
shippers and the Commission did not stand ready to give earnest, 
intelligent and expert consideration to the end that a solution 
might be found which was in the interest of the public “whom 
we are all endeavoring to serve.” He said he was not unmindful 
that in the early days there was substantial opposition to the 
regulation of railroads by law and a failure to respond to the 
efforts of the Commission in the direction of cooperative ad- 
ministration. That attitude, he said, was probably due to the 
thought widely prevalent at that time, and which still existed 
to a limited extent today that the railroads were private prop- 
erty which should not be regulated by law. He quoted at length 
from utterances of Alexander H. Elder, general solicitor for the 
Central of New Jersey, to show the attitude of well-informed 
railroad men today in which Mr. Elder said it was idle to view 
railroad regulation as a product of political meddling, but that 
on the contrary it was as necessary and permanent a factor 
in the conduct of railroad transportation today as the physical 
operation itself. 


Other men from the United States who addressed the con- 
vention were R. H. Aishton, president of the association; L. K. 
Sillcox, chairman of the mechanical division; M. J. Gormley, 
chairman of the car service division; A. G. Pack, chief inspector, 
Bureau of Locomotive Inspection of the Interstate Commerce 
Commission, and Samuel O. Dunn, editor of the Railway Age. 

The railroads of the’United States and Canada, Mr. Aishton 
said, made greater strides in the past four years in the develop- 
ment of their mechanical facilities than ever before in the his- 
tory of railroads. As a result of that development, he said, 
the railroads of North America were being operated with more 
economy and with greater efficiency than ever before. Corrol- 
lary to that, he said, the public in both the Dominion of Canada 
and the United States was receiving the best transportation 
service ever accorded them by the rail carriers of those coun- 
tries. In 1926, he said, the railroads handled the greatest freight 
traffic in their history not only without car shortage but also 
with an ownership of frewer freight cars and locomotives on 
their lines than in the year before. The present year, he said, 
the railroads owned still fewer cars and locomotives. The 
American Railway Association, he said, believed it possible to 
handle the traffic of the United States for some time to come 
with at least 100,000 fewer cars than are now owned, the newer 
types of cars and engines replacing the old ones having greater 
transportation capacity. 


“The railroads of the United States in 1926, for every ton 
of freight and equipment hauled one mile used an average of 
approximately two and one-half ounces of coal,’ according to 
Mr. Sillcox. “This means that for every pound of coal or its 
equivalent used, the railroads hauled six and one-half tons of 
freight and equipment one mile. This is a record never before 
equaled by the carriers and is a striking example of improved 
railway efficiency.” 


The program adopted by the railroads to provide adequate 
transportation service has been fulfilled in its entirety and “no 
doubt the results obtained are far beyond the fondest dreams 
of the railroads at the time of its adoption,” according to Mr. 
Gormley, who said: 


The railroads recognized that adequacy of transportation at all 
times, regardless of conditions, was their duty. The addition of 608,777 
modern, high capacity cars, either new or rebuilt; the retirement 
from service of 552,358 low capacity, inefficient cars; the placing 
in service of 11,049 locomotives since January 1, 1923; the cooperation 
of the shippers through the medium of the regional advisory boards 
and the important part they have played in reducing the time re- 
quired for loading and unloading of equipment, as indicated by the 
decreased demurrage assessments; and, to some extent, an increase in 
the loading per car, were the main factors that made it possible for 
the carriers to handle the greatest traffic in their history, and, at its 
peak, have available a large surplus of equipment. 


Motive power on American railroads was now in better con- 
dition than ever before on record, Mr. Pack told the mechanical 
division. He was of the opinion that the marked improvement 
in the efficiency and economy with which the railroads of the 
United States were being operated was largely due to the fact 
their locomotives and other rolling stock were in better condition 
than ever reported in the past. 

“Because of this fact,’ Mr. Pack continued, “the railroads 
are moving freight more rapidly and with less congestion than 
ever before. There has also been, as a result of this improve- 
ment in the physical condition of their rolling stock, a great 


reduction in the number of accidents, causing personal injury 
and death.” 


APRIL RAIL EARNINGS 


Class I railroads in April had a net railway operating income 
of $73,627,248, which for that month was at the annual rate of 
return of 4.36 per cent on their property investment, according 
to reports filed by the carriers with the Bureau of Railway Eco- 
nomics. In April, 1926, their net railway operating income was 
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$75,881,708 or 4.61 per cent on their property investment. Con. 
tinuing, the bureau said: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash, 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before niter- 
est and other fixed charges are paid. 

This compilation as to earnings in April is based on reports from 
183 —— I railroads representing a total mileage of 238,187 miles. 

Gross operating revenues for the month of April ‘amounted to 
$498,427,865 compared with $500,489,191 in April, 1926, or a decrease 
of four- tenths of one per cent. Operating expenses in April totaled 
$384,667,987 compared with $385,783,021 in the same month in 1926 
or a decrease of three-tenths of one per cent. 

Class I railroads in April paid $30,390,190 in taxes. This brought 
the total tax bill of the Class I railroads for the first four months 
in 1927 to $119,481,917, an increase of $947,380 or eight-tenths of one 
per cent above the corresponding period in 1926. 

Thirty-four Class I railroads operated at a loss in April, of 
which fourteen were in the eastern district, three in the southern 
and seventeen in the western district. 

Class I railroads for the first four months in 1927 had a net 
railway operating income amounting to $299,964,211 which was at the 
annual rate of return of 4.63 per cent on their property investment. 
During the corresponding period of the preceding year, their net 
railway operating income amounted to $299,850,537 or 4.75 per cent 
on their property investment. 

Gross operating revenues for the first four months in 1927 
amounted to $1,985,746,338 compared with $1,974,741,994 during the 
corresponding period in 1926 or an increase of six-tenths of one 
per cent. Operating expenses for the first four months period of 
1927 totaled $1,529,253,575 compared with $1,523,204,210 during the 
corresponding period the year before or an increase of four-tenths 
of one per cent. 

Net railway operating income by districts for the first four 
months with the percentage of return based on property investment 
on an annual basis follows: 


Per Ct. 

DE SE IN 6 55s: cs nck doneiwhotosceese $ 12,239,878 5.76 ° 
SS ee er 52,508,226 5.08 
oO ee ee errr 70,115,599 5.51 
er ee err rrr ice 26,609,898 8.77 
ee es 161,473,601 5.71 
"TORR BOUENCEN TMBETICE 6 oes ciciccsisccewecccos 48,323,101 4.67 
POOREST asivicoe kk bib oscceceenesienee 14,299,849 1.82 
COMEPOIWORUGET THOBION 6 occccccccccsecsececvcecs 49,917,922 4.08 
OED I on eos Sie edoewnccercesewene 25,949,738 4.25 
i Es 90,167,509 3.44 
WO IN oso in SieSiece mkwencsiantucciowss $299,964,211 4.63 


Because of the fact that railway business and earnings fluctuate 
from year to year, only the showing of results over a period of years 
can indicate the real trend of railway returns. The rate of return 
on property investment for the five years ending with the month of 
April, 1927, has averaged 4.54 per cent. 


Eastern District 


Class I railroads in the eastern district for the first four months 
in 1927 had a net railway operating income of $161,473,601, which was 
at the annual rate of return of 5.71 per cent on their property in- 
vestment. For the same period in 1926 their net railway operating 
income was $153,986,370 or 5.60 per cent on their property investment. 
Gross operating revenues of the Class I railroads for the first four 
months in i927 totaled $1,007,948,784, an increase of 1.9 per cent over 
the corresponding period the year before while operating expenses 
totaled $773,689,056, an increase of nine-tenths of one per cent over 
the same period in 1926. 

Class I railroads in the eastern district for the month of April 
had a net railway operating income of $44,645,409 compared with 
$44,928,363 in April, 1926. 

Southern District 


Class I railroads in the southern district for the first four months 
in 1927 had a net railway operating income of $48,323,101, which 
was at the annual rate of return of 4.67 per cent on their property 
investment. For the same period in 1926 their net railway operating 
income amounted to $56,229,628, which was at the annual rate of 
return of 5.72 per cent. Gross operating revenues of the Class I 
railroads in the southern district for the first four months in 1927 
amounted to $279,732,895, a decrease of 7.3 per cent under the same 
period the year before while operating expenses totaled $210,680,396, 
a decrease of 4.5 per cent. 

The net railway operating income of the Class I railroads in the 
southern district in April amounted to $12,477,961, while in the 
same month in 1926 it was $12,031,018. 


Western District 


Class I railroads in the western district for the first four months 
in 1927 had a net railway operating income of $90,167,509, which 
was at the annual rate of return of 3. 44 per cent on their property 
investment. For the first four months in 1926, the railroads in that 
district had a net railway operating income of $89,634,539 which 
was at the annual rate of return of 3.48 per cent on their property 
investment. Gross operating revenues of the Class I railroads in 
the western district for the first four months this year amounted 
to $698,064,659, an increase of 2.1 per cent over the same period last 
year while operating expenses totaled $544,884,123, an increase of 1.7 
per cent compared with the first four months the year before. 

For the month of April, the net railway operating income of the 
Class I railroads in the western district amounted to $16,503,878. The 
net railway operating income of the same roads in April, 1926, to- 
taled $18,922,327. 


CLASS I RAILROADS—UNITED STATES 
Month of April 


1926 
Total OHeTAtING TOVENUEH oooccsicccievecicee $ 498,427,865 $ 500,489,191 
Total operating expenses...........eeeeee 384,667,987 385,783,021 
NE ao rsictncds oS DVESHO MERE Kea ee rebel neee 30,390,190 30,388,166 
Net railway operating income............ 73,627,248 75, - 708 
Operating ratio—per cent............-.00. 77.18 7.08 
Rate of return on property investment... 4.36% 4, Gite 


Four Months Ended April 30 


$1,974,741,994 


Total Operating TOVERUCR. 2. .0ccccccvceee $1,985,746,338 
H 1,523, "204, 210 


Total operating expenses....... . - 1,529,253,575 
ER hoi ne ae eer eer ee 119,481,917 118,534, "537 
Net railway operating income 299,964,211 299, 850); ce 
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Lindbergh, Chamberlin, and Transportation.—In comment in 
this column on the accomplishment of Lindbergh it was sug- 
gested that it was not improbable that there was “remote” sig- 
nificance for both railroads and steamships in the flight of 
Lindbergh from New York to Paris. (See Traffic World, May 
28, p. 1383.) Now that Clarence D. Chamberlin has flown to 
Eisleben, Luther’s birthplace, striking of “remote” from the 
suggestion may be the part of wisdom. Chamberlin took a pas- 
genger with him. Passengers constitute the traffic of railroads 
and steamships about which the public knows. A French writer 
suggested that the man who flew to Europe after the expected 
flight of Commander Byrd would be regarded merely as another 
tourist. Byrd is going with a three-motored Fokker plane. Lind- 
bergh had a Ryan plane. Chamberlin had a Bellanca plane. 
But both Lindbergh and Chamberlin had Wright engines. That 
name suggests that not enough glory has come to the quiet 
bicycle tinker at Dayton whose engine brought to fruition, not 
yet twenty years ago, the work of Langley, the American sci- 
entist whose life was embittered by the jibes hurled at him 
by American newspapers because of his failure to accomplish 
fully with steam engines in his planes what has been accom- 
plished with the Langley plane, not much changed from the 
original models, with the internal combustion engine that Wright 
supplied. What the non-advertising Dayton bicycle repair men 
did with their engine has been too much ignored. The skill 
of the great American pilots, such as Rodgers, Lindbergh, Byrd, 
and Chamberlin, not to mention any of the Europeans, fills the 
eye and sets the imagination roaring, but the unspectacular 
work of Wright and the other engine designers, made possible 
the accomplishments of the drivers. The public knows dozens 
of great automobile drivers, but hardly one designer and builder 
of automobile engines. Lindbergh, in one respect, is like Wilbur 
Wright. His aim is to be diligent in his business, which is not 
acting in a film play. In the fall of 1908, when Wilbur Wright 
entered the sort of competition set up by the War Department 
between balloons and airplanes, his object was to demonstrate, 
of course, to a willing and hopeful clientele, so to speak, that 
the air plane could fly, not only with a pilot but with a passen- 
ger. On the day he took with him Lieutenant Selfridge, of 
the artillery, $2,500 was offered him to take up a photographer 
for the New York World. Did he grab for that money? The 
answer is that he was not interested at all. He said he would 
not take up anyone other than an army man no matter what 
might be offered. His business was to teach army men and 
he proposed doing that and nothing else at that time. Stunts 
that would have caused his name to be blazoned forth in adver- 
tising banners did not interest him. Seemingly, the same is 
true about Lindbergh. Flying is his business and he is diligent 
in it. The Biblical promise about one who is diligent in his 
business standing before kings has been literally fulfilled for 
Lindbergh. It is a wonder that King George did not make him 
a belted earl so that the young man might claim the right of 
an earl and call the king cousin. King George might even have 
gone so far as to confer on him the right to stand in the royal 
presence without taking off his hat without overdoing the sig- 
nificance the Lindbergh flight may have, not so remote as it 
seemed three weeks ago, to railroads and steamships. And 
anything done for Lindbergh, other than that which is given 
for his superb courage and steady nerve, might be done “deed 
and double,” as the children say, for Wilbur Wright, the man 
who refused to be diverted from the straight path of his duty 
by offers of money to take a photographer as a passenger for 
the making of the first real bird’s-eye view of Fort Meyer and 
the vicinity of the national capital. 





Clerks of the Supreme Court of the United States.—Chief 
Justice Taft, June 6, announced, with deep personal sorrow on 
the part of the chief justice of the United States and the asso- 
ciate justices of the Supreme Court, the death of William Riley 
Stansbury, the clerk of the court, the day before, and that on 
the next day the court would attend his funeral. In connection 
with the announcement of the death, Mr. Taft paid a personal 
tribute to Mr. Stansbury, who, he said, had been in the office 
of the clerk of the court for forty-five of his seventy-one years. 
Further, he said, the court took great pride in the history of 
the maintenance of the traditions of the clerk’s office and of 
the length of service of those who administered it. From 1791, 
the year the court really got itself organized, to 1880, there were 
four clerks whose services~covered 77 years. At the same time, 
he announced the appointment of Charles Elmore Cropley, the 
appointment being made in such seeming haste on account of 
the necessity of having a clerk in the summer vacation, which 
has begun. Mr. Cropley has already served eighteen years in 
the office, having entered it as a page and assistant clerk. 
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Philander Riley Stansbury, a brother of the late clerk, who had 
been an assistant for more than thirty years, on account of the 
state of his health, declined’ to be considered for the succession 
to which his seniority entitled him. “Mr. Cropley has already 
served the court as page and assistant for some eighteen years 
but is still in the prime of life,” said the chief justice, referring 
to the new clerk, who is in his early thirties, but is extremely 
young looking. “He has great familiarity with the duties of the 
office,” continued the chief justice, “and carries to its headship 
the traditions that have secured such distinguished and useful 
service by Mr. Stansbury and his predecessors, with the proba- 
bility of a life of long usefulness.” As to the late clerk, Mr. 
Taft said he was an accurate, faithful, earnest, and efficient 
public servant, saturated with the traditions of the office and 
familiar to the last detail with all the duties to be discharged 
in that important place. He was genial, continued the chief 
justice, and accommodating, and interested for every member 
of the public, and especially every one of the bar, who had to 
transact business with the court. The chief justice, in saying 
that, placed an unwarranted limitation in the preceding sen- 
tence. If Stansbury was more interested, accommodating, and 
genial to members of the bar than he was to any and every man, 
especially the newspaper correspondents, who had business with 
the court, he was more than human. The fact about the clerk’s 
office of that most august tribunal is that there is no public office 
where the public is better or more genially treated and the 
new clerk is all the chief justice said about the late clerk. 





Rates on Trainloads.—The Commission’s conclusion, in the 
lake cargo coal rate case, that comparison of rates on commercial 
coal and lake cargo coal going to the ports, is not a good thing, 
pleases those who have been of the opinion that the Cmmission, 
in its opposition to doing anything that might be mistaken as 
a step toward trainload rates, leaned backward. This is not to 
say that they construe the decision as indicating a turn, even 
by a hair’s breadth, toward such rates. They think of it as a 
frank recognition of the fact that when traffic does move in 
trainloads, to only one or two spotting points, that is to be con- 
sidered in making the per car rates. If the lake cargo case 
can be taken as a frank recognition that movement in trainloads 
to one spotting point is a fact to be considered in the making 
of per car rates, then it is the third, in relatively recent times, 
in which such recognition has been given. The other two cases 
are the ex-lake iron ore case involving rates from Chicago to 
Granite City, Ill., and the trainload movement of crude oil from 
the El Dorado and Smackover field to Baton Rouge and other 
Louisiana ports. The testimony in those cases showed enor- 
mous train-mile and car-mile earnings on rates low in cents per 
unit of weight. Whether the Ohio and Pittsburgh districts are 
entitled to lower rates than the southern fields has nothing to 
do with the matter. The Commission took cognizance of what 
it said was the fact—that the large cargo coal moved in trains 
to not more than two destinations at any one port, while com- 
mercial coal, while it might also move in trainloads, was dis- 
tributed to many points at the port, the assembling service in 
the mining country on both kinds of coal being about the same. 
By disregarding the disparities in rates on the two sorts of 
coal, the Commission reduced the lake cargo coal case to a 
plain question of the relationship of lake cargo coal rates from 
the competing districts. 





Lying Is at Low Ebb.—Wherever two or three railroad men 
or an equal number of shippers are gathered together, there is 
a discussion as to how the railroads for a long time have been 
carrying record carloads of traffic with fewer or no more cars 
than in the days of car shortage, without any shortage whatever. 
An old car service man who had been in Chicago for the last 
eighteen months, in one of those meetings, suggested that that 
satisfactory state of affairs existed because lying had been re- 
duced to a minimum. His thought was that, in the older days, 
every shipper lied as to the number of cars he neeeded, every 
railroad lied as to the location of its own and its neighbors’ 
cars, and everybody grabbed for an advantage, forgetting that, 
instead of making a bad situation better, he was doing every- 
thing possible to make it worse. The old-timer declined to guess 
as to whether it was the regional advisory board method of han- 
dling things, the intensive use of trucks, or merely the arrival 
of a period of higher moral tone that had reduced the art of 
lying about cars, the necessity therefor, or the supply thereof, 
that had brought about the better state of things. But he 
marveled at the idea of the railroads, last fall handling about 
1,500,000 tons of coal more than the record, in one week, without 
a squeak or a squawk about congestion, or its- other name, car 
shortage. Five years ago, by the time the middle of June ar- 
rived, shippers and carriers were in chills and fever on account 
of the near approach of the grain loading season. Now, if 
there are any chills or fever, those who have them have lost 
the power of speech to tell about them. 





Minnesota Grabs a New Weapon.—In doing what it can to 
promote truck competition with the railroads, on the theory that 
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it is giving Minnesota shippers a more nearly even break with 
their competitors in distributing goods on rate levels forced by 
the federal Commission, the Minnesota commission, it is sug- 
gested, may have forgotten that other states can also foster 
truck competition, on rates lower than the federally prescribed 
basis. Thereby, it is suggested, Minnesota invites a return to 
the condition that caused Congress to enact the legislation in- 
tended to put an end to the warfare that, in the territory west 
of the Mississippi, at several points, threatened the existence 
of an adequate transportation system. Except in the territory of 
which Minnesota is a part, the federal legislation and federal 
rate levels have restored many railroads to at least a semblance 
of financial vigor. It is suggested that, if the rate situation is 
as bad, by reason of the federal Commission’s decisions, as is 
implied, the fact could be made so plain to the federal body that 
it would act quickly. All rate-breaking territory, such as Minne- 
sota once was, it has seemed to many traffic men, is doomed, 
by the disappearance of the rate-breaking points, to a revision 
of rates that will be hurtful for the same reasons that a change 
in the customs tariff hurts. Change cannot be made, usually, 
without loss to someone. Truck competition, in many places, 
has hurt the railroads, but the suggestion is that, when the 
situation caused by the appearance of truck competition and the 
disappearance of rate facts caused by the disappearance of 
rate-break conditions settles down, compensations for losses 
will begin appearing. However, it is hard to convince a manu- 
facturer whose tariff has been sharply lowered that the sky ever 
will again be bright. The same, it is suggested, may be true 
of shippers at points where all rates once broke, but where the 
conditions causing breaks have disappeared or are disappearing. 
—A,. E. H. 


MINNESOTA FAVORS TRUCKS 


The Minnesota state commission, in a recent report, held 
that the state should not deny itself the economic benefits which 
a new form of transportation was prepared to supply “merely 
because the same may furnish a service in a field occupied by 
a carrier subject to a paramount control whose concern is 
chiefly with interstate commerce and the exercise of whose 
power may subordinate the interest of intrastate commerce to 
that of interstate,” according to a bulletin sent to members by 
John E. Benton, general solicitor of the National Association of 
Railroad and Utilities Commissioners. In his bulletin Mr. Ben- 
ton said: 


Finding that the jobbing business in Minnesota was developed 
under the Minnesota intrastate distance class rate scale, which scale 
under discrimination orders of the Interstate Commerce Commission 
has now been broken down, with a great increase in applicable rates, 
in certain sections of the state, causing violent discriminations and 
great injury to the jobbing business, the Minnesota commission deter- 
mines to grant certificates of convenience and necessity to motor 
trucks to transport freight at the Minnesota distance class rate scale, 
plus a fixed pick-up and delivery charge. 


The Minnesota commission had before it for action approximately 
one hundred applications for certificates of convenience and necessity 
from operators of freight motor trucks. After extended hearings, at 
which more than one thousand witnesses were heard, and an equal 
number of exhibits were offered, it made the report in question, 
setting forth the general course of action the commission would follow. 
Reviewing the situation, the commission recited that under Minnesota 
law a general distance scale of class rates was promulgated in 1913; 
that these rates were sustained by the United States Supreme Court 
in the Minnesota Rate Cases; that they have since taken the same 
increases and decreases as interstate rates have taken; that under 
these rates an important jobbing business in merchandise moving 
L. C. L. within Minnesota has developed, dependent for successful con- 
tinuation upon maintenance of the rate relationships under which it 
grew; that in 1925, in the so-called Fargo and Watertown Cases, 
increases in Minnesota intrastate rates, in certain sections, were 
ordered by the Interstate Commerce Commission. Concerning these 
orders and the effects produced by them, and the bearing of those 
effects upon the issues before the commission, the report says: 


“These orders of the Interstate Commerce Commission were 
directed against alleged discriminations of the Minnesota intrastate 
rates preferential to Minnesota jobbing points as against Watertown, 
S. D., and Fargo, N. D. The result was a general increase of the class 
rates from Minnesota jobbing points into the territory described and 
the breaking down of the distance tariff policy of Minresota, causing 
violent discrimination between points in Minnesota, and violations of 
the Minnesota long and short haul statute. 

“Various steps were taken by this commission looking to the 
upholding of the state’s policy of rate making enunciated by the 
legislature in the distance tariff law. These efforts finally culminated 
in the decision of the Supreme Court of the state in the case of State 
ex rel. Railroad and Warehouse Commission vs. Northern Pacific Ry. 
(210 N. W. 399) in which it was held that the state was without 
poner to enforce the principles of the distance tariff law. The court 
said: 

““*We see no escape from the conclusion that-the courts of this 
state cannot compel respondents (railroads) to cease to charge rates 
authorized by the Interstate Commerce Commission, although as a 
consequence, the whole structure of intrastate class rates is disturbed 
and giaring inequalities are created.’ 

“The effect of the increase of the intrastate class rates from job- 
bing points in Minnesota to stations in Minnesota, in addition to the 
local discriminations referred to, was to increase the advantage of job- 
bers in other states over the local jobbers in Minnesota in the territory 
involved. Likewise, it put a premium upon warehousing merchandise 
at points without the state of Minnesota, such as Chicago and moving 
the same into Minnesota in L. C. L. shipments or in consolidated cars 
for distribution by transfer and trucking companies. * * * 

“The increase in the intrastate rates promulgated by the railroads 
under the Fargo decision approximated about 34 per cent over the 
Minnesota scale. The rates in the Watertown territory were approxi- 
mately 12 per cent less than the Fargo scale. 
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“There are now pending before the Interstate Commerce Commis- 
sion and this commission proposed increases by the railroads in the 
class rates within Minnesota which are approximately 26 per cent 
over those now in effect. 

“The position of the rail carriers in the present proceedings was 
in opposition to the issuance of certificates on the ground that the 
statute did not contemplate truck service where rail transportation 
was available. The Great Northern somewhat modified this broad 
position of the other carriers by contending that there was no justifi- 
cation for the existence of common carrier truck transportation beyond 
a thirty-mile limit out of the large terminals. 

“Section 8, chapter 185, Session Laws 1925, provides: 

“In determining whether or not a certificate should be issued the 
commission shall give reasonable consideration to the interests of the 
public that might be affected thereby and shall give reasonable con- 
sideration to the transportation service being furnished by any rail- 
road, and shall give due consideration to the likelihood of the proposed 
service being permanent and continuous throughout twelve months 
of the year and the effect which such proposed transportation service 
may have upon other forms of transportation service which are essen- 
tial and indispensable to the communities to be affected by such 
proposed transportation service, and to the traffic already existing 
upon the route proposed to be traveled and the effect that such 
proposed service may have upon the existing travel upon said route 
and the excess cost of maintaining such highway on account of the 
installation of such additional service, if any.’ 

“This language does not justify a conclusion that the act prohibits 
the issuance of a certificate due to the fact that rail service is already 
in existence. Such fact must be given consideration, and we take it 
that if the operation of motor vehicle transportation would have such 
an effect upon the rail carrier as to be detrimental to the interests 
of the public, that the certificate should be denied. However, this is 
not saying that all truck transportation does have such a detrimental 
effect. The entire transportation situation must be taken into con- 
sideration and a determination made as to what will be for the best 
interests of the public, bearing in mind that rail transportation is 
essential and indispensable to the public at large. 

“Chapter 185, Session Laws 1925, is ‘an act providing for super- 
vision and regulation of transportation by common carrier motor 
vehicles upon the public highways in this state.’ If the legislature 
had intended to prohibit the operation of motor vehicles as common 
carriers upon the highways, it could readily have employed language 
to carry out such intention, for it was well aware that there was 
already in operation an extensive system of such service. * * * 

“A rail carrier is a federally regulated transportation agency. Its 
primary obligation is in the interstate field. When the interests of 
intrastate and interstate transportation conflict the intrastate must 
yield to the interstate. 

“In the opinion of the United States Supreme Court in Colorado 
vs. United States, 46 Sup. Ct. Reptr. 452, it was said: 

“*The obligation assumed by the corporation under its charter 
of providing intrastate service on every part of its line within the 
state is subordinate to the performance by it of its federal duty, also 
assumed, efficiently to render transportation service in interstate com- 
merce. * * * Because the same instrumentality serves both, Con- 
gress has power to assume not only some control but paramount 
control in so far as interstate commerce is involved. It may determine 
to what extent and in what manner intrastate service must be sub- 
ordinated in order that interstate service may be adequately rendered. 
The power to make the determination inheres in the United States 
as an incident of its power over interstate commerce.’ * - 

“We have a situation in the state of Minnesota brought about by 
the Fargo and Watertown decisions, whereby those concerned wtih 
movement of class freight in intrastate commerce were required to 
subordinate their interests to that of those interested in the movement 
of class freight in interstate commerce. The interests of those con- 
cerned with movement of intrastate commerce were far greater and 
more extensive than the interests of those concerned with movement 
in interstate commerce. The carriers themselves had made no appli- 
cation contending that their interests required the subordination of 
one to the other. The subordination violated and forced a change in 
the policy of the state regarding movement of freight in intrastate 
commerce, 

“A new carrier now appears whose method of transportation is 
adapted to the traffic he proposes to move and the territory through 
which he proposes to operate. Is the state to deny itself the economic 
possibilities of this new form of transportation merely because the 
same may furnish a service in a field occupied by a carrier subject 
to a paramount control whose concern is chiefly with interstate com- 
merce and the exercise of whose power may subordinate the interest 
of intrastate commerce to that of interstate? We do not believe the 
statute in question requires any such construction, nor was such the 
intention of the legislature in passing an act subjecting these motor 
carriers to state regulation. This commission is not only interested 
but is obligated under its duty to sustain the laws of the land, both 
state and federal, in maintaining an adequate system of transportation 
for the country as a whole, but we feel that the importance of move- 
ment of commerce within the state should not be subordinated to the 
movement in interstate commerce where it is economically feasible 
to maintain equality without detriment to either class of traffic. * * * 

“In the light of the transportation situation and the evidence 
developed by the record, we believe there are conditions and localities 
in this state that require the issuance of certificates of public con- 
venience and necessity to certain of the auto transportation companies, 
giving the law the construction which our analysis warrants. Each 
application, however, must be determined upon its own merits.” 

Proceeding to the consideration of rates to be established by motor 
trucks receiving certificates, the commission said: 

‘Various schedules of rates have been filed with the applications 
herein for approval. The general level of the rates adopted by opera- 
tors affiliated with the truck terminals and proposed by the Murphy 
Company approximate the so-called Minnesota distance scale for 
L. C. L. freight applied to the first four’classes under the Western 
Classification, plus a pick-up and delivery charge. 

“The commission finds that the rates shown in Exhibit A attached 
hereto (omitted) and made a part of this order are reasonable maxi- 
mum rates for the transportation of less-than-carload freight by truck, 
to which shall be added an arbitrary of ten cents per hundred pounds 
on ng of the four classes, for ground floor pick-up and delivery 
service. 

“The rates named herein on L. C. L. freight are the Minnesota 
scale of rates found reasonable by this commission in its order of 
December 10, 1913, increased 25 and 35 per cent, and later decreased 
10 per cent in accordance with the various changes in said rates 
granted under applications made to this commission, and orders of 
the Director General of Railroads under federal control.”’ 

Summed up, the Minnesota commission holds that if the rail 
carriers do not carry intrastate traffic at rates found by state authori- 
ties just, reasonable and non-discriminatory, there is no reason, in the 
public interest, why the state should deny some other transportation 
agency opportunity to do what the rail carriers fail to do. 


TI 
& Ref 
graphe 
95 I. C 
impost 


reason 
on lik 
Augus 
18186, 
In 
plaine 
and E 
Libert 
unrea: 
rates 
York, 
T 
stater 
scrap 
cemb« 
The < 
the r 
comp. 
point: 
I 
eleve 
coppe 
and ¢ 
rate 
crimi 
shipn 
I 


took 

origi: 
poset 
its r 
15 is 


able 
deci 
base 


part 


Rai 
fow 
for 
des 
pre 
effe 


dul 
file 
aft 
Th 
Na 
Tat 
Sai 









r 


pe en Se a oe 7 


we 


=~ @ 





June 11, 1927 





THE TRAFFIC WORLD 








RATES ON SCRAP BRASS 


The Commision, by division 2, in No. 15224, Union Smelting 
& Refining Co. et al. vs. Central of New Jersey et al., mimeo- 
graphed, has reversed, in part, the findings in the prior report, 
95 I. C. C. 104, as to rates on scrap brass and copper, carloads, 
imposed on shipments prior to August 15, 1925, from points in 
New York and New Jersey to East Liberty and Pittsburgh, Pa. 
In this report, on further hearing, it has found the rates un- 
reasonable, with specified exceptions. It has found the rates 
on like traffic from and to the same points, in effect since 
August 15, 1925, not unreasonable. This report also covers No. 
18186, Federated Metals Corporation vs. Pennsylvania et al. 

In the original report the division found the rates com- 
plained of, from New York rate points, including Bush Docks 
and Brooklyn, N. Y., and Newark, N. J., to Pittsburgh, East 
Liberty and Meadville, Pa., were and for the future would be 
unreasonable to the extent they exceeded or might exceed the 
rates contemporaneously applicable from Pittsburgh to New 
York, and awarded reparation. 

The Pennsylvania refused to certify to the accuracy of the 
statement submitted under Rule V, concerning 26 shipments of. 
scrap brass, which moved between January 5, 1922, and De- 
cember 1, 1923, from Bush Terminal, Brooklyn, to Pittsburgh. 
The case was reopened for further hearing solely in respect of 
the reasonableness of the rates on shipments covered by the 
complaint which moved from New York and New York rate 
points to Pittsburgh and East Liberty. 

In No. 18186, the complainant alleged the rate charged on 


eleven shipments of scrap brass and nineteen shipments of scrap ° 


copper, made between February 25, 1924, and December 29, 1925, 
and one on September 10, 1923, from New York and New York 
rate points to East Liberty was unreasonable, unjustly dis- 
criminatory and unduly prejudicial. The report said the 1923 
shipment was barred. 

Because of facts set forth in the report the Pennsylvania 
took the position that the finding of unreasonableness in the 
original report in the title case did not apply to the rates im- 
posed on shipments covered by the Rule V statements, hence 
its refusal to certify. The finding as to rates prior to August 
15 is as follows: : 


We find that the rates assailed prior to May 3, 1922, were not 
unreasonable; but that during the period from May 3, 1922, to Aug- 
ust 14, 1925, inclusive, they were unreasonable to the extent that 
they exceeded 25 cents prior to July 1, 1922, 22.5 cents on and after 
that date on scrap brass, 22.5 cents on scrap copper from July 1, 
1922, to November 26, 1923, and 23 cents on scrap copper from Novem- 
ber 27, 1928, to August 14, 1925, subject to carload minima the same 
as those contemporaneously applicable in connection with the rates 
on like traffic from Pittsburgh and East Liberty over the Pennsyl- 
vania and Erie to New York and New York rate points. 


The report said that for reasons set forth in Brass, Bronze 
and Copper Articles, 109 I. C. C. 351, and Brass, Bronze and 
Copper Ingots in 118 I. C. C. 725, and upon this record, it 
found that the rates assailed in effect on and after August 15, 
1925, not unreasonable. 


Chairman Esch, dissenting, said he waseunable to concur in 
the majority’s finding that the rates assailed, from May 3, 1922, 
to August 14, 1925, inclusive, were unreasonable to the extent 
they exceeded 25 cents prior to July 1, 1922, and that 22.5 or 
23 cents would be reasonable. He pointed out that in 109 
I. C. C. 351, decided April 16, 1926, and on a different record, 
the Commission found that a rate of 27 cents would be reason- 
able in Brass, Bronze and Copper Ingots, 118 I. C. C. 725, 
decided November 24, 1926. Those decisions, he said, were 
based on later and more comprehensive records and warranted 
a modification of the present case. He also criticized other 
parts of the decision. 


RAILS AND CONCRETE BARS 


The Commission, by division 2, in No. 17426, West Virginia 
Rail Company vs. Chesapeake & Ohio et al., mimeographed, has 
found unreasonable the rates on iron and steel rails and rein- 
forcement concrete bars, carloads, from Huntington, W. Va., to 
designated points in Kentucky, Tennessee and Virginia. It has 
Prescribed a basis for the making of rates which are to be made 
effective not later than July 28 and awarded reparation. 

The complaint alleged the rates were unreasonable and un- 
duly prejudicial. A similar complaint, the report said, No. 16338, 
filed in 1924, was withdrawn at the request of the complainant 
after the carriers had expressed a willingness to adjust rates. 
The adjustment was not made. At the hearing the Louisville & 
Nashville, the report said, proposed extensive reductions in the 
rates from Winchester, Ky., to points on its line. The report 
Said that while no proposals were made by other defendants, the 
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Southern concurred in the reductions proposed by the Louisville 
& Nashville. 

Huntington is served by the Baltimore & Ohio and the 
Chesapeake & Ohio. The destinations for shipments of iron 
and steel rails, the report says, include all points in Kentucky 
and Tennesse on the L. & N. south of Winchester and Lexington, 
Ky., and north of and including Knoxville and Harriman, Tenn.; 
points on the main line of the Southern and branches east 
thereof, Cincinnati to Harriman, including Bristol, Tenn.-Va., 
and points west thereof; and points on the Cumberland and 
Manchester. The destination territory for iron and steel arti- 
cles, including concrete reinforcement bars, includes points on 
the eastern Kentucky division of the L. & N. between Lexington 
and McRoberts, Ky. The shipments involved, the report said, 
were unrouted. 

Complainant sought maximum rates on rails of $4.80 to 
points on the Southern and L. & N., except eastern Kentucky 
division, and Bristol, to which points rates of $4.45 and $4.40, 
respectively, were sought. On bars it sought distance rates not 
in excess of those prescribed in Jones & Laughlin Steel Cor- 
poration vs. B. & O., 96 I. C. C. 682, ranging from 6 cents per 
100 pounds for five miles and less, to 42 cents for 640 miles and 
more than 620. 

After discussing rate data submitted by the parties and 
telling about the reductions the L. & N. proposed and the reduc- 
tions that were made March 15, 1926, on reinforcement bars, the 
Commission said: 

il ——— allegation of undue prejudice has not been sus- 
n ° 

4 We find that the rates assailed on iron and steel rails to des- 

tinations reached over the Chesapeake & Ohio to Elkhorn City, thence 

Carolina, Clinchfield & Ohio were, are, and for the future will be, 

unreasonable to, the extent that they exceeded, exceed, or may ex- 

ceed rates of $4.40 per long ton plus the factors shown under column 

i of the following table for the respective distances beyond Johnson 
1 ° 

m Column B 

Cents per 


Column A 
Cents per 


10 miles and under 
20 miles and under 
30 miles and under 
40 miles and under 
50 miles and under 
60 miles and under 
70 miles and under 
80 miles and under 
90 miles and under 
100 miles and under 
115 miles and under 
130 miles and under 
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With the foregoing exception we find that the rates assailed on 
iron and steel rails were, are, and for the future will be, unreason- 
able to the extent that they exceeded, exceed or may exceed rates 
of $2.50 per long ton plus the factors shown under column (A) of 
= = preceding table for the respective distances beyond Win- 
chester. 

We further find that the rates assailed on reinforcement concrete 
bars were, are, and for the future will be, unreasonable to the extent 
that they exceeded, exceed, or may exceed rates of 22.5 cents per 
100 pounds plus the factors shown under column (B) of the next pre- 
ceding table for the respective distances beyond Winchester. 

We find further that complainant made the shipments as described 
and paid and bore the charges thereon at the rates herein found un- 
reasonable; that it has been damaged thereby in the amount of the 
difference between the charges paid and those which would have ac- 
crued at the rates herein found reasonable; and that it is entitled 
to reparation with interest. Complainant should comply with Rule V 
of the Rules of Practice. 

In computing distances for the application of the rates shown 
in the foregoing table, the shortest route shall be used over which 
carload traffic may be moved without transfer of lading. Appropriate 
orders will be entered. 


LIVESTOCK BEDDING CODE 


In a report written by Commissioner Taylor, in I. and S. No. 
2756, bedding charges for livestock in Central Freight Associa- 
tion and Western Trunk Line territories, mimeographed, the 
Commission, by division 1, has prescribed a code of rules, regu- 
lations and charges governing the bedding of cars used in the 
transportation of livestock in the territories mentioned, as a 
substitute for what the carriers offered. Broadly speaking, the 
code follows that suggested by the Western Trunk Lines. The 
Western Trunk Lines and the livestock interests were not far 
apart. 

Technically, the Commission found that the carriers had not 
justified their proposals, without prejudice, however, to the filing 
of schedules in accordance with the views expressed. Shippers 
and carriers urged the Commission to prescribe rules and 
charges if those proposed by the carriers or those suggested by 
western shippers were found not justified or desirable. One of 
the chief purposes of the proposed rules, the report said, was to 
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eliminate controversies between shippers and carriers arising 
out of their disagreements as to what constituted “suitable 
bedding.” 

Both sides assented to the proposition that, while this was 
an investigation and suspension proceeding, a proposed report 
should be put out. Exceptions to the proposed report were filed 
by the Central Freight Association lines and by the protestants. 

Rules on the subject of bedding were prescribed by the Rail- 
road Administration in October, 1919, for application on all lines 
under federal control. Those rules, the report says, have re- 
mained in effect, generally, since that time. In National Live 
Stock Exchange vs. Atchison, Topeka & Santa Fe, 80 I. C. C. 
747; 87 I. C. C. 157 and 107 I. C. C. 512, the Commission dealt 
with the subject and in the last mentioned report it found the 
present rules and charges not unreasonable for use by all de- 
fendants. 


Inasmuch as the proposed rules, particularly of the central 
territory lines, materially increased the charges for bedding, the 
report gave more attention to them than the rules of the western 
lines. The rules of the central lines required that cars be 
bedded with specified kinds and amounts of materials, which, in 
their opinion, would be sufficient to enable the animals to retain 
their feet while the cars were in motion. Both sets of carriers 
contended that the law duty resting upon them of providing 
“suitable bedding” required sufficient bedding to enable the ani- 
mals to retain their feet. Under the proposed rules shippers 
would be free to order more bedding than the rules would call 
for, but at additional charges. The report said the proposals: of 
the two sets of carriers differed radically but that the underly- 
ing basis was the same. 


Some shippers, the report said, took the position that the 
question of what constituted suitable bedding was a matter for 
the determination of the courts, while others urged that it was 
their right to order any amount of bedding necessary, in their 
judgment, to provide suitable bedding. The failure of shippers 
to pay carriers for what the latter deemed excess bedding, the 
report said, had resulted in many disputes. A number of suits, 
it said, had been instituted for the amounts claimed by the car- 
riers to be due for excess bedding. 


The respondents said they proposed limitation as to the 
amount of the bedding so as to enable the animals to retain 
their footing because their obligation to bed cars ceased when 
that had been done. Protesting shippers claimed that the car- 
riers were required to bed cars for reasons other than to enable 
animals to retain a firm footing. In disposing of the case, the 
Commission said: 


Upon this record we find that the suspended schedules have not 
been justified. An order will be entered requiring their cancelation, 
without prejudice, for the reasons hereafter stated, to the filing of 
schedules containing new rules, regulations, and charges as herein- 
after set forth. 

The kind and quantity of bedding essential, vary according to 
climatic and other conditions, but whatever is reasonably necessary 
to safe transportation the carrier is, by law, required to furnish. 
Respondents urge that they alone have the right to determine the 
amount which should be furnished. They conceded that if they do 
not furnish a sufficient amount, they are liable for any damages re- 
sulting from failure to meet their legal obligations. The record shows 
the amount of bedding which respondents and protestants ordinarily 
consider sufficient. It establishes that much difficulty has arisen under 
the present rules, because shippers ordered more bedding than that 
which the carriers considered suitable and refused to pay for such 
excess. Respondents and protestants say these difficulties are un- 
desirable and that the cause for same should be removed. Without 
expressing any opinion as to what constitutes the amount and kind 
of bedding necessary under any and all circumstances, we believe 
the rules should specify the amounts which will be furnished by the 
carriers upon request of the shippers at stated charges, and that if 
requests for bedding in excess of those amounts are made, shippers 
should pay additional charges. The amounts fixed for the initial 
charge should be the maximum amounts which the record indicates 
@re necessary. Ordinarily at least one-half inch of sand per deck, 
or two bales of hay or straw per deck, should be placed in cars to 
be loaded with livestock. We believe, therefore, that these amounts 
should be fixed as the minimum which the carriers must furnish in 
case shippers do not order bedding, but that the rules should con- 
tain a provision that nothing therein contained shall be construed 
as relieving a carrier from liability for loss and damage. Under sec- 
tion 20 (11) of the act, all limitations of liability for actual loss, 
damage or injury in respect to livestock are prohibited. 


The following rules, regulations and charges are found reasonable 
to govern the bedding of cars to be loaded with livestock in central 
and western trunk line territories: 

1. Except as otherwise provided in these rules, the floors of cars 
into which livestock is to be loaded must be bedded with sand, hay, 
straw, or like suitable material: 

(a) When livestock is handled exclusively in switch movement, 
bedding will not be required where unbedded cars are ordered by 
the shipper in writing. 


(b) Cars to be loaded with hogs, sheep or goats must not be 
bedded with cinders. 

2. The shipper may order bedding in such amounts as he desires 
up to one inch of sand or two bales of hay or straw for each deck. 
If orders for specified amounts of bedding are not received from the 
shipper, the floors of cars into which livestock is to be loaded will be 
bedded by the carrier with one-half inch of sand, or two bales of 
hay or straw per deck. 


. The charges for the materials and service designated in rule 
2 will be as follows: 


(a) When shipper furnishes the material and places it in the car 
—no charge. 

(b) When carrier furnishes the material and the shipper places 
it in the car, the charges for the material will be as follows: 

For single deck car, 75 cents; for double deck car, $1. 
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(c) When carrier furnishes the material and places it in the 
ear, the charge will be as follows: 

For single deck car, $1; for double deck car, $1.50. 

4. When the shipper desires bedding and orders material jp 
writing from the carrier in excess of the quantities specified in the 
first sentence of rule 2, it will be furnished and placed in the car 
at additional cost, as follows, and must be paid for by the shipper, 
consignee, or owner: 


(a) When carrier furnishes the material and the shipper places 
it in the car: 


For each additional inch of sand or less: For single deck car 15 


cents; for double deck car, $1. For each additional bale of hay or 
straw, 50 cents. 


When carrier furnishes the material and places it in the car: 
For each additional inch of sand or less: For single deck car, $1; 


for double deck car, $1.50. For each additional bale of hay or stray, 
75 cents. 


5. (a) When a double deck car is ordered by the shipper, but 
the carrier at its convenience furnishes two single deck cars, the 
—— for bedding furnished will be the same as for the kind of car 
ordred. 


(b) When a single deck car is ordered by the shipper but the 
carrier at its convenience furnishes a double deck car, and only one 


deck is loaded, the charge will be the same as for a single deck 
car. 


(c) When a single deck car is ordered by the shipper, and the 
carrier, at its convenience, furnishes a double deck car, and both 


decks are bedded and loaded, the charges applicable to a double deck 
car will apply. 

. 6. When livestock is transferred en route for carrier’s convenience, 
sand, hay, straw or material of a similar nature will be provided by 
the carrier and placed in the car, without charge. 

7. When livestock is stopped in transit at the request of the ship- 
per, consignee or owner, for the purpose of trying an intermediate 
market, to comply with quarantine regulations, or for grazing in 
transit and a newly bedded car is furnished, the provisions of rules 
1, 2, 3 (a), (b) and (c), and rules 4 and 5 will apply, except that 
when stopped in compliance with state or federal laws for feed, water 
or _ no charge will be made. 


. When the shipper orders in writing an unbedded car for 
livestock handled exclusively in switch movement, or when the car- 
rier furnishes a car containing old bedding, and places no new 
bedding therein, no charge will be made. 

9. (a) Charges for bedding when not paid by the shipper must 
be entered on livestock contract and waybilled as ‘‘bedding charge.” 

(b) When bedding in excess of the maximum amount specified in 
_ 2 ec notation of the amount ordered must be entered on 

e waybill. 


10. Nothing in these rules shall be construed as _ relieving a 
carrier from such liability as may rest upon it for actual loss, damage 
or injury caused by it through failure to furnish suitably bedded cars. 


PAPER MISROUTING CASE 


The Commission, by division 2, has dismissed No. 17465, 
Traffic Bureau-Chamber of Commerce (Lynchburg, Va.) vs. New 
York Central et al., a sub-number thereunder, Same vs. Same, 
and No. 16968, Same vs. Delaware, Lackawanna & Western, 
mimeographed, finding the initial carrier not guilty of misrout- 
ing L. C. L. shipments of various kinds of paper shipped from 
Watertown, New Hartford and Brownsville, N. Y., to Lynch- 
burg, Va., because its agent could not reasonably have been ex- 
pected to have knowledge of the distant component that resulted 
in a lower combination rate. 

According to the report the complaints, presenting similar 
issues, were filed on behalf of members of the complaining asso- 
ciation. They alleged the shipments were misrouted, with re- 
sulting unreasonable freight charges. All the shipments were 
tendered without routing instructions. A third class rate of 95 
cents, governed by the Official Classification, was assessed on the 
shipments in No. 17465. The shipments moved via Newberry 
Junction, Pa., Pennsylvania to Potomac Transfer, Va., R. F. & 
P. to Richmond, Va., and Chesapeake & Ohio beyond. 

Contemporaneously there was a rate of 81 cents via New- 
berry Junction, Harrisburg, Reading and Shippensburg, Pa., to 
Hagerstown, Md., and the Norfolk & Western beyond. The 81 
cent rate was made up of the fourth class rate of 68 cents to 
Lone Jack, Va., and a local of 13 cents beyond. Lone Jack is a 
short distance beyond Lynchburg and the rates to that point are 
governed by Southern Classification which rates paper at fourth 
class. The Lone Jack combination made varying rates on dif- 
ferent sorts of paper. 

The carriers, in their defense, relied upon the decision in 
the Solum case, 247 U. S. 477, which held that the duty of a car- 
rier to forward a shipment over the cheapest route was not 
absolute, but that its obligation depended upon the reasonable- 
ness of the possible routes available. In the last analysis, said 
the Commission, the question seemed to be whether the carrier’s 
agent at point of origin Gould reasonably be expected to have 
knowledge of the lower-rated route, in these cases, the rate-mak- 
ing route through Lone Jack, Va., a point in the twilight zone 
where the Official and Southern Classifications come into contact. 

In the circumstances the Commission said it was of the 
opinion and found that the initial carriers were not guilty of 
misrouting as alleged. 


RETURNED CONTAINER CHARGE 


The Commission, by division 2, in No. 17470, National Asso- 
ciation of Ice Cream Manufacturers vs. American Railway Ex- 
press Company and Southeastern Express Company, mimeo- 
graphed, has found unreasonable a charge of 16 cents for the 
return, by express, of empty canvas-jacket ice cream containers 
to the extent it exceeds or may exceed 15 cents, for containers 
of a capacity not exceeding five gallons. The lower charge is 
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June 11, 1927 


to be made effective not later than July 28. The complainant 
asked for a charge of 10 cents. 


COKE BREEZE RATES 


A finding of unreasonableness, an award of reparation, and 
an order for the future have been made in No. 17880, United 
Zinc Smelting Corporation vs. Pennsylvania et al., mimeo- 
graphed, as to the rates on coke breeze or coke dust, carloads, 
from Steubenville, O., to Moundsville, W. Va., on and after No- 
vember 11, 1925. The Commission, by division 2, found the rates 
from Martin’s Ferry, O., and, Steubenville prior to the date men- 
tioned, not unreasonable. It found the rate of $1.76 per net ton 
from Steubenville to Moundsville on and after November 11, 
1925, was and would be unreasonable to the extent it exceeded 
or might exceed $1.60 per ton. It awarded reparation to that 
basis and ordered the rate of $1.60 to be established not later 
than July 28. 


PUGET SOUND-PORTLAND POOL 


The Commission, by division 2, in a report written by Com- 
missioner Aitchison, in No. 16530, Puget Sound-Portland Joint 
Passenger Train Service, mimeographed, upon further hearing, 
has affirmed the finding in the original report, 96 I. C. C. 116, 
which was that the operation of joint passenger-train service 
between Seattle, Wash., Tacoma, Wash., and Portland, Ore., by 
the Northern Pacific, Great Northern and Oregon-Washington 
Railroad & Navigation Co. and diviison of the earnings there- 
from, would be in the interest of better service to the public, 
promote economy of operation, and would not unduly restrain 
competition. The Commission also approved the new contract 
among the applicants, which, in substance, extended the terms 
and conditions of the original contract for a period of three 
years from April 1, 1927. The Commission did not have time 
fully to consider the extension of the contract when the ap- 
plication was made. It approved it so as to provide for a 
continuance of the service until it could act. This report finally 
disposes of the questions in connection with the unified service, 
to the installation and continuance of which there was no oppo- 
sition. 


FACE BRICK RATES 


The Commission, by division 2, in No. 17311, Medal Brick & 
Tile Co. vs. Baltimore & Ohio et al., mimeographed, has found 
not unreasonable but unduly prejudicial, rates on face brick, 
carloads, from Wooster, O., to eastern points. It found them 
unduly prejudicial to the extent they exceed or may exceed 
the rates from Canton and Massillon, O. The carriers are or- 
dered to establish rates on that basis not later than August 16. 


SALT DECISION MODIFIED 


In a supplemental report on I. and S. No. 2414, salt, between 
western and southwestern points, and cases joined with it, 
mimeographed, the Commission has modified the original report, 
120 I. C. C. 91, by extending the scale, to be used in making 
rates from producing points in Kansas into the southwest, to 
cover distances up to one thousand instead of only eight hundred 
miles. The lengthened scale ends with a rate of 37 cents. 
The report also authorizes the addition of differentials on traffic 
to Texas differential territory, for the part of the haul through 
Texas differential territory and New Mexico. That differential 
begins with one cent for the minimum distance of 25 miles and 
ends with six cents for distances greater than four hundred 
miles, the four hundred mile differential being 5.5 cents. Pub- 
lication of rates is required only to agency stations. Rates are 
to be made effective not later than July 10. 


COAL RATE AND ROUTE CASE 


The Commission, by division 3, has dismissed No. 18618, 
John Paul Sellers, doing business under the name of Citizens 
Coal Company vs. Cleveland, Cincinnati, Chicago & St. Louis et 
al., mimeographed, finding a combination rate of $4.22 on coal 
from Annabelle, W. Va., to Goshen, Ind., reconsigned to Benton 
Harbor, Mich., and the routing restriction which caused the ap- 
plication of the combination instead of a joint through rate of 
$3.25, not unreasonable. The shipment was shipper-routed “B. & 
O-N. Y. C.” It moved to Sandusky, O., over the line of the 
initially mentioned carrier, thence to Goshen, Ind., over the New 
York Central, and, under the complainant’s reconsignment order, 
to Elkhart, thence by the Big Four to Benton Harbor. 

Sandusky, the report said, was the usual interchange point 
between the Baltimore & Ohio and the New York Central. Be- 
fore diversion to Benton Harbor, the complainant was told by 
the agent of the New York Central at Goshen that the joint rate 
would apply. The report said that that rate did not apply over 
the route of movement and complainant, after delivery of the 
coal, was asked to pay 97 cents a ton additional. 

Complainant pointed out that the $3.25 rate applied over 
three routes from all points in the group in which Annabelle 
was situated, and from points in other so-called inner crescent 
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groups to a destination group of which Benton Harbor was a 
part. 

The Commission pointed out that if the shipment had been 
billed over any of the three routes the joint rate would have ap- 
plied. Complainant, insisted that the joint rate should have 
applied because the route of movement was from 4 to 45 miles 
shorter than any of the three joint rate routes. In discussing 
and disposing of the case, the Commission said: 


Defendants urge that they observe strictly the shipper’s rout- 
ing instructions, and deny responsibility for selection of the higher- 
rated route. The facts that complainant diverts approximately 85 
per cent of his shipments from the original billed destination and that 
apparently no other complaint has been made of the routing re- 
strictions, are urged by defendants as sufficient evidence that no 
public necessity exists for the establishment of additional routes. 
Defendants cite numerous cases in which we found a rate not un- 
reasonable even though a lower rate was contemporaneously ap- 
plicable over another route which the shipper could have used. Par- 
ticular reliance is placed in Russel vs. N. Y. C. R. R. Co., 109 I. C. C. 
198, wherein a combination rate of $3.09 on shipment of coal from 
Booneville, Ind., to Elkhart, reconsigned to South Bend, Ind., was 
found not unreasonable although a rate of $1.96 applied over five 
other routes between the same points. The earnings under the com- 
oe rate were practically the same as those under the rate here 
assailed. 

The agent at point of origin was not informed that complain- 
ant’s shipment was to be reconsigned, or as to its final destination. 
Defendants complied with the shipper’s routing instructions and 
cannot be found to have misrouted the shipment. Earnings under 
the rate charged do not indicate that it exceeded a maximum rea- 
sonable basis, and the failure of complainant to avail himself of a 
lower rate applicable over other routes does not establish the un- 
reasonableness of the rate over the route of movement, or the neces- 
sity for additional routes in the future. 

We find that the rate assailed was not and is not unreasonable. 
We further find that the routing restriction assailed is not unrea- 
sonable. The complaint will be dismissed. 


LINSEED OIL FROM CHICAGO 


The Commission, by division 2, has dismissed No. 17838, 
American Linseed Co. vs. Chicago, Milwaukee & St. Paul, mimeo- 
graphed, finding a rate of 12.5 cents on linseed oil, carloads, 
from Chicago to Milwaukee not unreasonable or otherwise un- 
lawful. Commissioner Campbell, dissenting, said the rate should 
have been found unduly prejudicial to the extent it exceeded 
the rate between the same points in the opposite direction. 

The complaint alleged the rate of 12.5 cents, in the two years 
preceding the filing of the complaint, December 3, 1925, was 
unreasonable, unjustly discriminatory and unduly prejudicial to 
the extent it exceeded a rate of 8 cents contemporaneously ap- 
plicable on the like commodity in the opposite direction. The 
Commission was asked to prescribe a reasonable rate for the 
future and award reparation. The Milwaukee Chamber of Com- 
merce intervened in opposition to any change in the rate from 
Milwaukee to Chicago. 

For several years prior to June 18, 1923, the Commission 
said, the rate was the same in both directions. June 1, 1923, 
it was increased to 12.5 cents in both directions. On June 18, 
1923, the Milwaukee reduced the southbound rate to 8 cents, 
leaving the northbound rate unchanged. Complainant contended 
there were no conditions, transportation or otherwise, which 
justified a lower rate from Milwaukee to Chicago than in the 
reverse direction but that if there were any difference in such 
conditions, they justified a lower rate from Chicago to Milwaukee. 
On the other hand the Milwaukee contended that the 8-cent rate 
was necessary to enable the Milwaukee manufacturer to compete 
in the Chicago market with manufacturers located at Chicago 
and Minneapolis. 

That contention, the report said, was supported by the evi- 
dence of the intervening chamber of commerce. The report 
said that in selling linseed oil in the Chicago market the Minne- 
apolis producers had a distinct advantage over the Milwaukee 
manufacturer. Both, it said, bought the flaxseed in Minneapolis, 
from which point the rate to both Chicago and Milwaukee was 
15.5 cents. The rate on linseed oil from Minneapolis to Chicago 
is 23 cents, as against a rate of 8 cents from Milwaukee to 
Chicago. But, said the report, the advantage of the lower rate 
from Milwaukee was more than offset by the freight charges 
which the Milwaukee producer had to pay for the transportation 
of its raw material. The Chicago producers, it said, had even 
more of an advantage over the Milwaukee producer than had 
those in Minneapolis. 

Inasmuch as flaxseed moved to Chicago from Minneapolis 
at the same rate as that prevailing from Minneapolis to Mil- 
waukee, the report said the advantage of the Chicago producers 
was practically equivalent to the rate the Milwaukee producer 
had to pay in moving its product to the Chicago market. 

Complainant argued, the report showed, that as linseed oil 
from Chicago to Milwaukee was shipped in box cars, in the 
direction of the prevailing empty car movement, the rate on 
such traffic should be lower than the rate in the opposite direc- 
tion, the traffic on which was largely shipped in tank cars with 
a return empty movement. The heavier loading of tank than 
box cars, the report said, minimized any advantage to the de- 
fendant which it might derive through utilization of cars which 
otherwise would move empty. The minimum on linseed oil 
in box cars is 36,000 lbs., when shipped in barrels or in drums, 
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while the weight of a shipment in tank cars is about 60,000 
pounds. In 1924, the defendant showed, about 90 per cent of 
shipments from Milwaukee to Chicago, are in tank cars. 

The earnings on a carload of linseed oil from Chicago to 
Milwaukee on the 12.5 cent rate, also applicable on cottonseed, 
corn and soya bean oil, after deduction of terminal absorptions, 
were shown to be from $22.88 to $24.13. 

The unreasonableness of the 12.5 cent rate, northbound, 
the Commission said, had not been established. The only evi- 
dence submitted, it said, to show unreasonableness, was a com- 
parison with the 8-cent southbound rate. It said the &-cent 
rate had been shown to be on a depressed basis and that it was 
well established that difference in transportation conditions in 
opposite directions might justify a higher rate in one direction 
than in the other, provided the higher rate was not intrinsically 
unreasonable, citing Raritan Copper Works vs. Director-General, 
92 I. C. C. 671. The report further said the record did not sup- 
port a finding of unjust discrimination. 


SCRAP IRON REPARATION 


The Commission, by division 3, in No. 18439, Davies & 
Thomas Co. vs. Central of New Jersey et al., mimeographed, 
has found the rate on scrap iron, carloads, from Pedricktown, 
N. J., to Catasauqua, Pa., unreasonable to the extent it exceeded 
' $3.78 per long ton and has awarded reparation. A sixth class 
rate of $5.40 was imposed on 12 carloads shipped in August and 
September, 1923. The $3.78 rate was established on December 
1, 1928. 


CRUSHED STONE REPARATION 


The Commission, by division 3, in No. 18259, Ziegler 
Brothers vs. St. Louis-San Francisco, mimeographed, has found 
unreasonable a rate of 5 cents on 68 carloads of crushed stone 
and chatts, from Webb City and Orongo Junction, Mo., to Ar- 
cadia, Kan. The shipments were made between October 5, 1922, 
and April 3, 1923. The Commission found the rate unreasonable 
to the extent it exceeded 4 cents. The complainants called 
attention to the fact that in Crawford County Commissioners 
vs. St. L.-S. F., 93 I. C. C. 502, the Commission prescribed a 
rate of 4 cents on broken stone and chatts, from Webb City, 
Orongo and Joplin, Mo., to destinations on the Missouri Pacific 
in Crawford county, for distances between 48 and 60 miles from 
Joplin. The distances involved in this case range from 45.2 
to 48.9 miles. A rate of 4 cents was made effective after the 
movements in this case were made. Reparation was awarded 
to the 4-cent basis. 





ROSIN DROSS REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 19020, Western Paper Makers Chemical 
Company vs. Atlantic Coast Line et al., mimeographed, as to a 
rate of 31 cents on eight carloads of rosin dross, shipped from 
Jacksonville, Fla., to Pensacola, Fla., over an interstate route, 
in November, 1925. The Commission, by division 3, has found 
the rate unreasonable to the extent it exceeded 24.7 cents, on a 
minimum of 24,000 pounds. That was the rate in effect via an 
intrastate route at the time of the movement. Owing to con- 
gestion, resulting in the inability of the Seaboard Air Line to 
furnish cars, the report said, the shipments were made over the 
interstate route of the Atlantic Coast Line. After the move- 
ment was made the lower rate was made applicable over that 
route. The carriers were willing to refund to the basis of the 
intrastate rate but objected to paying interest, because, as they 
said, the lines in southern territory insisted upon a waiver of 
interest on all claims handled on the Commission’s special 
docket. The Commission said the position they had taken was 
untenable, citing Shreveport Creosoting Company vs. L. & P., 
92 I. C. C. 519. 





TALC CASE DISMISSED 


The Commission, by division 3, has dismissed No. 17754, 
Sewall Paint & Glass Company vs. Big Four et al., mimeo- 
graphed, finding a rate of $1.195, on talc, in carloads, from Em- 
eryville, N. Y., to Dallas, Tex., imposed on three carloads shipped 
in 1924 and 1925, not unreasonable. It was alleged to be unrea- 
sonable to the extent it exceeded or might exceed 60 cents. One 
shipment, the Commission found, was overcharged. The report 
said a method for determining the rate on talc, for the future, 
had been prescribed in Consolidated Southwestern Cases, 123 
I. C. C. 208. 


OHIO RIVER-GULF ROUTE 

In finance No. 6248, the Commission, by division 4, has au- 
thorized the Gulf, Mobile & Northern and/or the Jackson & 
Eastern to operate over the line of the New Orleans Great 
Northern for a distance of 5.7 miles in Hinds county, Miss. 
Memorandum announcement of the authorization was made last 
week. 

The operation is to be between the west end of Pearl] River 
Bridge and a point 5.7 miles southwest thereof, through Jackson, 
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Miss. The G. M. & N.‘and the J. & E. also propose to use 
the freight and passenger terminals of the New Orleans Great 
Northern at Jackson. 

In Control of Jackson & Eastern, 111 I. C. C. 587, the Com- 
mission authorized the G. M. & N. to acquire control of the Jack. 
son & Eastern by purchase of its capital stock. This acquisition 
of control, the report said, was part of a general plan for the 
creation of a new through route for freight traffic between the 
Ohio River and New Orleans, La., involving use of the lines 
of the G. M. & N., the J. & E. and the N. O. G. N. Previously 
the Commission had authorized the G. M. & N. to operate under 
trackage rights over the L. & N. betwen Jackson, Tenn., and 
Paducah, Ky., 111 I. C. C. 583. In its report, the Commission 
said: 

The applicants estimate that they will handle southbound over 
the tracks of the New Orleans approximately 15,000 carloads of freight 
traffic per year, consisting principally of grain and its products, coal, 
iron and steel, and miscellaneous manufactured products; and that 
northbound they will handle approximately 20,000 carloads, consisting 
principally of products of forests, paper, petroleum and its products, 
and imports.through the port of New Orleans. 

The applicants state that the public interest will be served by 
the consummation of the agreement in question by reason of the 
fact that the applicants will be enabled to complete their general 
plan to provide an additional route from the Ohio River to the Gulf 
of Mexico, and to interchange traffic with the New Orleans, the 
Illinois Central Railroad, the Gulf & Ship Island Railroad, and the 
Yazoo & Mississippi Valley Railroad. On the other hand, it is alleged 
that unless the applicants are permitted to enter into the agreement 
their interests would not be protected in the event of a change of 


ownership or control of the New Orleans, and their plan for the route 
to the Gulf would be defeated. 


CHICAGO HEIGHTS TERMINAL 


In a proposed report on Finance Docket No. 6175, Control of 
Chicago Heights Terminal Transfer R. R. Co. by Chicago & 
Eastern Illinois Ry.. Co., Examiner Haskell C. Davis has recom- 
mended a finding that the acquisition, by the purchase of the 
capital stock of the terminal company by the applicant, upon 
the conditions suggested by him, would be in the public interest. 
The conditions he suggested, broadly speaking, would provide 
for continuance by the applicant, of the terminal as a neutral 
facility, serving every line desiring to use its facilities im- 
partially and the maintenance of the separate corporate entity 
of the terminal as a separate operating unit with a responsible 
representative located in Chicago Heights, so as to preserve for 
the shippers direct access to railroad officials. 


Interventions in the case were filed by the Baltimore & 
Ohio and its subsidiary, the Baltimore & Ohio Chicago Terminal, 
the Elgin, Joliet & Eastern, the receivers of the Chicago, Mil- 
waukee & St. Paul, the Manufacturers’ Association of Chicago 
Heights, the National Brick Co. and the Haffner Thrall Car Co. 

The purchase price agreed upon for the entire outstanding 
issue of capital stock was $1,187,500, subject to the Commis- 
sion’s approval. The stock is held by the Chicago Heights Land 
Association, which was organized to develop an industrial area 
at Chicago Heights. The purchaser is to assume the funded 
debt of $562,500 of 6 per cent bonds. For the five years ended 
with 1926, the report said, the terminal had a net income of 
$297,745. 

The applicant said its purpose in seeking to acquire control 
was to enable it to promote, more effectively, the industrial 
development of Chicago Heights so that it might have tonnage 
more dependable than the coal tonnage, which it said, had been 
fluctuating. For the last four or five years, the applicant said, 
there had been little development of Chicago Heights, because, 
as it believed, the land association having sold most of its land, 
had lost interest in the further, development of the community, 
and wished to go out of business and that no trunk line rail- 
road had assumed responsibility of encouraging industries to 
locate at Chicago Heights. The applicant also represented that 
it could not obtain traffic from the built-up section in the Chicago 
area without having to solicit traffic which would have to be 
hauled over other lines before reaching its own rails. It said 
its facilities were adequate to handle a much larger volume of 
traffic and could operate the terminal at a lower cost. 


Davis said it appeared that the general and overhead ex- 
penses of the terminal were excessive, the overhead of the 
Chicago office alone being between $50,000 and $60,000 a year. 
The applicant claimed it could manage and supervise the 
terminal’s operations without substantial cost, cut the cost of 
locomotives and cars and could better assure prompt handling of 
traffic, especially in rush periods. 

The applicant promised to operate the terminal neutrally. 
The receivers for the Milwaukee said there was no necessity 
for the proposed acquisition. The Baltimore & Ohio suggested 
conditions. Davis said that heretofore no interest had been 
shown by other trunk lines in the terminal. The examiner said 
that the proposed control would be in the public interest, pro- 
pcan approval of the application was upon the following con- 

tions: 


1. The applicant shall maintain the separate corporate entity of 
the terminal as a separate operating unit with a responsible repre- 
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sentative located in Chicago Heights, so as to preserve for the ship- 
pers direct access to railroad officials. 

2. The present neutrality of handling traffic inbound and out- 
pound by the terminal shall be continued so as to permit equal op- 
portunity for service to and from all lines reaching the rails of the 
terminal, without discrimination as to routing or movement of traf- 
fic and without discrimination in the arrangement of schedules or 

erwise. 

” 3. The present traffic and operating relationships existing be- 
tween the terminal and all lines connecting with its tracks shall be 
continued, in so far as such matters are within the control of the 
licant. 

— Subject to subsisting car service regulations, cars made empty 
on the rails of the terminal shall be available for outbound loading 
in the same manner and to the same extent as at present, irrespec- 
tive of routing. 

5. Whenever additional cars are required for outbound loading, 
pecause of inadequacy of available car supply on the terminal’s tracks, 
other than Chicago & Eastern Illinois cars, at any given time, for 
any cause, orders for such additional cars shall be accepted from 
the shippers by the terminal and promptly transmitted by it to the 
designated line without discrimination, and all cars ordered by and 
delivered to the terminal shall be promptly moved to shippers by 
the terminal, without discrimination on account of proposed routing. 

6. The terminal shall accept, handle and deliver all cars inbound 
and outbound, loaded and empty, without discrimination in prompt- 
ness or frequency of service as between cars destined to or received 
from competing carriers and irrespective of destination or route of 
movement. 

7. The national code of demurrage rules, as in effect from time 
to time, shall be applied by the terminal to each industry served 
by it on all inbound and outbound cars irrespective of what carrier 
or carriers may be interested in the line haul. 

8. Any party or any person having an interest in the subject 
matter may at any future time make application for such modifica- 
tion of the above conditions, or any of them, as may be required in 
the public interest, and jurisdiction shall be retained to reopen the 
proceeding on the Commission’s own motion for the same purpose. 

Upon the facts presented and subject to the observance of the 
conditions above set forth the Commission should find that the 
acquisition by the applicant of control of the terminal, by purchase 
of capital stock, as described in the application, will be in the public 
interest, and that the terms and conditions under which it proposes 
to acquire the capital stock, and the consideration to be paid therefor, 
are just and reasonable. An appropriate order should be entered. 


SOUTHERN PACIFIC-OREGON LINES 


With Commissioner Eastman noting a dissent, the Com- 
mission, by division 4, in finance No. 6045, has authorized the 
Southern Pacific Company to acquire the lines of railroad of 
the Oregon & California Railroad Company and of the Marion & 
Linn County Railroad Company, and to issue not exceeding 
$61,294,000 of Oregon Lines first mortgage bonds. ‘Memorandum 
announcement of the approval was made May 27. (See Traffic 
World, May 28, p. 1430.) 

The main line of the O. & C. extends from the Oregon- 
California state line to Portland, Ore., a distance of 367 miles, 
and there are 315 miles of branch lines, etc., an aggregate of 
682 miles. The line of the Marion & Linn County extends from 
Hoover to Idanha, Ore., a distance of approximately 2 miles. 
The stock of both companies is owned by the Southern Pacific 
Company. The report said the record showed that the two lines 
were, in fact, integral parts of the applicant’s system. The 
0. & C., it said, had been operated by the applicant continuously 
since 1887, many years prior to the enactment of the trans- 
portation act, 1920, and that the Marion was organized June 1, 
1916, and that the applicant had owned all the capital stock of 
that company since its organization and had operated the line 
from the time it was constructed. 

The applicant stated that it had acquired, in 1915 and 1916, 
the properties of the Willamette Pacific, the Pacific Railway & 
Navigation Company, the Portland, Eugene & Eastern, the Cor- 
vallis & Eastern, the Salem, Falls City & Western, the Coos Bay, 
Roseburg & Eastern Railroad & Navigation Company, and the 
Beaverton & Willsburg, having a combined mileage of 488 miles. 
All the properties are in Oregon, and connect with the O. & C. 
The applicant owned all the stock and bonds of these companies, 
and following the acquisition thereof, the corporations were dis- 
solved and their securities discharged and canceled. It is the 
purpose of the applicant to dissolve the O. & C. and Marion 
corporations. The Commission said it had heretofore found 
Similar simplification of the corporate structures of railroad 
systems to be in the public interest, citing Acquisition and 
Stock Issue by P. O. & D., 105 I. C. C. 189, and Acquisition of 
Central New England, 124 I. C. C. 165. 

Upon the acquisition of the properties of the O. & C., and 
the Marion, the report said, the applicant proposed to execute a 
mortgage dated March 1, 1927, covering the lines of the two 
railroads and also the lines of the other Oregon companies 
heretofore acquired by it. This mortgage will be designated 
as the Southern Pacific Company’s Oregon Lines first mortgage. 
It will provide for a total issue of $100,000,000 of bonds. Under 
Section 1 of article 2 of the mortgage, $46,000,000 of bonds may 
be authenticated and delivered for the purpose of reimbursing 
the applicant for capital expenditures not heretofore capitalized. 
Section 2 of the same article provides for the authentication and 
delivery of $15,294,000 of bonds for the purpose of refunding, 
redeeming, retiring, etc., an equal amount of O. & C. first 
mortgage gold bonds maturing July 1, 1927. The bonds issuable 
under the two sections mentioned comprised the total amount 
of bonds for which authority was sought and granted in this 
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proceeding. The applicant showed the total book value of the 
capital assets of the O. & C., the Marion and the other Oregon 
companies as $83,996,351. The applicant said it did not pro- 
pose to sell the bonds now. The bonds will bear 4% per cent 
interest. The applicant was authorized to pledge the issue of 
$46,000,000 of bonds as collateral for short-term notes. The 
remainder of the bonds are to be held by the company subject 
to the further order of the Commission. The authority of the 
Commission was granted on the express condition that, upon 
acquiring the properties involved, the Southern Pacific “shall 
charge to its investment in road and equipment account a 
sum not exceeding the actual out-of-pocket costs to it in acquir- 
ing said properties plus an amount equal to the series A bonds 
to be issued for refunding purposes, including such adjustments 
as may be appropriate.” 

In finance No. 6045, the Southern Pacific Company, by sup- 
plemental application, has asked authority to issue and sell at 
98 per cent of their face amount and accrued interest, $20,000,- 
000 of the $61,294,000 of bonds authorized by the Commission 
in this proceeding. The proceeds from the sale of $15,294,000 
of the bonds will be used to retire the outstanding bonds of 
the Oregon company, and $4,706,000 of the issue will be used to 
reimburse the applicant’s treasury. The company has arranged 
to sell the bonds to Kuhn, Loeb & Company. 


TEXAS LINE EXTENSION 

In finance No. 6176, the Commission, by division 4, has au- 
thorized the San Benito & Rio Grande Valley, a subsidiary of 
the New Orleans, Texas & Mexico, which in turn is controlled 
by the Missouri Pacific, to construct an extension from La 
Paloma in a general southeasterly direction to a point about 
7 miles southeast of La Paloma, all in Cameron county, Texas. 
The San Benito asked permission to extend its line from a point 
near La Paloma to a connection with the St. Louis, Brownsville 
& Mexico at or near Brownsville, Tex., a distance of 15 miles. 
The applicant proposed to complete the first seven miles of 
the extension within a year and to complete the remaining eight 
miles to Brownsville within three years after the completion 
of the first seven miles of line. The Commission limited its 
certificate to construction of the first seven miles because, it 
said, as a general rule, it was not inclined to issue certificates 
effective at so distant a date and that there was no showing 
that would warrant it in deviating from that general rule. It 
said the applicant could make application later for authority 
to build the remaining eight miles. The report said the object 
of the construction was to reduce hauls of shippers to rails, 
providing easy access to refrigerator cars. The extension will 
pass through low alluvial lands that are either irrigated or are 
subject to irrigation. 


JEFFERSON SOUTHWESTERN ORDER 


The Commission has amended its order in finance No. 2556, 
construction and operation of line by the Jefferson Southwestern, 
so as to make permission to retain excess earnings from the 
operation of the line effective for the period expiring December 
31, 1933. The line must be completed by July 1, 1928. The new 
order as to excess earnings was made because the line will not 
be completed as soon as originally planned. 


ACQUISITION OF J. G. & G. 


Acquisition and operation by the Jacksonville, Gainesville & 
Gulf Railway of the line of railroad of the Tampa & Jacksonville 
Railway Company, extending from Sampson City to Emathla, 
Fla., a distance of 56 miles, have been authorized by the Com- 
mission in a report by division 4 in finance Nos. 5862, 5863, 
5865 and 5866. Memorandum announcement of the approval 
was made last week. The J. G. & G. was authorized to issue 
$5,000 of capital stock and $450,000 of first mortgage 6 per cent 
25-year gold bonds. The Seaboard Air Line was authorized to 
acquire control of the J. G. & G. by purchase of its capital stock, 
and to guarantee the bonds. The J. G. & G. asked authority to 
issue $605,000 of capital stock and $450,000 of bonds. The 
properties of the Tampa & Jacksonville were sold at foreclosure 
on August 2, 1926, to a committee acting for the holders of the 
Tampa’s first mortgage 5 per cent 40-year gold bonds. The 
price bid was $300,000. The J. G. & G. was organized for the 
purpose of acquiring the properties and proposed to issue for 
that purpose the stock and bonds. The Commission decided 
that the securities should be limited to a total f $455,000. 


L. & N. KY.-VA. LINE 


In finance No. 5322, construction and operation by Louisville 
& Nashville, the Commission, by division 4, has authorized the 
L. & N. to construct a new line of railroad from Chevrolet, Har- 
lan county, Ky., to a point near Hagans, Lee county, V2., and to 
operate under trackage rights a line of railroad in Wise and 
Scott counties, Va. Application of the L. & N. for relief from 
full compliance with a condition imposed by the Commission’s 
order entered June 3, 1924, in Clinchfield Railway Lease, 90 I. 
C. C. 113, was dismissed. 
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In authorizing the L. & N. and the A. C. L. to acquire joint 
control of the Carolina, Clinchfield & Ohio and its subsidiaries, 
by lease, June 3, 1924, the Commission imposed five conditions, 
the second requiring the applicant to file, within 12 months 
after the effective date of the order, its application for a cer- 
tificate of public convenience and necessity to construct pro- 
posed connections between its eastern Kentucky division, called 
the McRoberts line, and its Harlan county branch on the one 
hand, and the C. C. & O., on the other, and to make either or 
both such connections if found to be required by public con- 
venience and necessity. 

On January 28, 1926, in partial compliance with the condi- 
tion outlined, the L. & N. filed an application for authority to 
extend its lines to a connection with the C. C. & O., (a) by 
constructing a new line from Chevrolet to a point near Hagans, 
a distance of approximately 14 miles, and (b) by operating un- 
der trackage rights in common with the owner, the Interstate 
Railroad Company, a line of railroad from a point at or near 
Norton to Miller Yard, Va., a distance of approximately 18 miles. 
The L. & N. asked the Commission to suspend the requirement 
of the condition as to a connection between its eastern Ken- 
tucky division and the C. C. & O. Protests against granting the 
last request were received from a number of commercial bodies 
and other interests in eastern Kentucky, the report said, and 
the General Assembly of Kentucky passed a resolution, ap- 
proved by the governor of the state, to the effect that the Com- 
mission should not release the L. & N. from making the con- 
nection between the eastern Kentucky division and the C. C. & 
O., at Elkhorn City, Ky. Many of the protests were later 
withdrawn. . 

The Commission said the application to be relieved of com- 
plying with the condition imposed in the Clinchfield lease case 
called for modification of the order in that case. That in turn, 
it said, required reopening of that proceeding and further consid- 
eration as to the probable necessity for building the proposed 
connection. It said that, under its rules of practice, applications 
for reopening a proceeding after final submission, or for rehear- 
ing after decision, must be made by petition, stating specifically 
the grounds relied upon, filed with the Commission and served 
by the petitioner upon all parties or attorneys who appeared at 
the hearing, or oral argument, if had, or on brief. It said the 
application in the instant proceeding was not served on the 
parties or attorneys who appeared in the Clinchfield lease case, 
many of whom had no notice of the application and no oppor- 
tunity to be heard. 

The report said the chief objects to be attained by the L. & 
N.’s project were (1) to provide a better route between the Har- 
lan coal field and the Carolinas, primarily to haul coal, and (2) 
to create a new merchandise route between Louisville and Cin- 
cinnati, and territory north and west of those points on the one 
hand, and the Carolinas and the south Atlantic ports on the 
other. It said the proposed operation under trackage rights 
would serve both of the objects, that the proposed construction 
would serve the first only, but would incidentally open up along 
its route valuable coal territory that would be developed in 
time. 


UNCONTESTED FINANCE CASE 


The Buffalo, Rochester & Pittsburgh has been authorized to issue 
and sell $3,536,000 of consolidated mortgage 4% per cent bonds at not 
less than 94 per cent of par and accrued interest. 


FINAL VALUATION REPORT 


Valuation Docket No. 764, Chicago Short Line Railway Company, 
opinion No. B-529, 125 I. C. C. 106-24, final value for rate-making 
urposes of property owned and used for common carrier purposes 
‘ound to be $468,000, and of property used but not owned, $150,764, as 
of June 30, 1919. 


TENTATIVE VALUATION REPORTS 


Raleigh and Charleston Railroad Company, as of June 30, 1918, 
owned and used property, $581,500. 

Indian Creek Valley Railway Company, as of June 30, 1918, owned 
and used property, $375,720. 

Gary & Western Railway Company, as of June 30, 1917, total 
owned property, $1,325,000; total used property, $1,355,461. 

Florida Central and Guif Railway, as of June 30, 1918, owned 
and used property, $428,080. 

Continental Telegraph Company, as of June 30, 1918, owned and 
used property, $7,922. 

Illinois Northern Railway, as of June 30, 1918, total owned prop- 
erty, $961,023; total used property, $1,637,365. 


FINANCE APPLICATIONS 


The Rock Island-Frisco Terminal Railway Company has applied 
for authority to issue and sell $3,390,000 of its first mortgage 4% 
gold bonds and the Chicago, Rock Island & Pacific and the St. Louis- 
San Francisco have asked authority to guarantee the bonds. It is pro- 
posed to apply the proceeds to the sale of the bonds toward payment 
of a like ‘+o amount of the terminal company’s outstanding first 
mortgage bonds which matured on January 1, 1927, and which have 
been temporarily financed by the Rock Island and the Frisco. The ap- 
plicants have entered into an agreement with Speyer & Co., and J. 
& W. Seligman & Co., of New York City, for the sale of the bonds 
at 94 and interest. 

The Chicago, Burlington & Quincy has applied for authority to 
abandon approximately 4% miles of its branch line between South 
Gifford and Elmer, in Macon county, Mo. 
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The Mineral Range Railroad Company has applied for authority 
to abandon its branch line extending from St. Mary’s Junction to 
—_ Mills, in Houghton county, Mich., a distance of approximately 

miles. 

The Lake Superior & Ishpeming has asked for authority to issue 
$2,856,000 of capital stock and to distribute it to stockholders ag q 
stock dividend. The stock will represent capitalization of surplus 
earnings accumulated in a period of 30 years. 

The Missouri & North Arkansas, by W. Stephenson, receiver, 
has asked authority to issue $282,000 of receiver’s certificates to pro. 
vide necessary capital to operate the property. The certificates 
will bear 6 per cent interest and be sold at par. 

The Union Belt of Detroit has applied for a certificate of public 
convenience and necessity covering the operation of certain termina] 
facilities of the Pennsylvania, the Pere Marquette and the Wabash, 
in or near Detroit, Mich. The applicant is an unincorporated associa. 
tion whose operations are conducted by a board of managers com- 
posed of Thomas A. Roberts, general agent of the Pennsylvania: 
A. E. Badger, general superintendent of the Pere Marquette, and 
S. E. Cotter, vice-president and general manager of the Wabash. 
The association was formed to afford advantageous and economica| 
operation of the terminal facilities referred to. 


SUSPENDED TARIFFS 


In I. & S. No. 2922, the Commission has suspended, from 
June 8, until January 8, schedules as published in Chicago, 
Burlington & Quincy Railroad Company’s tariff I. C. C. No. 
16802. The suspended schedules propose to restrict the creosot- 
ing in transit privileges on lumber and related articles, carloads, 
on the Chicago, Burlington & Quincy at East St. Louis, Gales. 
burg, Granite City, ‘Madison, and Metropolis, Ill., so as not to 
apply on shipments originating at points on the New Orleans, 
Great Northern Railroad, which would result in the applica- 
tion of higher combination rates in lieu of the present joint 
through rates when destined to points beyond East St. Louis, 
Galesburg, Granite City, Madison or Metropolis, Ill., and given 
transit at those points. 

In I. and S. No. 2923, the Commission has suspended from 
June 7 until January 7, schedules as published in supplements 
Nos. 16 and 18 to Mobile and Ohio I. C. C. No. B-690. The sus- 
pended schedules propose to increase the switching charges at 
practically all points on the Mobile and Ohio from charges rang- 
ing from $1.35 to $3.60 per car to a uniform charge of $6.30 per 
car on line haul traffic. The following is illustrative: 


Traffic arriving at or leaving Montgomery, Ala., via the M. & 0. 
R. R. Present switching rates per car $2.25; proposed switching rates 
per car $6.30. 


In I. and S. No. 2924, the Commission has suspended from 
June 7 until January 7, schedules as published in Emerson’s 
I. C. C. No. 118 and Supplement No. 2 thereto. The suspended 
schedules propose to increase the rates on import and coastwise 
shipments of sugar from New Orleans, Port Chalmette and 
Three Oaks, La., to destinations in Oklahoma. The following is 
illustrative, rates in cents per 100 pounds, on sugar, carloads: 


From New Orleans, La., to Tulsa, Okla., present 67, proposed 
; Oklahoma City, Okla., present 68, proposed 7114. 

In I. and S. No. 2925, the Commission has suspended from 
June 8 until January 8, schedules as published in supplement 
No. 20 to Speiden’s I. C. C. No. 1006. The suspended schedules 
propose to eliminate present routing in connection with the rate 
on canned goods carloads, from Tellico Plains, Tenn., to Nash- 
ville, Tenn., via the Louisville & Nashville, Cartersville, Ga., Sea- 
board Air Line, Wellington, Ala., thence the Louisville & Nash- 
ville, via Boyles, Ala. The proposed change would result in in- 
creased rates to destinations intermediate to Nashville. The 
following is illustrative : 


70% 


Canned goods, C. L., rates in cents per 100 pounds, from Tellico 
Plains, Tenn., to Gadsden, Ala., present 24%, proposed 65; Cullman, 


Ala., present 24%, proposed 74%; Pulaski, Tenn., present 24%, pro- 
posed 79. 





INQUIRY INTO W. & M. R. DIVISIONS 


The Commission, in No. 19697, Divisions and Rates of 
Wyoming & Missouri River Railway Co., has instituted an in- 
quiry, on its own motion, into the propriety of the divisions of 
joint through rates accorded to the W. & M. R. on traffic inter- 
changed between it and the Chicago & North Western, and as 
to the propriety of the rates, fares and charges of the Wyoming 
& Missouri River on traffic local to its line. The Wyoming & 
Missouri River and the Chicago & North Western have been 
made respondents. 

This inquiry was instituted on account of testimony taken 
in connection with an application by the Wyoming & Missouri 
River for permission to abandon its line in Butte county, S. D., 
and Crook county, Wyo. A hearing was had on that application 
by the Wyoming and South Dakota commissions. One of the 
witnesses’ testimony in behalf of objectors to abandonment was 
to the effect that if the short line were paid proper divisions 
and its local rates and fares were put at a proper level there 
would not be necessity for abandonment. 

In a proposed report, Examiner Ralph R. Molster recom- 
mended grant of the permission to abandon. 

The Commission has assigned this proceeding for hearing 
at Pierre, S. D., June 17, before Examiner Harraman. Oral 
argument will be permitted at the conclusion of the hearing. 
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RATES ON SPELTER 


Examiner Edgar Snider, in No. 18426, Federated Metals Cor- 
poration vs. Illinois Central et al., said the Commission should 
find rates subject to Rule 77 of Tariff Circular 18-A, on spelter, 
in carloads, from Beckemeyer, Ill., to destinations in Wisconsin 
and Central, Trunk Line and Southern territories unreasonable 
to the extent they exceeded, exceed or might exceed the rates 
to more distant points over the same line in the same direction 
and that the complainant and the Luckenheimer Company, an 
intervener, were entitled to reparation. 

Further he said the Commission should find that the rates 
on spelter by-products between Beckemeyer and the territories 
mentioned were, are and would be unreasonable to the extent 
they exceeded, exceed or would exceed 85 per cent of the con- 
temporaneously applicable sixth class rates, except that, in in- 
stances where there were, are, or might be commodity rates in 
effect on spelter lower than such percentage of the contem- 
poraneously applicable sixth class rates. In such cases, he said, 
the rates on the by-products considered were, are and for the 
future would be unreasonable to the extent they exceeded, ex- 
ceed or might exceed such commodity rates on spelter. He 
said the Commission should award reparation. 

The complaint alleged the rates from Beckemeyer were un- 
reasonable, unjustly discriminatory, and unduly prejudicial. The 
defendants exhibited rates on spelter and by-products from other 
Illinois points and Philadelphia, Pa., to show the assailed rates 
were not unreasonable. 

The examiner said the primary purpose of the complaint 
was to put Beckemeyer on the same rate basis as Sandoval or 
Hillsboro, Ill., whichever was lower, and to obtain rates on by- 
products not higher than 85 per cent of sixth class where class 
rates applied, and not higher, where there were commodity 
rates, than the commodity rates. He said the southern carriers 
had agreed to establish rates south of the Ohio on the basis 
sought by the complainant. The record, he said, did not sup- 
port a finding of unjust discrimination or undue prejudice. 


LIQUID SOLDER RATINGS 


Attorney-Examiner W. A. Disque has recommended the dis- 
missal of No. 19016, Modern Chemical Manufacturing Co., Inc., 
Dallas, Tex., vs. Abilene & Southern et al., on a finding that 
the ratings applicable to “liquid solder,” in carloads and less 
than carloads, in Western, Southern and Official Classifications, 
are not unreasonable. He said the complaint was that the rat- 
ings maintained throughout the country on “liquid solder’ were 
unreasonable and sought proper ratings for the future. 

Disque said that “liquid solder” was not a solder but a 
trade name for the complainant’s product, a non-inflammable 
watery fluid containing a large proportion of pulpy vegetable 
matter, which, when poured into a leaky automobile radiator 
entered the small openings, solidified and hardened, thus stop- 
ping leaks. He said there were possibly 200 other compounds 
used for the same purposes and commonly known as radiator 
cements but that only a few were sold nationally. Complainant’s 
product, he said, was shipped from Cleveland, O., to several 
large cities and there distributed in smaller lots to jobbers in 
various parts of the country. 

The ratings applicable to the complainant’s product were 
those on radiator cement, which were second class in less than 
carloads and fourth in carloads, minimum 30,000 pounds, except 
in Southern Classification, in which the rating was second in 
both carloads and less than carloads. Complainant, Disque 
said, asked for third in less than carloads and fifth in carloads. 
Several years ago, he said, the southwestern .lines published 
commodity rates on liquid solder from Dallas to certain points 
in the west and southwest on the fifth class basis. 

Complainant showed that the ratings sought, or lower, gen- 
erally applied on other articles in tin cans, the container in 
which the liquid solder was shipped, such as food products, 
paints, oils, disinfectants, cements, auto-top and harness dress- 
ings, furniture stains, washing compounds, varnish-removing 
compounds, boiler-cleansing compounds, washing compounds and 
other articles, with minima from 30,000 to 36,000 pounds. 

After discussing the comparisons submitted by the com- 
Plainant, and the carriers, Disque said there seemed to be as 
much reason for approving the present ratings as prescribing 
those sought. Complainant, he said, had the burden of proving 
its case and that since the considerations it urged were not con- 
vincing, it could not prevail. 


REBUILT CAR RULE 


Director William P. Bartel, of the Commission’s bureau of 
service, in a proposed report in No. 17849, Bangor & Aroostook 
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vs. American Railway Association et al., said the Commission 
should find unreasonable the interchange rule 112 of the A. R. A., 
mechanical division (M. C. B.), in so far as it affected settle- 
ments to be made for rebuilt freight cars when badly damaged 
or destroyed on the lines of railroads other than their owners, 
and prescribe a rule recommended by him. The complaining 
railroad alleged that the rule assailed as interpreted by the 
arbitration committee of the A. R. A. in so far as it affected 
settlements to be made for rebuilt freight cars when destroyed 
on the lines of railroads other than their owners was unjust, 
unreasonable, arbitrary, and in violation of section 1 of the act. 
The prayer, amended at the hearing, Mr. Bartel said, was for the 
establishment of reasonable regulations to govern the settlement 
for the rebuilt cars here considered and destroyed subsequent 
to the effective date of any order that the Commission might 
later make. In his findings, Mr. Bartel said: 


The freight cars which have been rebuilt under the sanction 
of the interchange rules and which are now in service will continue 
to circulate irrespective of the character of settlement rule which is 
applied when such units are destroyed on the lines of railroads other 
than their owners. Hence, as regards equipment rebuilt in the past, 
it is unlikely that the establishment or non-establishment of a re- 
built car settlement rule will materially affect the matter of safety 
in railway operation. The special committee on rebuilt cars, con- 
sisting of ten prominent railroad mechanical officers, formulated a 
proposed rule which is apparently designed to effect substantial jus- 
tice as between car owners and users. Because of their long prac- 
tical experience and comprehensive knowledge pertaining to car con- 
struction and car usage, their unanimous recommendation is entitled 
to great weight. They suggested, in part, that as applied to units 
reconstructed in the past a rebuilt car settlement rule should be con- 
fined to'cars in classes ‘‘A’”’ to “‘E-2,’’ and as regards those recon- 
structed in the future only classes “A’’ to “‘D’’ should be recognized. 

The Commission should find that as to past and future, a rebuilt 
freight car is one which the carrier was or is required by the ac- 
counting rules of the Commission to record in equipment investment 
account. The Commission should find that for freight cars rebuilt 
in the future, the proposed rule formulated by the special committee 
on rebuilt cars, which contemplates settlement for cars of classes 
“A”? to “D’” on basis of 80 per cent of reproduction cost new, less 
depreciation from date rebuilt, will be reasonable. As to freight cars 
reconstructed in the past, the Commission should find that the present 
rule is unreasonable, and that for the future a rule which provides 
for settlement for cars in classes ‘‘A” to ‘“‘D” on basis of 80 per cent 
of reproduction cost new, less depreciation from date rebuilt, and 
cars of classes “E-1” and “E-2’’ on basis of 70 per cent of repro- 
duction cost new less depreciation from date rebuilt, will be reason- 


able. 
COAL TO EAST ST. LOUIS 


In a proposed report in No. 18183, Intrastate rates on coal 
to East St. Louis, Ill.; No. 17994, Perry Coal Company et al. vs. 
Alton & Southern et al.; a sub-number thereunder, Illinois Coal 
Traffic Bureau vs. Same; and No. 18268, St. Louis Chamber of 
Commerce vs. Same, Examiner Arthur Kettler says the Com- 
mission should find the rates on bituminous coal, from mines in 
Illinois in the Belleville group to the St. Louis district unreason- 
able to the extent they exceed $1.13 per net ton; that the rates 
on such coal required by state authority to be maintained from 
mines in Illinois to the East St. Louis, Ill., district are unduly 
preferential of intrastate traffic and shippers thereof, unduly 
prejudicial to interstate traffic and shippers thereof, and un- 
justly discriminatory against interstate commerce to the extent 
that they are lower than the rates on like traffic to the St. Louis 
district by more than 30 cents per ton; that the same differen- 
tials should be maintained in the rates from mines in western 
Kentucky over the rates from mines in Illinois to the East St. 
Louis district as are contemporaneously maintained in the rates 
from those mines to the St. Louis district; that the differentials 
in rates from mines in Illinois, Indiana and western Kentucky 
to the St. Louis district are not unlawful; and that the rates to 
the St. Louis district from mines in western Kentucky and IIli- 
nois, other than those in the Belleville group, are not un- 
reasonable. 

Kettler said the proceeding included related complaints in 
respect of rates on soft coal from mines in Illinois, Indiana and 
western Kentucky to destinations within the St. Louis switching 
district, and an investigation instituted by the Commission upon 
petition of the carriers to determine whether rates required by 
Illinois authority from mines in Illinois to destinations in the 
East St. Louis district caused or would cause any undue pref- 
erence, undue prejudice, or any unjust discriminations against 
interstate commerce. 

In a summary of the complaints, Examiner Kettler said: 


Operators of mines in Illinois within a radius of 20 miles of 
East St. Louis allege that the rates on bituminous coal, in carloads, 
from these mines to destinations within the St. Louis switching 
district in Missouri are unreasonable, unduly prejudicial and unduly 
preferential of more distant mines in Illinois grouped therewith and 
other more distant mines in Illinois, Indiana and western Kentucky. 
Operators of other mines in Illinois allege or support the allegation 
that rates on bituminous coal from their mines to destinations in 
the St. Louis district are unreasonable, unduly prejudicial, and un- 
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duly preferential of mines in western Kentucky; they also intervened 
to oppose any reductions in rates from the complaining mines near 
St. Louis without corresponding reductions in rates from their mines. 
The St. Louis Chamber of Commerce alleges on behalf of its mem- 
bers that the rates on bituminous coal, in carloads, from mines in 
Illinois and Kentucky to destinations within the St. Louis. switch- 
ing district in Missouri are unreasonable. Interveners in the com- 
plaints other than operators of mines are the City of St. Louis, 
the Business Men’s Association of South St. Louis, and the National 
Enameling & Stamping Company, Inc., having a plant at St. Louis. 
The West Kentucky Coal Bureau, whose members own and operate 
bituminous coal mines in the western Kentucky field, interveneti to 
oppose changes in the differential relationship of these mines with 
the Illinois mines, that are and would be detrimental to the former. 
The Commission is asked to prescribe reasonable, nonprejudicial and 
nondiscriminatory rates and relationships for the future. Rates and 
differentials will be stated herein in amounts per net ton. 


The examiner said that rates and relationships here in issue 
had heretofore been under consideration in a number of cases, 
a synopsis of each of which he incorporated in his report. The 
cases mentioned by him were Ohio Valley Coal Operators’ Asso- 
ciation vs. I. C., 53 I. C. C. 148; St. Louis Chamber of Commerce 
vs. Baltimore & Ohio, 57 I. C. C. 639, which affirmed a finding in 
Illinois Coal Cases, 32 I. C. C. 659; Intrastate Rates within IIli- 
nois, 60 I. C. C. 92; Illinois Coal Cases, 1920, 62 I. C. C. 741; 
Perry County Coal Corporation vs. E. St. L. & S., 80 I. C. C. 711; 
Increased Rates, 1920, 58 I. C. C. 220, and Coal from Southern 
Illinois, 107 I. C. C. 415. 

Kettler said no changes had been made in interstate rates 
since July 19, 1925, nor any in the intrastate rates since March 
25, 1926. An attempt to change the interstate rates was made 
by the carriers late in 1925. Their proposals, found not justified, 
were disposed of in Coal from Southern Illinois, 107 I. C. C. 
415, decided February 2, 1926. 

In March, 1926, the intrastate rates to East St. Louis were 
revised in compliance with orders from the Illinois commission, 
dated February 8, 1926. The Belleville group was divided into 
two parts, the inner portion including mines within a radius of 
20 miles of East St. Louis and the rates from the other groups 
were reduced, resulting in increased differences in the rates to 
East St. Louis and St. Louis of 46 cents from the inner portion 
of the Belleville group, 36 cents from the outer portion of that 
group, and from 31 to 39.5 cents from other groups in Illinois; 
also an increase of the differentials in the rate from the western 
Kentucky group to East St. Louis from 57.5 to 78.5 cents over 
the rate thereto from the inner portion of the Belleville group 
and from 57.5 to 68.5 cents over the rate thereto from the outer 
part of that group. 

Up to the time the Illinois commission’s order went into 
effect March 25, 1926, the Belleville group, Kettler said, had 
been on a parity for many years on traffic to both St. Louis and 
East St. Louis. When it was divided mines within a radius of 
20 miles of East St. Louis were given a rate of 70 cents per ton 
to that point, while the rate from the more distant mines in 
that group became 80 cents. A rate of 91 cents from the entire 
group had therefore been in effect to East St. Louis. The rate 
from the Belleville group to St. Louis is $1.16. A division of 
the group was sought in this proceeding, in rates to St. Louis, 
the same as was brought into existence when the Illinois com- 
mission divided the group. 

In the Perry County Coal Corporation case, supra, Kettler 
said the Commission found there was no natural physical divid- 
ing line which separated the Belleville group into sections. A 
different conclusion, he said, was not shown to be warranted 
now. He said the complaining mines in the inner portion of the 
Belleville group contended that they were deprived of the nat- 
ural advantage of their location, within a few miles of East St. 
Louis by their location in a group with the mines from 20 to 71 
miles from East St. Louis. Their contentions were considered 
in the Perry Coal Corporation case and Kettler said the reversal 
of the conclusion therein was not shown to be warranted. 

Examiner Kettler included a summary of the effect of his 
recommendations upon the revenues of carriers particularly in- 
terested in this traffic. That part of his report and his findings 
are as follows: 

The amount of coal hauled to St. Louis and East St. Louis in 
1925 is less than 6 per cent of the total amount of freight traffic, 
and approximately 16 per cent of the total amount of bituminous 
coal, handled in Illinois in 1925 by lines parties to this proceeding. 

The freight traffic of the East St. Louis & Suburban is entirely 
bituminous coal; it hauled 53,972 tons in 1925, all of which moved 
to St. Louis and East St. Louis. In 1925 the St. Louis & Ohio River 
hauled 242,834 tons of bituminous coal to St. Louis and East St. 
Louis, 99.9 per cent of its total freight traffic; the St. Louis & 
O'Fallon hauled 447,688 tons to St. Louis and East St. Louis, and 
a total of 539,574 tons, 92.2 per cent of its total freight traffic; and 
the Litchfield & Madison hauled 539,477 tons to St. Louis and East 
St. Louis, and a total of 743,756 tons, 80.3 per cent of its total freight 
traffic. The St. Louis, Troy & Eastern hauled 399,353 tons to St. Louis 
and East St. Louis in 1925; approximately 50 per cent of its total 
tonnage is coal. The bituminous coal hauled by other lines to St. 
Louis and East St. Louis in 1925, amounting to about 5,350,000 tons, 
is approximately 5 per cent of the total freight traffic handled by these 
lines in Illinois in that year. 

The effect of the recommended rates upon the revenue of the 
carriers is illustrated in the effect upon the St. Louis & O’Fallon. 
It hauled 30,668 tons to East St. Louis and 417,020 tons to St. Louis in 
1925, all of which originated within a radius of 20 miles of East St. 
Louis. The tonnage to St. Louis at 3 cents per ton amounts to $12,510. 


During the first four months of 1925 a rate of 70 cents was in effect 
to East St. Louis, 13 cents lower than that resulting from the re- 
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lationship recommended herein; assuming that one-third of the traffic 
to East St. Louis moved under this rate, the increase of 13 cents 
thereon and a decrease of 8 cents on two-thirds of the traffic ty 
East St. Louis would have resulted in a decrease in revenue jp 
the amount of about $306, which, added to $12,510, would have foe. 
sulted in a decrease in revenue from 1925 of about $12,816. In Rx. 
cess Income of St. Louis & O’Fallon Ry. Co., 124 I. C. C. 3, the value 
of this carrier for rate-making purposes for the year 1923 was found 
to be $978,246. Its total freight revenue for 1925 was $337,810, of which 
$327,444 was derived from the transportation of bituminous coal. 

The carriers point out that reductions in the rates to St. Louis 
and East St. Louis probably will necessitate reductions in rates to 
more distant points beyond St. Louis. The amount of coal hauled 
to St. Louis and East St. Louis by the lines whose traffic is prip. 
cipally coal as compared with total amount of coal hauled by thege 
lines indicates that the movement over each line to points beyond 
St. Louis is inconsiderable. : 

It does not appear that the effect that the recommended rates 
would have upon the revenue of the carriers as a whole would be 
such that these rates are not warranted. 

Recommended Findings 

The Commission should find that: 

(1) The rates from all mines in the Belleville group to the §t. 
Louis district are unreasonable to the extent that they exceed $1.13. 

(2) The existing differentials in the rates to the St. Louis district 
from mines in Illinois, Indiana and western Kentucky are not unlawful, 

(3) The rates to the St. Louis district from mines in western 


Kentucky and _ Illinois, other than those in the Belleville group, are 
not unreasonable. 

_ (4) The rates required by state authority to be maintained from 
mines in Illinois to the East St. Louis district are unduly preferentia] 
of intrastate traffic and shippers thereof, unduly prejudicial to in- 
terstate traffic and shippers thereof, and unjustly discriminatory 
against interstate commerce to the extent that they are lower than 


— on like traffic to the St. Louis district, by more than 30 
cents. 


(5) The same differentials should be maintained in the rates 
from mines in western Kentucky over the rates from mines in IIli- 
nois to the East St. Louis district as are contemporaneously main- 
tained in the rates from these mines to the St. Louis district. 

An appropriate order should be entered. 


LIVE STOCK HANDLING CHARGES 


Examiner Martin J. Walsh has recommended the dismissal 
of No. 18490, Allied Packers, Inc., et al. vs. Atchison, Topeka & 
Santa Fe et al., on a finding that the charges for handling live 
stock at Buffalo Stock Yards, Buffalo, N. Y., are not subject to 
the jurisdiction of the Commission. The complaint alleged that 
the unloading charges collected from the complainant and the 
Klinck Packing Co., Inc., its subsidiary, at the Buffalo Stock 
Yards, on many shipments of cattle, sheep and hogs from points 
in Illinois, Indiana, Iowa, Kansas and other states, were and are 
unreasonable and inapplicable. The freight rates were not at- 
tacked. 

According to Walsh the sole issue was the charge collected 
by the Stock Yards, the trade name of the stock yards at East 
Buffalo maintained by the New York Central, incident to the 
use of the stock yards property in connection with the delivery 
of live stock at destination. Bills for those charges were sepa- 
rate and distinct from the freight bills and were rendered by 
the stock yards officials. 

Routing was ordinarily furnished by the complainants, the 
examiner said, but the unloading chute at which the stock should 
be spotted at Buffalo was not shown. Allied Packers, Inc., he 
said, paid and bore the charges. 

The stock yards, the report says, consists of 96 chutes and 
several pens for storing live stock. The yards are connected 
with the complainant’s plant by an overhead enclosed runway 
and unloading of the stock into the chutes and thence into the 
pens, the latter when necessary, is performed by the employes of 
the stock yards, who are also employes of the New York Cen- 
tral. Of all stock unloaded through the chutes of the stock 
yards, charges in addition to the freight rates are collected. 
Additional charges of about $2,700 were collected from the com- 
plainants, who asked for reparation in that amount. 

The yards are operated as a public stock yard. They unload 
and load stock for the carriers; feed stock in transit, and make 
delivery through their property. Other Buffalo packers take 
delivery through the yards and pay the charges. 

The tariff under which the charges were collected was not 
filed with the Commission but, in purported compliance with the 
packers and stock yards act, with the Secretary of Agriculture. 
it provides charges on animals for time the stock remains in 
the yards, for each 24-hour period or fraction thereof, not 
weighed or offered for sale, which is delivered to consignees, or 
delivered from outside the stock yards, to loading chutes for 
loading out. 

Prior to the asquisition of the Klinck company being ac- 
quired by Allied Packers it bought most of its stock in the stock 
yards. To facilitate the handling of its purchases the New 
York Central built the runway, with the understanding, it was 
alleged, that the Klinck company would buy all its stock in the 
stock yards. 

When Allied Packers bought the Klinck plant, the report 
said, the plant began receiving consignments of animals and its 
purchases in the yards fell off. That, said Walsh, interfered 
with the handling of stock consigned for sale on the stock yards 
market. The large quantity of complainants’ stock in the yards, 
he said, also had a tendency to depress the price of stock offered 
for sale. As a result of those conditions the management of 
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the stock yards concluded that if their facilities were to be used 
for handling of direct consignments some revenue should be 
derived therefrom. The charges assailed were published. 

But before doing so, said Walsh, arrangements were made 
by the New York Central for the construction of two free 
chutes and pens for the unloading of direct consignments of live 
animals. Walsh said the record showed that others would have 
peen built if necessitated by the volume of unloadig. After 
the free unloading chutes were built the charges: under attack, 
Walsh said, became effective. Walsh said there were pens 
adjacent to the free unloading chutes where animals could be 
stored. 

As a result of the charges collected, Walsh said complain- 
ants built unloading chutes on their own property at which 
they had been receiving stock since January, 1925. 

The carriers contended that the charges were for storage, 
not for unloading, and that they had advised the complainants, 
in March, 1923, that by unloading at the free chutes no addi- 
tional charges would accrue. The complainants contended that 
the charges were unloadig charges. The complainants said they 
had not been advised of the free unloading chutes, the testimony 
on that point being in direct conflict. But the complainants ad- 
mitted that had they been told about the free unloading chutes 
they would not have used them, because they were a greater 
distance than the stock yards from their plant and that the route 
over which the stock would have had to be driven led through 
an unlighted tunnel and over a public treet whereas the route 
from the stock yards was through an enclosed oveihead lighted 


runway. 

Walsh said the record showed the distance from the free 
chutes and the average distance from the stock yard chutes to 
the complainants’ plant was about the same and that the tunnel 
was only 40 or 50 feet long. He said the route from the free 
unloading chutes to complainants’ plant was used practically 
every day in taking hogs from the stock yards to be shipped 
over the Erie. One of the supervisors under the packers and 
stock yards act said he knew of no reason why the route from 
the free chutes was not suitable. He also said the charges as- 
sailed were legal. 


Walsh did not say that the providing of the free unloading 
chutes was sufficient to enable the railroad to comply with the 
amendment to Section 15, paragraph 5, of the interstate com- 
merce act placing upon the carrier the duty of unloading ordi- 
nary live stock without extra charge to the shipper, or that the 
language in the act giving the Secretary of Agriculture jurisdic- 
tion over stock yard services, which also defines “delivery” as 
being within such services, had the effect of changing paragraph 
5 of Section 15, In disposing of the case he said: 


The amendment defines transportation as including ‘‘delivery * * * 
into suitable pens,’’ and under the rules of statutory construction 
must be given effect over the general definition contained in section 
1 in the case of carload shipments of ordinary livestock destined to 
public stockyards. 

A careful reading of the amendment to section 15 in the light 
of prior and subsequent decisions dealing with questions closely re- 
lated to that here presented leads to the conclusion that transporta- 
tion of ordinary livestock, in carloads, to public stockyards ends when 
the animals are unloaded into suitable pens at such yards. It follows 
that this marks also the limit of the Commission’s jurisdiction over 
such shipments. This conclusion is strengthened by consideration 
of the provisions of the packers and stockyards act, 1921, approved 
Aug. 15, 1921, and of the decision of the Supreme Court upholding 
the constitutionality of that act. By that act the Secretary of Agri- 
culture is given jurisdiction over stockyard services at public stock- 
yards, defined by section 301 (b) as follows: 

_.“The term ‘stockyard services’ means services or facilities fur- 
nished at a stockyard in connection with the receiving, buying, or 
selling on a commission basis or otherwise, marketing, feeding, water- 
ing, holding, delivery, shipment, weighing, or handling, in commerce, 
of livestock.” 

All of the services and facilities for which the yardage charge 
under consideration is assessed are comprehended within the fore- 
soing definition. It is true that section 406 (a) of the same act pro- 
vides that: 

“Nothing in this act shall affect the power or jurisdiction of the 
Interstate Commerce Commission, nor confer upon the secretary con- 
current power or jurisdiction over any matter within the power or 
jurisdiction of such Commission.’’ 

However, in the packers and stockyards act, 1921, the Congress 
dealt only with regulation of the business of the packers, and of 
the services and facilities of the public stockyards, in interstate com- 
merce. It must be presumed that the Congress acted with full knowl- 
edge of the provisions of the interstate commerce act. 

That the interstate commerce act does not confer jurisdiction 

upon the Commission, and that therefore the saving clause last above 
quoted has no application herein, is evidenced by the statement of 
the chairman of the committee on agriculture when reporting to 
the house of representatives the bill which later became the packers 
and stockyards act, 1921. He said in part: 
. This bill proposes to give the secretary of agriculture complete 
inquisitorial, visitorial, supervisory, and regulatory power over the 
packers, stockyards, and all activities connected therewith, * * * 
that is, the secretary shall have jurisdiction from the time the live 
Stock is unloaded at_the terminal yard and after it is out of the 
Jurisdiction of the Interstate Commerce Commission. Up to the 
time of unloading the live stock the Interstate Commerce Commis- 
sion has jurisdiction over the shipmentt * * *. Hence, it is proposed 
that the Secretary’s jurisdiction shall begin where the Interstate 
Commerce Commission’s jurisdiction ends: * * *.” 

_On this record it is shown that defendants’ free unloading chutes, 
which complainants fail to use, were adequately suitable for the 
delivery of livestock. If complainants were entitled to the use of 
the facilities of the stock yards which they considered adequately 
Suitable as a matter of legal right, it is difficult to understand why 
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they constructed unloading chutes with the expenses incident thereto 
on their own property. 

The Commission should find that it has no jurisdiction over the 
handling charges assailed. The complaint should be dismissed. 


LINSEED OIL RATE BASIS 


A finding of unreasonableness, an award of reparation and 
an order prescribing a new rate have been proposed by Ex- 
aminer C. J. Peterson, in No. 18946, Peaslee-Gaulbert Co. of 
Georgia et al. vs. Atlanta & West Point et al., as to a combina- 
tion rate of 35 cents to the Ohio River and 79 cents beyond, 
imposed on linseed oil from Minneapolis, Minn., to Atlanta, Ga. 
Instead of that combination of 114 cents, the examiner said the 
complainants sought a through rate of 76 cents arrived at by 
using the present 35-cent commodity rate to Evansville, Ind, 
and a rate of 41 cents beyond. The latter is the present car- 
load commodity rate on vegetable oil, includig cottonseed oil, 
from Evansville to Atlanta. The carload rate on vegetable oils 
from Atlanta to Evansville is 35 cents. The rate on vegetable 
oils from Minneapolis to Evansville, says the report, is the fifth 
class rate of 39.5 cents. The through rate on vegetable oils 
from Minneapolis to Atlanta, the examiner said, was therefore 
80.5 cents. 

A witness for the complainants, the examiner said, testified 
that in the past three years the interested carriers, on several 
occasions, were requested to reduce the rate assailed, but that 
they had refused to do so. After reviewing Midland Linseed 
Products Co. vs. Director-General, 68 I. C. C. 522, Fredonia Lin- 
seed Oil Works Co. vs. A. T. & S. F., 123 I. C. C. 153, and Okla- 
homa Corporation Commission vs. A. & S., 98 I. C. C. 183, the 
examiner said the Commission should find that the rate assailed 
was, is and would be unreasonable to the extent it exceeded, 
exceeds or might exceed the rate contemporaneously applicable 
from and to the same points on vegetable oils, order a rate 
for the future on that basis and award reparation. 


ROSIN SIZE RATE UNREASONABLE 


Examiner William A. Maidens, in No. 18775, Northwest 
Paper Co. vs. Chicago, Milwaukee & St. Paul et al., said the 
Commission should find a rate of 29.5 cents on rosin size, car- 
loads, from North Milwaukee, Wis., to Cloquet, Minn., unrea- 
sonable, but not otherwise unlawful, to the extent it exceeded 26.5 
cents, prescribe the last mentioned rate for the future and 
award reparation. Allegations of unreasonableness, undue preju- 
dice and unjust discrimination, the examiner said, were made 
but not pressed. The carriers said that, in Ex Parte 87, docket 
No. 17000, Rate Structure Investigation, they had proposed rates 
on rosin size based on 80 per cent of class C and urged, in 
this case, that that would be a fair basis for western territory. 
That basis, the examiner said, would produce a rate of 36 cents 
from North Milwaukee to Cliquot. He said the evidence was 
convincing that the rate assailed was unreasonable in compari- 
son with the rates on like traffic for comparable distances. 


PIPE AND TANK MATERIAL RATES 


In a report on No. 18582, Skelly Oil Co. vs. Missouri-Kansas- 
Texas et al., Examiner R. J. Olentine recommended that the 
Commission find not unreasonable a commodity rate of 61 cents 
imposed on a single shipment of wrought iron pipe from Burk- 
burnett, Tex., to Eldorado, Kan. He said it should find unrea- 
sonable a rate of 83.5 cents on three shipments of tank ma- 
terial from Burkburnett to Eldorado and Sallyards, Kan., to the 
extent is exceeded 61 cents and award reparation in accordance 
with the finding in Sinclair Crude Oil Co. vs. A. T. & S. F., 126 
I. C. C. 73. The shipments were made between August 21, 1925, 
and June 5, 1926. 


COTTON PIECE GOODS RATES 


Attorney-Examiner John McChord, in No. 18931, Traffic Bu- 
reau, Chamber of Commerce, Lynchburg, Va., vs. Boston & Maine 
et al., and No. 19553, Same vs. Norfolk & Western et al., has 
recommended that the Commission find unreasonable the rates 
on cotton piece goods in the original piece, in any quantity, from 
Manchester, N. H., Saco, Me., Lawrence, Lowell, Fitchburg, 
Nashua, Methuen, Clinton and Walton, Mass., to Lynchburg, Va., 
and award reparation. The shipments were made in February, 
March and April, 1921. The rates were alleged to be unreason- 
able. They moved rail-water-and-rail on a commodity rate of 
74 cents, which has since been canceled, leaving the fourth 
class rate of 51 cents to apply. A similar situation was con- 
sidered in Traffic Bureau, Chamber of Commerce, Lynchburg, 
Va., vs. M. & M. Co., 101 I. C. C. 424. The rates therein in- 
volved, said the examiner, were found unreasonable to the ex- 
tent they exceeded the contemporaneous joint fourth class rates. 
The examiner recommended a similar finding in this case. 





BOX AND CRATE MATERIAL RATES 
Examiner Harris Fleming has recommended the dismissal 
of No. 19027, Liberty Glass Co. et al. vs. Louisiana & Arkansas 
et al., on a finding that the rate charged, 27.5 cents, on 55 car- 
loads of wooden box and crate materials, between July 30, 1924, 
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and October 5, 1925, from Stamps, Ark., to Poteau, Okla., was 
not unreasonable. The rate was alleged to be unreasonable and 
in violation of section 2 and of the long-and-short-haul part of 
section 4. Reparation was asked to the basis of a rate of 23.5 
cents established after the shipments were made. Fleming said 
the complainants’ case rested primarily upon the view that when 
measured by the short-line distance of 197 miles the rate as- 
sailed was excessive. But the examiner said the rate* was a 
lumber rate covering an extensive grouping applying from an 
extensive origin territory. 


SHOE POLISH RATING 


Examiner J. J. Williams has proposed the dismissal of No. 
18613, Shoe Polish Manufacturers’ Association of America vs. 
New York, New Haven & Hartford et al., on a finding that the 
first class rating on liquid shoe polish, in glass, in less than 
carloads, in Official, Southern and Western classifications, is 
not unreasonable. The examiner said the complainant contended 
that the rating should not be higher than the rating on paste 
shoe polish in tins and that any higher rating on the liquid 
polish in glass was due to the packing and was an unnatural 
penalty. Considerable testimony, the examiner said, was ad- 
duced by the complainant as to the comparative merits of tin 
and glass as container materials, similar to that in Indian Pack- 
ing Corp. vs. Director-General, 93 I. C. C. 400. Williams said 
the complainant, in its complaint, said, “liquid shoe dressing in 
glass, less-carloads, should be third class.” 


WRONG LUMBER RATE CHARGED 


Examiner W.°K. Berryman, in No. 18895, Henry G. Brabston 
vs. Alabama Great Southern et al., said the Commission should 
find inapplicable a combination rate of 61.5 cents charged on a 
carload of lumber shipped from Akron, Ala., to Greenville, S. C., 
and reconsigned to Portsmouth, O., in August, 1923. The com- 
plaint alleged that the rate charged was not applicable. It was 
composed of three factors, the first to Greenville, S. C., the 
second to Cincinnati, and the third from Cincinnati to Ports- 
mouth. A lower combination consisting of a combination of 
27.5 cents to Cincinnati and 13 cents beyond, the examiner said, 
was in effect at the same time, subject to the combination rule, 
giving a through charge, which, he said, was applicable, of 38.5 
cents. The carriers contended that as the route of movement 
was 368 miles longer than the short-line distance of 746 miles, 
the lower combination was not applicable. The examiner said 
there was no routing restriction. He said reparation should be 
awarded. 


RATE ON GREEN SALTED HIDES 


An award of reparation has been recommended by Examiner 
Kenneth J. McAuliffe in a proposed report in No. 18984, North- 
western Leather Company Trust vs. Georgia Southern & Florida 
et al., on a finding that the sixth class rate of 83 cents charged 
on a carload of green salted hides shipped October 30, 1924, 
from Tifton, Ga., to Portville, N. Y., was unreasonable to the 
extent that it exceeded 70 cents. A present rate of 70 cents 
should be found not unreasonable, the examiner said. 


RATES ON SUPHURIC ACID 


In a proposed report on rehearing in No. 15627, Southern 
Agricultural Chemical Corporation vs. C. C. C. & St. L. et al., 
Attorney-Examiner William A. Disque has recommended that the 
Commission dismiss the complaint on a finding that rates on 
sulphuric acid, in tank-carloads, from Evansville, Ind., and Lou- 
isville, Ky., to Lawrenceville, Ill., are not unreasonable or unduly 
prejudicial. In the original report in the case, 109 I. C. C. 227, 
the Commission, by division 1, found that the rates were un- 
reasonable and unduly prejudicial and prescribed rates for the 
future. On petition of defendants the case was reheard, but 
the prescribed rates have been established and are now in effect, 
according to the report. Mr. Disque said the rates assailed 
were the sixth class rates of $2.70 from Evansville and $3.70 
from Louisville. Those prescribed by the Commission were 
$1.60 and $2.30, respectively, as sought by complainant. Mr. 
Disque said the record failed to establish “that the rates as- 
sailed are unreasonable or unduly prejudicial.” 


RATES ON LOGS 


Examiner Kenneth J. McAuliffe, in No. 18889, Peabody Lum- 
ber Co. vs. Pennsylvania et al., has recommended that the Com- 
mission find the rates on logs, from Grand Rapids and, White 
House, O., to Columbia City, Ind., in March, 1924, unreasonable 
to the extent they exceeded 10 cents from Grand Rapids and 
11 cents from White House and award reparation to that basis. 
The complaint alleged the rates were unreasonable to the extent 
they exceeded 65 per cent of sixth class. 


LATH RATES UNREASONABLE 
A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Edgar Snider in No. 
19073, Bayly-Thompson Co. vs. Minnesota-Atlantic Transit Co. 
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et al., as to rates on eight carloads of lath from Duluth, 
to Detroit, Mich., shipped in April and May, 1924. The gx 
ments were water-and-rail. The applicable sixth class rate y 
30.5 cents was imposed. Snider said the Commission shou 
find that rate unreasonable to the extent it exceeded the sy 
sequently established rate of 23.5 cents and award reparatiq, 
to that basis. 


GASOLINE RATE PROPOSED 


Examiner S. A. Aplin, in No. 19032, Jewel Co., Inc, , 
Atchison, Topeka & Santa Fe et al., has recommended a {indi 
of unreasonableness, an award of reparation and the prescriptiq, 
of a new rate as to a combination rate of 98 cents on gasoli» 
in tank cars shipped from Enid, Okla., to Creede, Colo., and th 
shipments thereunder. The complaint alleged the rate was », 
reasonable on shipments made after June 10, 1925. Aplin gai 
the Commission should find the rate unreasonable to the exten 
it exceeded or might exceed 84.5 cents, award reparation anj 
order that rate for the future. 


PAPER PAN LINING RATING 


A finding of unreasonableness, and award of reparation anj 
an order for the future have been recommended by Examine 
J. P. McGrath, in No. 18851, Sherman Paper & Box Co., Inc.,, yy. 
Akron, Canton & Youngstown et al., as to the first class ratiy 
on paper can liners, in less than carloads, in Official, Southen 
and Western Classifications and class rates governed thereby, 
He said the Commission should find the first class rating anj 
the rates assailed were, are and for the future would be unre 
sonable to the extent they exceeded, exceed or might exces 
— and rates of second class and award reparation to that 

asis. 

The commodity consists of the shaped pieces of paper bakers 
use to line pans in which they bake cakes. Ninety per cent of 
the liners, the examiner said, were cut from newsprint paper 
and the remainder from grease proof parchment, chipboard sili 
cated on one surface, high finish wrapping paper or printing 
book paper. The chipboard liners are used as bases on which 
to set cakes after their removal from the pans. 

Carriers contended that first class was the reasonable rating 
for the general run of paper goods and printed matter and that 
it was impracticable to provide specific ratings on every kind 
and grade thereof. 

The examiner said that vegetable parchment and other than 
vegetable parchment wrappers, printed or not printed, in boxes 
or crates, were rated seeond class in the three territories, in 
less than carloads. He said that paper pan liners were fairly 
comparable in density and value with paper drinking cups, rated 
second class in accordance with the decision in Public Service 
Cup Co. vs. A. C. L., 118 I. C. C. 697. 


RATE ON PULPWOOD BOXES, ETC. 


Dismissal of the complaint in No. 19044, Menasha Printing 
& Carton Company vs. Chicago & North Western et al., has 
been recommended by Examiner William A. Maidens on a pro- 
posed finding that the rate charged on mixed carload shipments 
of pulpwood boxes, not corrugated, knocked down, and wat 
wrapping paper, from Neenah-Menasha, Wis., to Columbus ani 
other points in Ohio, New York and Pennsylvania, was ap 
plicable. 


RATES ON BANANAS 


Examiner R. M. Brown, in a proposed report in No. 18480, 
E. L. McClung vs. Seaboard Air Line, has recommended that the 
Commission find that an import rate of 60 cents on bananas 
from Jacksonville to Tampa, Fla., was, is and for the future will 
be unreasonable to the extent that it exceeded, exceeds or may 
exceed 52 cents, and that it was in violation of the long-and- 
short-haul clause of the fourth section, and award reparation. 
He said rental charges of $5 per car for refrigerator equipment 
used in transporting the bananas should be found not unrea 
sonable or otherwise unlawful. The bananas were imported 
from Jamaica. The car rental charges were not collected o 
some of the shipments involved and the examiner said there 
were outstanding undercharges aggregating $40. He said the 
maintenance of the 60-cent rate on imported bananas from Jack: 
sonville to Tampa violated the fourth section, as it exceeded 
the 56.5-cent rate on like traffic from Mobile to Tampa via Jack: 
sonville. He said the violation should be removed forthwith. 


RULE FOR OIL CHARGES 


Dismissal of the complaint in No. 15748, Western Petroleum 
Refiners’ Association vs. St. Louis-San Francisco et al., embrac 
ing also No. 18213, National Petroleum Association vs. Aberdeel 
& Rockfish et al., has been recommended by Examiner Kenneth 
J. McAuliffe, on a finding that the rule of the Consolidated Clas- 
sification requiring payment of freight charges on the compute 
weight of fuel oil, gas oil, lubricating oil and wax distillate 
loaded into the domes of tank cars, in addition to charges based 
on the computed weight of the shell capacity of the car, is n0 
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unreasonable. The examiner said the rule under attack was 
considered by the Commission in Western Petroleum Refiners’ 
Assn. vs. St. L.-S. F., 83 I. C. C. 702, and found not unreasonable. 


CLOTHES WRINGER RATES 


Examiner J. P. McGrath has recommended the dismissal 
of No. 18929, American Wringer Co. vs. New York, New Haven 
& Hartford et al., on a finding that the rating and rates on hand 
clothes wringers, in carloads, betwen points in Official Classifi- 
cation territory had not been shown to have been or to be 
unreasonable. The complainant, a manufacturer of wringers at 
Woonsocket, R. I., the examiner said, alleged that the fourth 
class rating and rates on power and hand wringers, in Official 
Classification territory, were and are unreasonable to the ex- 
tent they exceeded and exceed fifth class rating and rates, mini- 
mum 24,000 pounds. 


LUMBER DEMURRAGE CHARGES 


Examiner C. J. Peterson has advised the Commission to 
dismiss No. 18357, Nassau Lumber Co. et al. vs. Long Island 
Railroad Co., on a finding that the demurrage charges for the 
detention of cars moving in interstate transportation to Hemp- 
stead, L. I., N. Y., between September 1, 1922, and December 31, 
1924, were not unreasonable or otherwise unlawful. Reparation 
amounting to $3,101 was claimed on cars that had been loaded 
with lumber, frames, cement and brick. The charges were paid 
by the lumber company and George F. Gray, also a lumber 
dealer. Gray’s claim was based on the fact that he paid the 
lumber company two-thirds of all the demurrage charges paid 
by it on a quantity of rough lumber that he shipped to the 
complainant by steamer to Blissville, N. Y., thence by the Long 
Island to Hempstead, in July, 1923. The complainant’s yard 
became crowded while the rough lumber was moving and the 
issue was, the examiner said, whether the failure of the de- 
fendant to place more cars in the complainant’s yard was the 
proximate cause of the demurrage accruing. The examiner said 
that, while there was much direct conflict in the testimony, the 
preponderance of the evidence clearly showed that the proxi- 
mate cause of the demurrage accruing was complainant’s failure 
to unload cars promptly, hence the recommendation that the 
complaint be dismissed. 


COAL FINDING MODIFIED 


Attorney-Examiner W. A. Disque, in No. 16323, Scott County 
Milling Co. et al. vs. Butler County Railroad Co. et al., upon 
rehearing, said the Commission should modify the finding in the 
previous report, 113 I. C. C. 675, that the rates on coal, from 
points in southern Illinois and western Kentucky to destinations 
in southeastern Missouri and northeastern Arkansas were and 
are unreasonable. He said the Commission should find the rates 
assailed, from points in southern Illinois, except those applicable 
through East St. Louis, were, are and for the future would be 
unreasonable to the extent they exceeded, exceed or might 
exceed, a table of rates set forth by him. He said the rates 
from the western Kentucky mines, except those on the Louis- 
ville & Nashville, not embraced in the proceedings, to the desti- 
nations set forth in that table were, are and would be unreason- 
able to the extent they exceeded, exceed or might exceed the 
rates recommended from southern Illinois, plus 25 cents per ton. 

The report covers three sub-numbers, Same vs. Big Four 
et al.; Dexter Ice, Fuel & Power Co. vs. Chicago & Eastern 
Illinois et al. and R. B. Bowman vs. Same. In the prior report, 
113 I. C. C. 675, the Commission, by division 1, found the rates 
from southern Illinois and western Kentucky unreasonable, pre- 
scribed rates 50 cents per ton lower and awarded reparation. 
The case was re-opened on petition of the railroads. The effec- 
tive date for the reduced rates in accordance with the finding 
in the original report has been indefinitely postponed. No order 
for reparation, Disque said, had been entered. 


Complainants’ case, Disque said, was grounded mainly on 
the fact that the rates to Chaffee, Mo., and several other points 
in Missouri north of Chaffee on or near the Mississippi were on 
a much lower level than those to the destinations embraced in 
the complaints. For instance, the rate from southern Illinois 
to Oran, Mo., about seven miles south of Chaffee, is $1.94, while 
to Cape Girardeau, about 12 miles north of Chaffee, it is $1.34. 
Traffic to the destinations north of Chaffee, Disque said, gener- 
ally passed through that point. In summing up his discussion 
and disposing of the case, Disque said: 


Pm i rates previously prescribed were for application from south- 
= linois, including the Belleville group, and from western Kentucky 
tll all defendants’ available routes, whether operating directly 
a - Thebes or indirectly through East St. Louis, Ill. The present 
as shows that the carriers whose routes are through East St. 
Th 2 are in a different position from those whose routes are through 
the en The routes through East St. Louis are principally those of 
West quisville & Nashville, Southern and other so-called east-and- 
be nes and are much longer. From the Belleville group on these 
Seath the average added distance is nearly 50 miles and from the 
“ ern Illinois group it is perhaps two or three times as much. 
ae count of the longer hauls the present rates through East St. 

S are materially higher than those through Thebes, Ill. There 
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appears to be no definite relationship between the rates through the 
respective gateways, except that from the Belleville group to points 
on the Missouri Pacific the rates through East St. Louis are made on 
a differential of 13 cents over those through Thebes. The Southern 
is willing to continue this differential in the event the rates through 
Thebes are reduced, but the Louisville & Nashville urges that no re- 
duction should be made from points on its line. There is little, if 
any, movement from such points. The rates of the Louisville & 
Nashville compare favorably with those for similar distances from 
and to other points in the same general territory. It accordingly 
asks that the previous findings and order be amended so as to exclude 
the rates from points on its line. The Belleville interests contend 
that all the rates from the Belleville group through East St. Louis 
should be differentially related to those through Thebes. The 13-cent 
differential applying to points on the Missouri Pacific was established 
some years ago when the rates from the southern Illinois group to 
Chicago and the northwest were 13 cents above those from the Belle- 
ville Group. As a result of The Illinois Coal Cases, 1920, 62 I. C. C. 
741, however, the 13-cent differential on northbound traffic has been 
reduced to 10 cents. The Belleville interests, therefore, urge that a 
differential of 10 cents would be proper for the traffic here under 
consideration. It should be noted, however, that the hauls here dealt 
with are relatively short. 

The record establishes: 

1. That the rates assailed from points in southern Illinois, as 
hereinbefore described, except those applicable through East St. Louis, 
were, are and for the future will be unreasonable to the extent that | 
they exceed, or may exceed the following: 


ci | Tek Cerne er or rrr ee $1.69 
To Morley, Vanduser, and Tanner, MO...........cccccscecececeecs 1.82 
To Sikeston, Champion, Swinton, Canalou, Charleston, Noxall, 
Bertrand, and Brown's Spur, Mo........cccccocscccececcevecece pF 
TO Dexter and TSG6K, MO. .....cceccccccccccccccevcvceevececseeeses 2.00 
ee Narre eet Ee ee 2.18 


i 
To Deventer, Fisk, East Prairie, Vator, Anniston, and Wyatt, Mo. 2.24 
To Kennett, Mo. 2. 
To Piggott, Ark. 


Pee e wee eee ee Hee EEE HEHEHE SEE EE EE HEHEHE HEHE EEE 


2. That the rates from western Kentucky mines, except those on 
the Louisville & Nashville, not embraced by the proceedings, to the 
above destinations were, are, and for the future will be, unreasonable 
to the extent that they exceeded, exceed, or may exceed the amounts 
indicated in the preceding paragraph, plus 25 cents. 

An amended order for the future should be entered. 


COAL RATES NOT UNREASONABLE 


Examiner Charles W. Berry has recommended the dismissal 
of No. 17882, Roach Creek Coal Co. et al vs. Ann Arbor et al., 
on a finding that the rates on coal, from Roach Creek, Tenn., 
to interstate destinations are not unreasonable, unduly preju- 
dicial or otherwise unlawful. The issue was not as to the qual- 
ity of the rates per se but as to their quality in view of the 
fact that the Tennessee Central refused and continues to refuse 
to perform service over the mine track of the complainant, 
now the Roach Creek Coal Co. Mines, Inc., while performing 
service for other mining operations. 

Complainants, the coal company and the Roach Creek Coal 
Co. Mines, Inc., alleged the rates were and are unreasonable 
and unduly prejudicial and that the refusal of the defendants 
to transport empty cars to and loaded cars from the mines, 
or to pay complainants a reasonable compensation in lieu of 
such services was unreasonable and unduly prejudicial to com- 
plainants and unduly preferential of their competitors, in viola- 
tion of the first and third sections of the act. New rates for 
the future and a requirement that the defendants perform the 
transportation between their mine and the right of way of the 
Tennessee Central, or in lieu thereof, compensate complainants 
for such service, were sought. 


According to the examiner, the gravamen of the complaint 
was that it was and is unreasonable and unduly prejudicial for 
the defendants to refuse to haul coal from and place empty 
cars at the mines when it was and is performing such service 
for competitors. The examiner said no evidence of probative 
value was introduced assailing the reasonableness of the group 
rates, as such, or tending to show that they were unduly 
prejudicial. 


The mine is served by a mine road, owned by the com- 
plainants, a little less than 12,000 feet long. The mine has its 
own engine and has been doing its own switching for a number 
of years. Demand for service was made by the mine, or the 
payment of compensation. The Tennessee Central contended 
that the conditions at the mines where it was performing service 
were different, and that the hazards encountered on the other 
mine roads were materially fewer than those on the road of 
the complainants. 

The examiner said that the demand made by the coal com- 
pany was indefinite and that the record conclusively showed 
that the Tennessee Central could not have performed service 
at the time the demand was made, on account of the lay-out of 
the tracks which was such as to have required much extra 
switching, without an undue and unjustifiable burden upon it 
by reason of the complainants’ track lay-out and facilities. 
Under the then-existing conditions, the examiner said, the Ten- 
nessee Central was justified in refusing to perform such service 
and that an award of reparation was not warranted. 

A different question might be presented, the examiner said, 
assuming that projected changes and additions in the track lay- 
out had been completed and that they had resulted in such an 
arrangement of facilities as would have enabled the Tennessee 
Central to place a day’s supply of cars at a designated place and 
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take out the loaded cars in single movements, at its conveni- 
ence, and without interference. He said the record showed that 
the mine road was no more hazardous to operate than many 
other mine roads. The examiner said that if the track lay-out 
had been changed so that the Tennessee Central could operate 
as suggested, and the Tennessee Central refused transportation 
service, the matter might again be brought to the attention of 
the Commission by a new complaint. 


LUMBER WAS MISROUTED 


Examiner Kenneth J. McAuliffe, in No. 19182, Henry G. 
Brabston vs. Louisville & Nashville, said the Commission should 
find that a carload of yellow pine lumber, shipped from Ever- 
green, Ala., to Louisville, Ky., in November, 1924, and recon- 
signed to Barbourville, Ky., was misrouted and award repara- 
tion. The complainant contended that the shipment was mis- 
routed beyond Louisville because the shipment could have been 
moved from Louisville to Barbourville over the Lexington branch 
of the defendant’s line via Frankfort and Richmond, Ky., at 
a through rate, from point of origin to final destination, of 34 
cents, plus the reconsignment charge. The defendant claimed 
the through rate could not reasonably be made to apply via 
Louisville and the Lexington branch, in view of the circuity 
of that route in comparison with what it called the natural 
route. The complainant said the route claimed by it was only 
eight miles longer than the one the defendant claimed was the 
natural one. The examiner said there was no routing re- 
strictions in the tariff carrying the 34-cent rate and that the 
rate was applicable over the route through Louisville, Frankfort 
and Richmond. A combination of 43 cents was applied. 





COAL RATE CONDEMNED 


Attorney-Examiner George M. Curtis, in a report in No. 
18974, Chicago, Wilmington & Franklin Coal Co. vs. Chicago, 
Burlington & Quincy et al., said the Commission should find 
unreasonable, and award reparation, on account of the imposi- 
tion of a rate of $4.98 on a carload of coal shipped from Orient, 
Ill., to Elroy, Wis., and diverted to Eau Claire, Wis., in’ June, 
1922. A combination was assessed on the shipment. Curtis said 
the combination should be held unreasonable to the extent it 
exceeded $3.29, which was the rate applicable over a route other 
than the one of movement. 


SLIGO RULE ON CEMENT 


Examiner Kenneth J. McAuliffe, in No. 19144, Lehigh Port- 
land Cement Co. vs. Louisville & Nashville et al., said the Com- 
mission should find a combination rate of 33.5 cents on a carload 
of cement shipped from Boyles, Ala., to New Iberia, La., in 
January, 1925, was inapplicable and that the applicable rate was 
31 cents, as claimed by the complainant, in accordance with the 
Sligo Iron Store rule, 62 I. C. C. 6438, for the use of the com- 
bination rule. He said the Commission should award reparation. 


REPARATION ON CATTLE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner W. K. Berryman in No. 
19120, New York Butchers’ Dressed Meat Co. vs. Pennsylvania, 
as to a commodity rate of 69.5 cents on 31 carloads of cattle from 
Willeys and Taylorville, Ill. to New York, shipped between 
October 30, 1922, and November 12, 1924. The rate was reduced 
to 63 cents after the shipments were made. The carriers, the 
examiner said, offered no evidence. The examiner said the rate 
should be found unreasonable to the extent it exceeded 63 cents, 
to which basis reparation should be awarded. 


PIPE AND TANK MATERIAL RATES 


Examiner Lewis L. Prout, in No. 18583, Skelly Oil Corpora- 
tion vs. Atchison, Topeka & Santa Fe et al., said the Commission 
should find the charges on a mixed carload of wrought iron pipe 
and steel tank material, shipped from Apperson, Okla., to Norph- 
let, Ark., in August, 1925, was unreasonable to the extent it 
exceeded the rate on straight carloads of pipe, minimum 46,000 
pounds, and award reparation. He said the Commission should 
find not unreasonable the rate of 61 cents on wrought iron pipe 
shipped at the same time. 


COAL CASE DISMISSED 


Attorney-Examiner W. A. Disque has recommended the dis- 
missal of No. 18496, John F. Evans, doing business as The City 
Fuel Co., vs. Illinois Central et al., on a finding that the rate on 
coal, from points in western Kentucky to Little Rock, Ark., is 
not unreasonable. The assailed rate is $3.48. A rate of $2.48 
for the future was asked. Disque said the $3.48 rate compared 
favorably with rates contemporaneously “prescribed upon rehear- 
ing, from southern Illinois and western Kentucky to destinations 
in southeastern Missouri and northeastern Arkansas in No. 16323, 
Scott County Milling Co. vs. B. C. R. R. Co.” Disque wrote the 
report in this case in language that would be suitable in the 
event the Commission approved his recommendations in the 
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Scott County Milling Co. case, the proposed report in which wags 
made public at the same time. 


SHORT HAUL IRON AND STEEL 


Examiner B. E. Stillwell, in No. 19138, Babcock & Wilcox (o, 
vs. Pennsylvania et al., said the Commission should find the 
rate charged on iron and steel articles, from Pittsburgh, Pa, 
and other points in western Pennsylvania, to Barberton, O., ang 
from Barberton to Munhall and Rankin, Pa., between September 
22 and December 31, 1917, was unreasonable to the extent ; 
exceeded the aggregate of intermediates and award reparation, 
The case was similar to those of American Shipbuilding Co. ys 
Director-General, 89 I. C. C. 601, and Babcock & Wilcox vs, Jj. 
rector-General, 104 I. C. C. 405, and the defense made by the 
carriers was substantially similar to that made by them in the 
cases mentioned and others involving the so-called short-hay| 
rates on steel in western Pennsylvania and eastern Ohio. 


PIPE RATE NOT UNREASONABLE 


Examiner B. E. Stillwell has recommended the dismissal of 
No. 18991, Flynn, Welch & Yates vs. Atchison, Topeka & Santa 
Fe et al. on a finding that the rate on wrought iron pipe ip 
carloads, from Eldorado, Kingman, DeGraff, Winfield, Florence 
and Hamilton, Kans., to Artesia, N. M., 76 cents imposed on 
37 carloads, shipped between November 6, 1924, and May 29 
1926, is and was not unreasonable. The complaint was that it 
was unreasonable to the extent it exceeded 61 cents, the rate 
from the Kansas City group. 


PREPARED ROOFING RATE 


Carriers admitting the rate charged was unreasonable, Ex. 
aminer J. M. Fiedler, in No. 18822, Nichols Wire, Sheet & Hard. 
ware Company vs. Texas & Pacific et al., has recommended that 
the Commission find unreasonable a rate of $1.07, imposed on 
shipments of prepared roofing, made from New Orleans, La., to 
Kansas City, Mo., in October, 1923, and award reparation. The 
rate collected was a fifth class rate applicable in the absence of 
a commodity rate. The carriers admitted the rate was unrea- 
sonable in view of the usual custom of publishing commodity 
rates where there was an extensive movement. They sought 
authority, on the Commission’s special docket, to make refund 
to the basis of a subsequently established rate of 52 cents but 
the examiner said the facts presented in the informal case were 
insufficient to establish the unreasonableness of the rate. At the 
formal case, the examiner said, the carriers conceded the rate 
charged was unreasonable to the extent it exceeded 54.5 cents, 
based on the 52 cent rate, plus 2.5 cents for the crossing of the 
Mississippi, that allowance having been approved in Mileage for 
Mississippi Crossings, 93 I. C. C. 462. The examiner said the 
Commission should find the assailed rate unreasonable to the 
extent it exceeded 54.5 cents and award reparation to that basis. 


W. B. T. & 8S. ASKS EXPEDITION 


The Waco, Beaumont, Trinity & Sabine Railway and _ inter- 
veners in finance Nos. 3197 and 5104, in which the W. B. T. & S. 
is asking authority to construct extensions from Livingston to 
Beaumont, Tex., from Beaumont to Port Arthur and West Port 
Arthur, Tex., and from Weldon to Waco, Tex., have filed a peti- 
tion asking the Commission to expedite its decision and report 
in the proceedings. 

In the long period that has elapsed since the filing of the 
applications the situation of the Waco company has become 
more and more critical, according to the petition. The Waco 
company said it had been absorbing losses since it took over 
its properties from the receiver of the M. K. & T., and that 
it could not do so much longer. 

“Its pent-in situation, as well as the activities of its adver- 
saries, prohibits the possibility of banking credit, which alone 
can be secured upon prospects of a future the door to which 
is closed by paragraph 18, section 1 of the act, and unless and 
until that barrier be removed by the Commission,” said the 
petitioners. 

To appoint a receiver for the Waco would do no good, the 
petitioners said, adding that there were only two alternatives 
to rectify the situation and to preserve for the benefit of the 
public the continued existence and operation of the Waco com- 
pany’s properties, viz.: 


(1) To merge the properties with some of the larger systems I 
our section, or (2) to release them from the restraints of paragraph 
18, section 1, and to permit them by an additional investment an¢ 
extensions to create out of the existing properties a larger property 
which will serve great traffic producing areas situated just beyon 
the present termini. 


The petitioners said they saw little or no prospect for inclu- 
sion of the Waco company in the proposed Loree southwesterl 
system—that the Waco company had received no offer or pre 
posal in that connection from either Mr. Loree, the Kansas 
City Southern, the Missouri-Kansas-Texas or Cotton Belt. 

The petitioners said that the Kansas City Southern and the 
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M-K-T had filed with the Commission in the Loree southwestern 
merger case, a statement reading as follows: 


Whenever the Commission finds, after hearing, that it is in the 
ublic interest to allocate any short line or lines to the proposed 
Pystem, and that the continued maintenance and operation of such 
short line or lines is in the public interest, the proposed system will 
take over and acquire such short line or lines so allocated to it, at 
such price or prices as may be agreed upon, or, in the event of a fail- 
ure to agree, then at such price or prices and upon such terms as 
the Commission, or any board of arbitration appointed by it, shall 
find, after a hearing, to be fair and reasonable. 


The petitioners said the Waco company, upon information 
and its belief, said that the statement so filed by the K. C. S. 
and the M-K-T. “did not include nor intend to include the Waco 
company or its railroads.” As to merger with the Missouri 
Pacific or Southern Pacific system, the petitioners did not see 
that that was probable. 

“Surely the Commission does not desire or intend that the 
Waco company shall be left to perish,” said the petitioners. 
“There remains but one method to avert it, viz., to grant the 
Waco company the convenience certificates applied for and . 
thereby enable it to take care of itself.” 

The petitioners indicated that if the certificates were 
granted, arrangements could be made to include the Waco com- 
pany “in another strong southwestern railroad system in a 
manner entirely consistent with the Commission’s tentative 
Jan.” 
' The petitioners urged that, because of the emergency out- 
lined, the Commission act at the earliest possible moment. 


PETITIONS FOR REHEARING, ETC. 


The defendants parties to No. 15025 (and Sub. Nos. 1 and 
2), Humble Oil & Refining Co. vs. Missouri Pacific et al., have 
asked the Commission for modification of its order, permitting 
the elimination of certain Arkansas and Oklahoma stations now 
shown as being in Little Rock-Fort Smith territory, transferring 
same to Kansas City territory. 

The defendant, Denver & Rio Grande Western, in No. 10856, 
Utah State Automobile Assn. vs. Santa Fe et al., has asked the 
Commission for reopening, rehearing, and/or reconsideration 
of the entire case, and especially of the Commission’s decision 
of October 7, 1924. 

The defendant, Denver & Rio Grande Western, in No. 14121, 
Jewell Co., Inc., vs. Santa Fe et al., has asked the Commission 
for reopening, rehearing and/or reconsideration of the entire 
case, and especially of the Commission’s decision of December 
3, 1925. 

The defendants in No. 16451, Sinclair Crude Oil Purchasing 
Co. vs. Santa Fe et al., have asked the Commission to reopen 
this case and grant a rehearing therein; that such rehearing 
embrace the causes in the above decision of date April 12, 1927. 

Colgate & Co., an intervener in No. 17078, Canton Box Co. 
vs. Pennsylvania, has asked the Commission to reopen this pro- 
ceeding and reconsider, on the record made, the report therein 
of division 1, dated April 2, 1927. 

The complainant in No. 18580, National Paper Products Co., 
Inc., vs. New York Central et al., has asked the Commission for 
further hearing therein. 

The defendants in No. 14760, Parkersburg Rig & Reel Co. 
vs. Chicago, Rock Island & Pacific et al., and associated cases, 
have asked the Commission to postpone, until the further order 
of the Commission, the effective date of its order entered herein 
on February 8, 1927, which was by its terms made effective May 
25, 1927, but which was modified by an order entered on April 
25, 1927, so that it will become effective on July 25, 1927. 

Agent E. B. Boyd, for defendant carriers in No. 16834, John 
Morrell & Co. vs. Union Pacific et al., and No. 17070, Armour 
& Co. et al. vs. Santa Fe et al., has asked the Commission for 
a modification of the orders entered therein. 

Eugene Morris, in behalf of defendant carriers in No. 17204, 
Concrete Steel Co. et al. vs. Baltimore & Ohio et al., has asked 
the Commission to change the effective date of its order therein, 
from June 17, 1927, upon ten days’ notice, etc., to July 17, 1927, 
on ten days’ notice. 


COMMISSION ORDERS 


The Board of Railroad Commisioners of the state of South 
Dakota has been permitted to intervene in No. 19465, American 
Farm Bureau Federation vs. Akron & Barberton Belt et al. 

The Board of City Development has been permitted to in- 
tervene in No. 19549, Lone Star Gas Co. et al. vs. Akron, Canton 
& Youngstown et al. 

_,. The United Paperboard Co., Inc., has been permitted to 
intervene in No. 19487, Scharff-Koken Manufacturing Co. vs. 
Santa Fe et al. 

The Lehigh Portland Cement Co. has been permitted to in- 
tervene in No. 19455, North American Cement Corp. vs. Balti- 
more & Ohio et al. 

The Board of City Development has been permitted to in- 


tervene in No. 19550, Alamo Iron Works et al. vs. Alabama & 
Vicksburg et al. 
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The Chesapeake Steamship Company and Mobile & Ohio 
have been permitted to intervene in No. 19480, Inland Water- 
ways Corp., operating Mississippi-Warrior Service et al., vs. Ala- 
bama Great Southern et al. . 

The Commission has reopened Valuation No. 443, LaSalle 
& Bureau County Railroad, for further hearing for the purpose 
of receiving testimony covering proposed changes in the land 
and engineering reports. 

The effective date of the order entered in No. 14940, applica- 
tion of rates on cotton to Gulf ports, No. 13991, Weatherford, 
Crump & Co. vs. Abilene & Southern et al., and No. 11965, Gal- 
veston Commercial Assn. et al. vs. Alabama & Vicksburg et al., 
on April 4, 1927, has been postponed to July 16, 1927. 

The Wisconsin Paper & Pulp Manufacturers’ Traffic Assn., 
Robert Gaylord, Inc., and the Champion Fibre Co. have been 
permitted to intervene in No. 19487, Scharff-Koken Manufac- 
turing Co. vs. Santa Fe et al. 

The order entered on December 15, 1926, in No. 16039, 
Florence Chamber of Commerce vs. Southern et al., reopening 
the proceeding for further hearing, has been vacated and set 
aside. 

The order entered in No. 17204, Concrete Steel Co. et al. 
vs. Baltimore & Ohio et al., on April 2, 1927, has been modified 
so as to permit defendants to establish rates in compliance 
therewith upon not less than 10 days’ notice to the Commission 
and to the general public by filing and posting in the manner 
required by law. 

The petition of the state of Montana, by its attorney-general, 
for a rehearing, in finance No. 5595, abandonment by Northern 
Pacific of its Boulder-Elkhorn branch, has been denied. 

The order entered in No. 17476 (and Sub. 1), Shelton Gaso- 
line Corp. vs. Wichita Falls, Ranger and Fort Worth et al., on 
April 18, 1927, has been vacated and set aside. 

The effective date of the order heretofore entered in No. 
15255 (and Sub. 1), Chestnut & Smith Corp. vs. Aberdeen & 
Rockfish et al., on April 4, 1927, has been extended to July 14, 
1927. 

The Pensacola Chamber of Commerce has been permitted 
to intervene in No. 19591, Mobile Chamber of Commerce and 
Business League vs. Arkansas & Louisiana Missouri et al. 

The Board of Railroad Commissioners of the state of South 
Dakota has been permitted to intervene in No. 19299, The Rail- 
road Commission of Wisconsin vs. Aberdeen & Rockfish et al. 

The Commission has reopened No. 16285 (and Sub. No. 1), 
White Provision Co. et al. vs. Atlanta, Birmingham & Atlantic 
et al., for further argument with respect to whether the rates 
were unreasonable for the past. 

The motion to vacate suspension, etc., filed on behalf of 
the National Fire Proofing Co. covering rate on hollow building 
tile, carloads, from Chicago Heights, Ill., to destinations in the 
Chicago switching district in No. 16563, National Fire Proofing 
Co. vs. Pennsylvania et al., and I. and S. 2900, switching rates 
between points in the Chicago and Chicago Heights Districts, 
has been denied. ; 

The order heretofore entered in No. 17385, Albert Silk Coal 
Co. et al. vs. Santa Fe et al., dated December 14, 1926, as mod- 
ified by order dated February 14, 1927, has been further modified 
by inserting after the word “transportation,” in both the second 
and third paragraphs thereof the words, “excepting the Chicago, 
Rock Island & Pacific Railway Company over its route through 
El Reno, Okla.” 


The Western Union Telegraph Company has been permitted 
to intervene in valuation No. 995, Morgantown and Kingwood. 

The petition of Hately Brothers Co. for rehearing as to 
reparation on shipments of packing-house products, in No. 14771 
(and Sub. Nos. 1 and 2), John Morrell & Co. et al. vs. New 
York Central et al., No. 14981 (and Sub. No. 1), Armour & Co. 
et al. vs. Santa Fe et al., No. 15041, Independent Slaughterers’ 
Traffic Assn. vs. New York Central et al., and No. 18164, East 
Side Packing Co. vs. New York Central et al., has been denied. 

The effective date of the order heretofore entered in No. 
14995, Phillips Petroleum Co. vs. Santa Fe et al., on April 4, 
1927, has been extended to July 14, 1927. 


RATE CANCELLATION HEARING 


Hearing in I. & S. 2821 and supplemental orders, general 
cancellation of L. C. L. commodity rates and cancellation of 
certain carload commodity rates in Illinois Freight Association, 
Western Trunk Line, and Central Freight Association territories, 
came to a close before Examiner Smith, at Chicago, June 4. 
The carrier and shipper testimony relating to the proposed 
treatment of rates on the following was presented the last two 
days of the hearing: paper and paper articles; chocolate, 
chocolate coating, and cocoa; fuller’s earth; earthenware and 
stoneware; dried peas and beans; iron or steel barrels; and 
less than carload commodity rates. Shipper oposition was 
strongest with reference to the proposed adjustment on paper 
and paper articles, eleven witnesses appearing against the pro- 
posal of the classification basis sought by the carriers. Little 
testimony was introduced by the carriers in support of their 
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proposal to make a general cancellation of all L. C. L. rates in 
the territory, and that only of a general nature. 


The item that received the most attention under the general 
head of paper and paper articles was fibreboard boxes. The 
carriers’ proposal was class C, with a minimum of 38,800 pounds. 
The points stressed by the shippers were the keen competition 
existing on that product, not only as between producers of 
fibreboard boxes, but as between the producers of that and 
competing containers; the necessity for the retention of a 24,000 
pound minimum; and the fact that, as contended, the industry 
was operating on so small a margin of profit that the cancella- 
tion of all commodity rates would restrict competition to ter- 
ritory local to factories. The witnesses were as follows: C. S. 
Bather, traffic manager, Rockford Chamber of Commerce; F. L. 
Ruland, traffic manager, Robert Gaylord, Inc., St. Louis; Albert 
B. Fletcher, Chicago sales manager, Robert Gaylord, Inc.; C. J. 
Kellogg, traffic manager, S. A. Maxwell & Company, Chicago; 
B. C. Wilmore, traffic manager, Sefton Manufacturing Corpora- 
tion, Chicago; A. W. Fox, appearing for the American Lakes 
Paper Company, Waukegan, Ill.; James H. Daugherty, traffic 
manager, Michigan Paper Mills Traffic Association; H. C. 
Williams, traffic manager, Keokuk Shippers’ Association; V. T. 
Swinak, E-Z Opener Bag Company, Decatur, Ill.; A. H. Sch- 
wietert, assistant traffic manager, Chicago Association of Com- 
merce; and Isaak Born, appearing for the Scharff Koken Manu- 
facturing Company, St. Louis. 


Mr. Ruland testified that his company made a great many 
of its shipments of corrugated fibre boxes in carloads averaging 
23,000 pounds and paid charges on the carload minimum of 
24,000 pounds. He Said the carriers’ proposal would probably 
eliminate his company from participation in the business at 
Chicago, where it was shipping at the rate of two to three car- 
loads a week. James H. Dougherty introduced testimony with 
reference to printing and wrapping paper intended to show 
that those articles generally moved on less than sixth class 
rates in surrounding territories. He said 70 per cent of the 
total movement in Official territory was at rates less than sixth 
class. V. T. Swinak protested the proposed application of 
the class C basis to paper bags. He said his company had lost 
money for the last three years and that it was his belief that 
this condition prevailed throughout the industry. He pointed 
out that the classification basis was proposed to all I. F. A. and 
C. F. A. territories from Decatur, with the exceptions that the 
existing commodity rate to Milwaukee was to be retained 
and the rate of 16 cents to Chicago was to be increased only 
one cent. However, he said, those two commodity rates were 
being left in from Decatur to those points only, whereas com- 
petitors in the Fox River producing territory were to have com- 
modity rates to a “Chicago group” and a “Milwaukee group.” 
Mr. Born introduced considerable testimony comparing the level 
of applicable rates on paper board and fibre boxes in Illinois 
and Central Freight Association territories with the level of the 
rates applicable in other territories. It was his conclusion that 
the level in Illinois on those articles was higher than in any 
other territory. 


C. W. Galligan, chairman, Illinois Freight Association, and 
O. H. Timm, commerce assistant, C. M. & St. P., introduced 
testimony in support of the proposed cancellation of commodity 
rates on chocolate, chocolate coating, and cocoa, carloads. Mr. 
Galligan said there were only a limited number of commodity 
rates in the territories involved and that unifgrmity required 
their cancellation. He explained that the tariffs under suspen- 
sion proposed third class, but that, since their filing, the Com- 
mission had made a decision in docket 17743, ordering the ap- 
plication of fourth class as a basis for the traffic. In view of 
that, he said, the carriers would not attempt to justify third 
class, but would ask the Commission to make its findings in this 


proceeding without predjudice to the establishment of fourth 
class. 


Carrier testimony on iron or steel barrels was presented by 
Mr. Galligan and E. Rigg, assistant general freight agent, Rock 
Island. Mr. Rigg said the rates were on a low basis and 
the proposed increases would yield little more revenue. He 
said comparisons with other scales fixed on the commodities 
by the Commission showed that higher rates applied in ter- 
ritories outside of those under consideration than were being 
proposed. 


Mr. Galligan, Mr. Timm, and Henry Christianson, commerce 
assistant, C. B. & Q., gave carrier testimony in support of the 
application of the full fifth class basis to dried peas and beans. 
Testimony protesting the cancellation of existing commodity 
rates on those commodities was received from one shipper repre- 
sentative, W. J. Rowley, Albert Dickinson Company, Chicago. 
He declared that the proposed increases were contrary to the 
Hoch-Smith resolution and that dried peas and beans should be 
on the grain basis. He said the principal use made of the com- 
modities by his company was in the manufacture of chicken 
feed, purchased by farmers. 


‘Mr. Timm and Mr. Christianson introduced the carrier 
testimony with respect to stoneware and earthenware. They 


said the proposal was for the application of a straight increage 
of 3 cents with the class rates as a maximum. 

R. J. Dellinger, of the Western Stoneware Company, Mop. 
mouth, Ill.; J. F. Davis, president of that company, and Ff, g 
Hoyt, president of the Red Wing Stoneware Company, Rei 
Wing, Minn., protested the proposed increases. They intro 
duced testimony to show the keen competition in the industry 
and the necessity for the retention of their present rates 
which, they said, were reasonable, if they were to meet com. 
petition of other producers. Mr. Davis pointed out that his 
company had seven plants a few years ago, but only four a 
present.. He said decreasing consumption and increasing cop. 
petition were responsible for that. 

BE. Rigg put in the carriers’ testimony in support of th 
cancellation of the L. C. L. commodity rates. His contentioy 
was that the class scales were built specifically to care for tha 
class of traffic and that the preservation of carrier reveny 
necessitated its application. Shipper testimony opposing the 
proposal was to the effect that volume of movement, competition, 
and other considerations required departures from the lags 
basis in many instances and that the blanket principal repre 
sented by that basis should reasonably be modified where condi. 
tions dictated. The following shipper witnesses introduced 
testimony: Charles E. Blaine, Iten Biscuit Company; W. F 
Coyne, representing the Chicago Insulated Wire Company; H. f. 
Wiggin, National Biscuit Company; E. W. Kerwin, Loose Wiles 
Biscuit Company; L. E. Whitney, American Cutlery Company 
and others; R. M. Struts, Phenix American Pipe Works; C. §, 
Bather, Rockford Chamber of Commerce; and Lee Kuempel, 
representing numerous Minneapolis manufacturers. 


SOUTHERN CLASS RATES 
The Trafic World Washington Bureau 


The Virginia Shippers’ Association, in answer to the petition 
of carriers in No. 13494, Southern Class Rate Investigation, pro. 
tested against such rate bases, methods, practices and proposals 
of the carriers in their petition “as are deemed unreasonable 
in and of themselves and as are unjust to, or discriminate against 
shippers located at the Virginia cities and points of origin in 
Virginia related thereto, and are calculated to or will prefer 
unduly shippers located at points outside of the boundaries of 
Southern Freight Association territory—competitors of shippers 
located at the Virginia cities and related points in Virginia.” 

The Detroit Board of Commerce said it was difficult to coin- 
cide this latest action on the part of the carriers with the 
agreement of the carriers to cooperate with the Commission 
in carrying into effect with utmost expedition the purpose of the 
Commission’s findings. It said the most liberal critic of this latest 
“edition of the carriers’ petitions could do no less than character. 
ize it as a repetition of previous “issues,” with only a slight 
change in phraseology, directed toward further delaying tariff 
publication of the Commission’s findings. It said the expression 
of views in its answer on behalf of the shipping interests of De- 
troit was believed to be the sentiment of shippers generally in 
Central Freight Association territory “who are becoming impatient 
with the carriers’ method of cooperating and their very apparent 
attitude to delay indefinitely carrying out the suggestions of 
the Commission with respect to through joint rates with the 
south.” The Detroit board outlined objections to the carriers’ 
proposals and asked that the Commission require the publica- 
tion of rates in acordance with the Commission’s findings. It 
said some irregularities might result from the basis that had 
been prescribed by the Commission but that it was submitted 
that if the carriers would enact a more cooperative program, 
these situations could be worked out after the basis prescribed 
had been tested in actual practice. 


The Western Carolina Shippers’ Association, in an answer 
supporting the carriers’ proposals, said it did not think the 
proposals gave western North Carolina all the relief to which 
it was properly entitled, but that it believed that the carriers’ 
proposed rates between points in Central and Buffalo-Pittsburgh 
territories on the one hand and Southern and Carolina terri- 
tories on the other were an improvement over the present rates 
and those prescribed by the Commission, and it urged the Com- 
mission to modify the findings in line with the carriers’ joint 
petition in so far as it referred to the rates between Central 
and Buffalo-Pittsburgh territories on one hand and Southern and 
Carolina territories on the other. 


The North Carolina commission discussed many phases of 
the proposals of the carriers. It said the rates now proposed 
by the carriers was substantially on the same basis as they 
originally proposed in 1922, and rejected as excessive and ut- 
reasonable. It took the position that it had shown that every 
modification proposed by the carriers, with respect to the North 
Carolina rate adjustment, was without merit or justification and 
asked that each of them be rejected. 

The Rochester (N. Y.) Chamber of Commerce said the cal- 
riers had not justified their proposed rail-water-rail adjustment 
from Rochester to the Carolinas and the Southeastern territory; 
nor the proposed all-rail rates from Rochester to the Carolinas. 
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The Kentucky Railroad Commission said it was entirely 
unfair for the carriers to insist upon the perpetuation of discrim- 
inations against border territory and urged that, instead of 
anting “any further concessions to carriers,” the Commission 
should instead consider ways and means to give border relief 
suggested in the answer in order to pave the way for “a com- 
cure.” 
-_ D. Rhodehouse, traffic manager of the Youngstown (0O.) 
Chamber of Commerce, in a letter to Commissioner Eastman, 
said that he concurred, generally speaking, in the statements 
contained in the answer signed by the Chicago Association of 
Commerce and other interests in Central-Illinois territories. He 
said, however, that due to the location of the Youngstown dis- 
trict immediately west of and adjoining the Pittsburgh district, 
he had further comment to make. He said the key rates pre- 
scribed for all-rail application, as shown in appendices N-1 and 
0-1 of the Commission’s decision from Trunk Line origin groups 
and particularly from the Buffalo and Pittsburgh groups were 
yery much lower, distance and other factors considered, than 
the basis of rates prescribed by the Commission for application 
from origin groups in the eastern part of Central Freight Asso- 
ciation territory, such as the Youngstown district, and that the 
key rates prescribed for water-rail, rail-water and rail-water-rail 
application from the Buffalo and Pittsburgh groups were very 
much lower than the basis of rates prescribed for application 
from the Youngstown district. He said the relation between the 
Youngstown district on the one hand and Buffalo, Pittsburgh and 
other Trunk Line groups on the other on traffic to all of the 
southern classification territory covered by the Commission’s 
decision would be highly improper and discriminatory if the key 
rates shown in appendices N-1 and O-1 were established from 
Pittsburgh, Buffalo and other eastern origin groups and the rates 
from the Youngstown district established under appendix Q. He 
urged such an adjustment that would prevent discrimination and 
prejudice. 


LAKE CARGO COAL RATES 
The Traffic World Washington Bureau 


Operators sending lake cargo coal from mines in the south- 
ern fields on the Chesapeake & Ohio and the Norfolk & Western 
have asked those carriers to reduce their rates on lake cargo 
coal twenty cents a ton so as to keep them on the same basis as 
they are now in relation to lake cargo coal rates from the Pitts- 
burgh and Ohio districts when the carriers serving the Pitts- 
burgh and Ohio districts reduce their lake cargo coal rates in 
accordance with the recent modified decision of the Commission 
in Lake Cargo Coal Rates, 1925. The operators held a meeting in 
Washington on June 3 and put their request for a reduction 
before W. J. Harahan, president of the Chesapeake & Ohio, and 
A, C. Needles, president of the Norfolk & Western. 

Ninety-two operators took part in a discussion of the situa- 
tion brought about by the Commission’s modified decision in 
that case. They came to the conclusion that their first step in 
the matter should be a petition to the railroads serving them 
for a reduction that would leave the relation of the districts 
unchanged, in view of the fact that the Commission did not issue 
a minimum rate order forbidding the railroads serving the more 
southern fields to make such a reduction, although it did express 
the opinion that, on the record in the case, they would not be 
warranted in doing so. 

The railroad executives had been asked to be in position to 
receive the request of the operators engaged in the conference 
at the time the conference would be held and to discuss the 
subject with the operators. They promised to consider the re- 
quest and to consult their legal departments as to what course 
they could take in the matter. 


BARGE LINE ROUTE CASE 
The Trafic World Washington Bureau 


In Inland Waterways Corporation, in exceptions to the pro- 
posed report of Attorney-Examiner John H. Howell in No. 19017, 
The Inland Waterways Corporation vs. Chicago Great Western 
et al, and cases grouped therewith, involving proposed through 
toutes and joint rates in connection with the upper Mississippi 
barge service, said Howell had erred in his findings. Dismissal 
of the complaints was recommended by Howell. 

“The attorney-examiner,” said the barge line, “seems ‘to 
think that it is the province of this Commission to determine 
the question of policy as to whether this complainant should 
Operate on the upper river, and if so, whether it can establish 
by actual trial that it can make money in the operation; com- 
Dlainant wholly disagrees with this theory.” 

Congress had decreed, the barge line said, that there should 
be service on the upper Mississippi, and no question was sub- 
mitted to the Commission for decision as to whether or not 
hayigation on the upper river was feasible or was good policy. 
That matter, it said, was not within the province of the Com- 
mission for consideration or decision. 

“The complainant comes to this Commission and asks for 
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an order requiring the defendants to join with it in the establish- 
ment of through routes and joint rail-and-water rates as a neces- 
sary condition precendent, along with channels, boats and barges, 
to permit the mandate of Congress to be carried into effect,” 
the barge line said. “The Commission will, of course, recognize 
that it is not at all possible for complainant to carry out the 
mandate of Congress without tonnage to carry, and tonnage 
certainly will not be available unless the shippers are given 
rates upon which that tonnage will be tendered to the com- 
plainant for transportation.” 

Wholly unwarranted, said the barge line, was the sugges- 
tion “that this is a fight between a government institution and 
the railroads for what the attorney-examiner calls the cream 
of the traffic . . .” The barge line saw no reason why it 
should confine its activities on the upper river to hauling north 
and south traffic on the river. It thought the attorney-examiner 
“gave entirely too much weight to the contention of defendants 
that the present Chicago-Twin Cities rates are on a depressed 
basis.” 

The barge line said that its operations on the upper river 
“cannot be conducted at all without the establishment of joint 
rail-and-water rates sufficient to give tonnage to the barge line.” 

“We have never understood,” it continued, “that the all-rail 
lines have any monopoly upon the business which they now 
carry. The proposed report would confirm the rail carriers in 
the possession of all the tonnage which they now have and 
preclude the establishment of any competing line on the upper 
Mississippi river. That policy Congress has expressly denounced 
as unlawful.” 


MIDCONTINENT OIL RATES, 1925 


The Traffic World Washington Bureau 


By holding a short night session on June 2, Commissioner 
McManamy and Examiner Seal were able to complete the tak- 
ing of testimony in reopened No. 16065, Sinclair Refining Com- 
pany et al. vs. Ahnapee & Western et al., and the cases joined 
with it which compose what the Commission calls Midcontinent 
Oil Rates, 1925, and thereby allowed the execution of the plan 
of the Commission to have the case disposed of, on reopening, 
with two days of testimony and one day of argument, the latter 
before the whole Commission. (See Traffic World, June 4.) 

While the Commission limited the reopened case to a con- 
sideration of the rates from the groups of origin to destinations 
east of the Mississippi via the Mississippi River crossings, 
Davenport, Ia., and South, both argument and testimony, at 
times, went beyond the limits. Parties to the case, obviously, 
were under considerable tension. Commissioner McManamy or- 
dered some language stricken from the record when attorneys, 
in clashes, suggested pettifogging and police court methods. 
Nearly every assertion of fact made by one side was contra- 
dicted by the other. There was not even agreement on the 
mileages from the rival groups in Kansas and Oklahoma to St. 
Louis and Chicago, the key rate points. 


Testimony on the shipper side not satisfied with the Com- 
mission’s decision was brought to an end by witnesses presented 
by H. D. Driscoll in behalf of the North Texas Petroleum Traffic 
Bureau and southern Oklahoma interests. The witnesses 
were J. B. Yeager, speaking for the American Refining Company, 
and M. H. Champion for the Col-Tex Refining Company, the lat- 
ter desiring to be placed in the Ranger, Tex., group. E. L. Ben- 
edict, of the Champlin Refining Company, testified as to pipe 
line possibilities. 

E. M. Hinkle, for the Shreveport Chamber of Commerce, 
spoke for refining interests in that city and group. He said 
Shreveport took the decision as it stood and would make the 
best of it. 

M. G. Roberts, of the St. Louis-San Francisco, in charge of 
the interests of the railroads which had joined the group 3 re- 
finery interests in asking for a modification, had the witnesses 
offered by him present reasons, why, in their opinion, the Com- 
mission should not put a two-cent spread between groups 2 and 
3. In his opening statement he said the railroads west of the 
Mississippi stood with the shippers who had objected to the dif- 
ferential in favor of the Kansas group. 

In the opening skirmishes for position in the reopened case, 
James F. Lawrence, for the group 2 interests, said he thought 
the railroads should proceed with their side of the case with the 
group 3 shippers because they were making common cause with 
the Oklahoma refiners. Mr. Roberts insisted that, as defendants 
in the case, the railroads were entitled to follow the shippers. 
Mr. Lawrence asked for an exception to Commissioner McMan- 
amy’s ruling that the Kansas interests should proceed before 
the railroads because he understood the Kansas interests would 
have a proposal to make in respect of the differential. They 
did make such a proposal when they asked for a four-cent dif- 
ferential. 

The witnesses summoned by Mr. Roberts were: J. R. 
Koontz, traffic vice-president of the St. Louis-San Francisco; 
George T. Atkins, traffic vice-president of the Missouri-Kansas- 
Texas; F. A. Adams, assistant freight traffic manager of the 
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Rock Island; F. B. Houghton, traffic manager of the Santa Fe; 
D. A. Richardson, general counsel for the Marland Oil Company 
and affiliated companies; and S. B. Meyer, of the Independent 
Oil & Gas Company. 

Another railroad witness was H. G. Powell, traffic manager 
of Illinois Terminal, presented by L. H. Strasser. Mr. Powell 
discussed rates of the lines between St. Louis and Chicago, 
pointing out that the Santa Fe, with a direct line from mid- 
continent groups to Chicago carried a joint rate of 36 cents from 
group 3 to Chicago and would carry the rate of 39 cents ordered 
by the Commission in this case and that that joint rate held 
down the rates of the lines between St. Louis and Chicago. 
Commissioner McManamy pointed out that the rates in Illinois 
were not involved in this but in another case. Mr. Powell, 
however, gave his testimony so as to show that the lines be- 
tween St. Louis and Chicago desired to participate in the traffic 
and had a live interest in the outcome of this case. 

Witnesses presented by Mr. Roberts advocated the same 
rates from the Kansas and Oklahoma groups. They admitted 
that in the proposals submitted by the railroads in the original 
hearing they had suggested rates from two proposed groups 
higher than the rates from three proposed Oklahoma groups and 
that the five groups proposed were co-extensive with the present 
groups 2 and 3. They said they now advocated the same rates 
from Oklahoma and Kansas, admiting that they had come to 
the conclusion that the losses in traffic that they thought would 
follow putting Oklahoma on a higher plane than Kansas would 
not be in the interest.of the carriers. 

Mr. Koontz testified that he feared pipe line competition 
would deprive the Frisco of traffic and that he desired to do 
everything possible to hold oil traffic to its rails until the evolu- 
tion of transportation of refined products came about. He testi- 
fied about plans for pipe lines by the Champlin and Marland 
companies, the former saying that it would build a pipe line to 
a Kansas point not on the Frisco. He said the prospective loss 
of business to the Frisco was a matter of concern to the em- 
ployes of that line, saying that the president and vice-president 
of that carrier helped them to an understanding of the situation 
because it was of concern to them. He said he had seen plans 
for a pipe line through Missouri to Des Moines, Ia., and to the 
Twin Cities, with a line toward the eastern part of Missouri. 
The Marland people, he said, proposed a pipe line from Ponca 
City, Okla., to Arkansas City, Kan., and another to St. Louis, the 
line to Arkansas City to get for Marland traffic the benefit of 
the lower rate from the Kansas group ordered by the Com- 
mission. 


Mr. Houghton said the present position of the Santa Fe was 
that there should be no difference in the rates from the two 
groups and that he stood on the proposal of the railroads in the 
original hearing that the rate to Chicago should be increased 
from 36 to 37.5 cents and not to 39 cents as ordered by the rate 
body. Oil, Mr. Houghton said, constituted the largest item of 
traffic carried by the Santa Fe, larger than all the products of 
agriculture when livestock and its products were excluded from 
the products of agriculture. The other railroad men from west 
of the Mississippi adopted the views of Mr. Koontz. The fact 
that the trans-Mississippi lines had changed their views since 
the original hearing was brought out on cross-examination by 
Mr. Lawrence on behalf of the Kansas interests. 


The testimony of Mr. Richardson was by way of rebuttal to 
the expressions of incredulity, by Kansas interests, about the 
building of pipe lines for the transportation of refined products. 
He said the Marland interests had determined to build such a 
line about fourteen or fifteen miles long, from Ponca City, its 
refinery point, to Arkansas City, in the event the differential 
were allowed to stand and that executive officers figured that by 
the savings in six months they could pay for such a line, the 
saving being estimated, in the briefs filed in behalf of group 3 
interests, at $12.50 per car by sending the refined products to 
Arkansas City by pipe line and then shipping on the Kansas 
group rate. Plans for a pipe line to Kansas City were also dis- 
cussed; also the building of a new refinery at some point out- 
side of group 3, the three plans being in the alternative to meet 
the situation created by the differential that the railroads have 
been ordered to establish. 

Time for argument was assigned to Robert E. Quirk, Paul 
A. Walker, Clyde M. Reed, James F. Lawrence, J. R. Van Slyke, 
George P. Boyle, N. L. McReynolds, E. M. Hinkle, H. D. Driscoll, 
R. K. Keas, M. G. Roberts and L. H. Strasser. 

In his argument for the objecting group 3 interests, Mr. 
Quirk pointed out that this was a formal complaint case, not 
an investigation by the Commission, in which rates were as- 
sailed as unreasonable. He declared the Commission, in its 
decision, did something that was a bit unusual in that it said 
the rates assailed were not in excess of maximum reasonable 
rates and then authorized rates higher than those which were 
assailed. He said the rates to St. Louis, 30 cents, and to Chi- 
cago, 36 cents, were the ones established in the earlier Midcon- 
tinent case, in 1915, inflated and deflated in accordance with 
the general rate changes since then. No one, he said, had 
suggested the rate of 39 cents from group 3 to Chicago which 
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the Commission had authorized. One would have to go outside 
of the record in this case, he asserted, to find anything abou 
it. He said he thought the Commission fell into three errors 
in making the original decision, the main one being that group 3 
also called Tulsa, fixed the price of gasoline. The others, he 
thought, were the product of that one. He said he thought the 
Commission believed itself to be in the comfortable position of 
being able to do something for the Kansas group without hurt. 
ing the Oklahoma group and that the only reason for breaking 
the parity in rates, to St. Louis and Chicago, that had existeq 
from the two groups, was to be found in the fact that the car. 
riers, for purposes of their own, had enlarged the group by 
adding the whole state of Oklahoma to the group, although 7) 
per cent of the refinery production, was in the group as origi. 
nally created. Oklahoma refiners, he said, should not be pe. 
nalized because the railroads had seen fit to enlarge the group, 
Kansas refiners, he declared, if the differentials were estab. 
lished, would either pocket the difference made by them in 
their prices because of the differential or shade the price to the 
buyer. It was a fair deduction from the record, he said, if the 
carriers did not want the rates of 32 cents to St. Louis and 
39 cents to Chicago, which the report would allow them to 
charge. 

Mr. Walker, for the Oklahoma commission, said that that 
body did not take any active part in the original hearing be. 
cause there was no discrimination against Oklahoma such as the 
report of the Commission would require the carriers to make, 
The Oklahoma refiners objecting to the decision, he said, were 
entitled, as a matter of law, to as low or lower rates to the 
key points than refiners in southern Kansas, on account of the 
greater distance the southern Kansas refiners were from them. 

Mr. Reed said that if the Commission had adopted the pro. 
posals of the railroads in the original hearing most of the 
difficulties now presented to the Commission, would not have 
been created. He pointed out how groups could be made that 
would put south central Kansas and part of Oklahoma on 
a basis to which their distances entitled them. 

Characterizing the case as an ordinary lawsuit which had 
been tried and in which a decree had been entered, Mr. Law- 
rence, for the Kansas group 2 refiners, said that not a single 
new fact had been brought out in the reopened case, except 
“some purported weighted average distance figures,’ made in 
accordance with a formula used by Ed. P. Byars in the original 
case, in making 75,000 calculations. Not a single erroneous 
figure, he said, had been pointed out. He said that Examiner 
Seal, in the original report, had not given Kansas all Kansas 
thought she was entitled to receive. He pointed out the facts 
about distances which he claimed entitled Kansas to a dif- 
ferential of four instead of only two cents. He reviewed dif- 
ferential relationship cases on fresh meats and hides in reports 
of the Commission beginning with volume 20. 

Mr. Van Slyke asserted that gruop 3 did fix the price of 
gasoline. Testimony as to spot sales made by the Roxana 
Petroleum Corporation, in 1926, he said, showed that all the 
prices were on the group 3 basis and that the company had 
charged exactly what it would have cost the customer to have 
bought at Tulsa. 

Time for arguments by D. A. Richardson, general counsel 
for the Marland interests, and Thomas M. Woodward for the 
Appalachian Producers and Refiners, was found in the last half 
day of the case. Mr. Woodward told about the fears the eastern 
refiners and producers have of the extension of the relatively 
low rates from the midcontinent field to their territory and 
their belief that the reopened case question should have been 
included in the Commission’s general petroleum investigation. 


Mr. Roberts, for the railroads, said that the railroads fool- 
ishly propose placing a differential on the traffic from Oklahoma, 
but that now their position was that there should be no dif- 
ferential and that the rate from the united groups should be 
37.5 cents to Chicago. 

Mr. Quirk, in behalf of the Oklahoma refiners, said they 
were willing to have their complaints dismissed and everything 
left as it is now. He asked the Commission to postpone the 
effective date of the order, now fixed at June 20, so as to give 
itself time to consider the testimony and arguments made in the 
reopened proceeding. 


MIDCONTINENT OIL RATES 


The Commission, in No. 15584, Sinclair Refining Co. et al. 
vs. Ahnapee & Western et al.; No. 15585, Miller Petroleum Co. 
et al. vs. A. T. & S. F. et al.; No. 16065, Barnsdall Refining Co. 
et al. vs. Louisiana & Arkansas et al.; and No. 16066, North 
Texas Petroleum Traffic Bureau vs. Same, has postponed the 
effective date of the order if issued under date of January 14, 
1927, from June 20 to August 20, in so far as it requires the 
establishment of the rates therein prescribed to St. Louis and 
destinations east of the Mississippi River to which the short 
routes from Tulsa, Okla., make through Mississippi River cross 
ings, Davenport, Ia., and south. 

The Commission has postponed the effective date of the 
order of January 4, 1927, now effective June 20, to July 20, in 
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so far as it prescribes rates other than those described in the 
preceding paragraph. It has authorized the carriers to further 
postpone, until August 20 or July 20, as the case may ve, on 
not less than three days’ notice, the effective date of all sched- 
ules which have been filed in compliance with that order of 
January 14, 1927, without regard to the provisions of Rule 9 
of Tariff Circular 18-A. 

This postponement of the effective date of the order, in so 
far as it relates to the rates from Tulsa to St. Louis and to 
points east of the Mississippi, is made to enable the Commission 
to give consideration to the testimony and arguments made on 
the reopened case, on’June 1 and the two following days, and 
in accordance with the request made by Robert E. Quirk, in 
pehalf of the refiners in group 3 in Oklahoma, sometimes also 
known as the Tulsa group. 


OIL CASES REOPENED 


The Commission has reopened for further hearing, at such 
time and place as it may hereafter direct, No. 17498, Litwood 
Oil & Supply Co. et al. vs. Santa Fe et al., No. 17441, Trans- 
continental Oil Co. vs. Frisco et al., No. 17459, Texhoma Oil & 
Refining Co. vs. C. R. I. & G. et al., and No. 16272, Lone Star 
Gas Co. vs. Santa Fe et al. No. 18576, Oriental Oil Co. vs. Santa 
Fe et al., also involved in the matter, was not included in the 
reopening order, but was referred to in the following notice 
issued by the Commission, explaining the reason for the action 
taken: 


In all of the above-numbered cases, except No. 17459, rates on 
lubricating oil, gas oil, or mineral seal oil, sometimes called ab- 
sorption oil, from four points in Oklahoma and Coffeyville, Kans., 
to seven points in north Texas, are alleged to be unreasonable. In 
No. 17459, the rates on various petroleum products from Wichita 
Falls, Tex., to Amarillo, a few other points in the Texas panhandle, 
and points intermediate thereto via routes through Oklahoma, are 
alleged to be unreasonable. All have been submitted upon argument 
except No. 18576 which, by agreement of the parties, was submitted 
without hearing, on the record made in the other cases. 

The rates assailed are based upon the Texas blanket adjustment 
and, on refined oil particularly, are extentded over a very large des- 
tination territory, including points to which the hauls are much longer 
than to the destinations here considered. The gravamen of. the com- 
plaints is that the application to these north Texas points, with their 
relatively short hauls, of the same rates which apply under the blanket 
adjustments, to other Texas destinations for much greater hauls, un- 
reasonably deprives the complaining destinations of the benefits of 
their geographical location. 

Defendants relied chiefly upon the history of the Texas blanket 
adjustment, its long continuance, the approval thereof by the Com- 
mission in numerous cases involving other commodities, and the re- 
cent refusal of the Texas commission to disturb it with respect to 
petroleum oil and its products; and they strenuously urge that the 
granting of the relief sought would ultimately result in breaking 
down this adjustment, ‘which moves an extensive tonnage, upon 
records limited in scope to but a few origin and destination points. 
The examiners who heard these cases found much force in these con- 
tentions, and recommended that the complaints be dismissed except 
in one or two minor particulars. 

Since these cases were heard Consolidated Southwestern Cases, 
123 I. C. C. 208, in which, has been decided among other things, the 
Commission in effect condemned the blanket principle of rates as 
applied to Texas with respect to class and particular commodity rates, 
not including petroleum. However, if the principles there announced 
are applied in the instant cases the effects will be far reaching and 
will be based on records made at a time when such a result could 
not have been reasonably anticipated, and which wholly fail to af- 
ford a basis for adequately dealing with the situation in the light 
of the changed conditions. The Commission has, therefore, reopened 
the instant cases and consolidated them for further hearing with 
the idea of securing a more comprehensive view of the situation in 
the — of the principles announced in the Consodilated Southwest- 
ern Cases. a 


ETHICAL PRACTICE CASE 


The Traffic World Washington Bureau 


E. C. Blanchard, as counsel for the N. Auth Provision Com- 
pany, in No. 19397, N. Auth Provision Company vs. B. & O. 
et al., involving rates on live stock from points in Virginia on 
the Southern, and other lines, and in Pennsylvania, to Bennings, 
D. C., has asked the Commission for further hearing to rebut 
Statements as to what Mr. Blanchard had said or done in the 
case which, if the statements were true, the petitioner says, 
“might be considered unbecoming an attorney practicing before 
the Commission.” 

Excerpts from the transcript of the original hearing quoted 

y Mr. Blanchard show that, in the course of cross-examination 

of the witness Dondero, for the complainant, Mr. Rixey, of the 
Southern, asked how did the complainant happen to complain 
of the rates in issue and filé the complaint. Mr. Blanchard ob- 
jected. Examiner Carney, who conducted the hearing, asked 
What was the purpose of the question. _ Mr. Rixey said he wished 
to know whether the Auth Provision Company was advised to 
file the complaint and, if so, by whom. 

Mr. Rixey said the traffic representatives of the Southern 
had called on officials of the Auth company or Mr. Auth per. 
Sonally. He said Mr. Auth stated that he had no complaint 
against the rates; that he was approached by Mr. Blanchard, 
Who informed him that he, Mr. Blanchard, could prove that the 
rates were unreasonable. Mr. Auth was represented as having 
said he had no complaint against the rates and would not have 
filed a complaint except that the company was approached by 
Mr. Blanchard. Examiner Carney did not think that the question 


THE TRAFFIC WORLD 


1525 


put by Mr. Rixey was relevant. Mr. Rixey said it was relevant. 
He said the Auth company, until the first of the year, had no 
complaint against the rates and never complained of them in- 
formally to the carriers. 

Mr. Blanchard then stated that Mr. Rixey’s statement, in a 
way, had reflected on his legal ethics. He denied that he had 
approached Mr. Auth and suggested the filing of a complaint. 
He said he had not seen nor talked with Mr. Auth before the 
complaint was filed. He said the man who talked with Mr. 
Auth should be produced. Examiner Carney then sustained the 
objection to the question. 

Quoting further from the record, Mr. Blanchard set forth 
the testimony of witness Marks for the Southern. Marks testi- 
fied that he and Mr. Peeples, the district freight agent, called 
on Mr. Auth and asked him if he had filed a complaint, and just 
what his main complaint was. He said Mr. Auth said he knew 
very little about freight rates and that he could not tell just 
what was the complaint—that he had been advised by Mr. 
Blanchard that the rates were too high. Mr. Auth was asked 
if he would withdraw the complaint. He was quoted as saying 
that he could not do that—that he was under a 50-50 contract 
with Mr. Blanchard. 

In view of the testimony referred to, Mr. Blanchard set 
forth that he had brought Mr. Anton Auth, the man with whom 
the Southern representatives were understood to have talked, 
for examination. 

Examiner Carney declined to permit Mr. Auth to be exam- 
ined, holding that the testimony was immaterial to the issues 
involved in the case. 

Mr. Blanchard accompanied his petition for further hearing 
with affidavits signed by Mr. Auth, Arthur Attwood and himself. 
In his affidavit, Mr. Auth denied that he had said he had a con- 
tract with Mr. Blanchard—that he understood that Mr. Blanchard 
was simply acting for Mr. Attwood, with whom the company 
had an agreement regarding the case. He said he told the 
Southern representatives the case was in Mr. Blanchard’s hands 
—that he himself knew nothing about the rates. 

Mr. Attwood’s affidavit was to the effect that he was em- 
ployed to file the complaint and that he employed Mr. Blanchard 
to assist him in the case. 

Mr. Blanchard stated in his affidavit that he had never had 
a contract with the complainant—that Mr. Attwood had asked 
him to assist with the case. He said he did not know any offi- 
cial of the Auth company prior to the filing of the complaint 
and had had no conferences with any official of the Auth com- 
pany prior to the filing of the complaint. He said no one from 
the Southern had ever approached him regarding a settlement 
of the case, as Mr. Auth said he had suggested the Southern 
representatives might do. 


WESTERN CLASS RATE HEARINGS 


In an announcement in No. 17000, part 2, Western Trunk 
Line Class Rates, the Commission says the contemplated hear- 
ing in Chicago in July will not be held. A hearing, however, 
will be held at St. Paul, June 20, as previously announced, be- 
fore Commissioner McManamy and Examiners Koebel and 
Paulson. 


CHANGES IN DOCKET 


Hearing in No. 19253 (and Sub. 1), the Bismarck Tribune 
Co., Bismarck, N. D., vs. B. F. & I. F. Ry. et al., assigned for 
June 10, at Bismarck, N. D., before Eaminer Harraman, was 
canceled. 

Hearing in No. 19536, Independent Fruit Co. et al. vs. C. & 
A. R. R. et al., assigned for June 9, at Minneapolis, Minn., before 
Examiner Snider, was indefinitely postponed. 


BOSTON & MAINE SETTLES DEBT 


The Boston & Maine, through a refunding arrangement 
entered into with bankers, has settled its debt of $26,980,000 to 
the government resulting from operation of its properties in the 
period of federal control. The total amount of the settlement, 
including interest, was $27,677,604.44. The carrier was indebted 
in that amount to the Director-General of Railroads. The carrier 
still owes the government $21,705,479 on account of loans made 
to it under section 210 of the transportation act. 


SEABOARD-ALL FLORIDA CONSTRUCTION 

The Seaboard-All Florida Railway has asked the Commis- 
sion to extend the time for completion of its line from West 
Palm Beach to Miami and Florida City, Fla., from June 1, 1927, 
to November 1, 1927. The company has completed the part of 
the line from West Palm Beach to Miami, 68 miles, and the rails 
have been laid from Miami to Florida City, but it said additional 
time was required to complete entirely the work, 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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REVENUE FREIGHT LOADING 


Loading of revenue freight for the eighth time this year 
exceeded one million cars the week ended May 28, according to 
the car service division of the American Railway Association. 

Total loading of revenue freight for that week amounted to 
1,026,397 cars, a decrease of 54,389 cars under the corresponding 
week last year, but an increase of 113,310 cars over the corre- 
sponding week two years ago. 

The total for the week ended May 28 was an increase of 
9,594 cars over the preceding week this year due principally 
to increased shipments of coal, miscellaneous freight, ore, grain 
and grain products and merchandise and less than carload lot 
freight. 

Revenue freight loading by districts the week ended May 28 
and for the corresponding period of 1926 was reported as fol- 
lows: 


Eastern district: Grain and grain products, 8,246 and 10,385; 
live stock, 2,754 and 2,418; coal, 40,961 and 47,647; coke, 1,814 and 
3,063; forest products, 4,699 and 5,635; ore, 5,685 and 5,990; merchan- 
dise, Cc. L., 71,246 and 76,026; miscellaneous, 101,450 and 110,520; 
total, 1927, 236,805: 1926, 261,684; 1925, 210,596. 

Allegheny district: Grain and grain products, 3,046 and 3,259; 
live stock, 2,031 and 1,960; coal, 41,393 and 45,022; coke, 5,286 and 
5,284; forest products, 3,248 and 3,546; ore, 12,931 and 13,028; merchan- 


dise, L. C. L., 56,420 and 55,828; miscellaneous, 88,604 and 90,887; total, 
1927, 212,959; 1926, 218,814; 1925, 184,206. 
Pocahontas district: Grain and grain products, 219 and 255; 


live stock, 113 and 86; coal, 45,731 and 42,757; coke, 455 and 460; 
forest products, 2,455 and 1,899; ore, 179 and 122; merchandise, L. C. 
L., 7,641 and 7,285; miscellaneous, 6,098 and 4,952; total, 1927, 62,891; 
1926, 57,816; 1925, 49,723. 

Southern district: Grain and grain products, 3,967 and 4,376; 
live stock, 2,370 and 2,160; coal, 23,779 and 22,165; coke, 623 and 802; 
forest products, 22,887 and 24,596; ore, 1,080 and 1,430; merchandise, 
ie ©. = 40,445 and 40,386; miscellaneous, 57,080 and 59,445; total, 
1927, 152,231; 1926, 155,360; 1925, 139,724. 

Northwestern district: Grain and grain products, 9,222 and 10,322; 
live stock, 6,906 and 7,925; coal, 5,009 and 4,988; coke, 1,836 and 1,658; 
forest products, 18,497 and 20,563; ore, 38,367 and 41,789; merchandise, 
L. C. L., 34,5385 and 33,910; miscellaneous, 41,911 and 44,739; total, 
1927, 156,283; 1926, 165,894; 1925, 140,964. 

Central Western district: Grain and grain products, 10,105 and 
11,070; live stock, 10,949 and 10,728; coal, 6,125 and 11,136; coke, 281 
and 312; forest products, 12,064 and 12,931; ore, 3,524 and 3,735; mer- 
chandise, L. C. L., 34,855 and 35,721; miscellaneous, 55,907 and 58,939; 
total, 1927, 133,810; 1926, 144,572; 1925, 122,007. 

Southwestern district: Grain and grain products, 4,799 and 4,522; 
live stock, 3,213 and 3,363; coal, 2,725 and 3,883; coke, 202 and 197; 
forest products, 8,010 and 10,210; ore, 485 and 405; merchandise, L. C. 
L., 16,657 and 17,148; miscellaneous, 35,427 and 36,918; total, 1927, 
71,418; 1926, 76,646; 1925, 65,867. 

Total, all roads: rain and grain products, 39,604 and 44,189; 
live stock, 28,336 and 28,640; coal, 165,723 and 177,598; coke, 10,497 and 
11,776; forest products, 71,860 and 79,380; ore, 62,201 and 66,499; mer- 
chandise, L. C. L., 261,699 and 266,304; miscellaneous, 386,477 and 
406,400; total, 1927, 1,026,397; 1926, 1,080,786; 1925, 913,087. 


Loading of revenue freight this year compared with the two 
previous years follows: 





1927 1926 1925 
Five weeks in January............... 4,524,749 4,428,256 4,456,949 
Four weeks in February.............. 3,823,931 3,677,332 3,623,047 
Four weeks in March................ 4,016,395 3,877,397 3,702,413 
EB Ry hc ccceccccctceees 4,890,749 4,791,006 4,710,903 
SEED GE. MEE 6 Bsc ccsecetcececes 4,096,742 4,145,820 3,869,306 
ER nn.e o Rus <de vavdeedeetiesaeeesee 21,352,566 20,919,811 20,362,618 


LUMBER SHIPMENTS 


As reflected by comparable telegraphic reports, June 9, from 
309 of the larger commercial softwood, and 147 of the chief 
hardwood, lumber mills of the country, received by the National 
Lumber Manufacturers’ Association, for the week ended June 2, 
there was a recession in the softwood lumber movement, both 
as compared with the preceding week and with the same period 
of 1926. The decrease in orders was more marked than that 
of production and shipments. 

The hardwood mills, with six more mills reporting, showed 
a slight increase in production, with shipments and new business 
about the same. In comparison with the corresponding week 
last year, when six more mills reported, there was a heavy 
decrease in production, due to the Mississippi Valley floods, a 
slight decrease in shipments’ and a notable decrease in new 
business. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of seven softwood, and two hard- 
wood, regional associations, for the three weeks indicated; 000’s 
omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

NE ie saiatys iain int 292 147 364 155 295 135 

Production ...... 179,453 17,449 . 238,598 24,090 193,891 14,268 

aja a, ee 171,136 20,372 251,299 21,467 201,003 20,617 
Orders 


(New Bus.)..142,611 19,049 219,916 23,280 201,589 19,278 


*Fewer West Coast mills are reporting this year; to make allow- 
ance for this add 21,000,000 to production, 21,000,000 to shipments and 
17,000,000 to orders in comparing softwood with last year. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period May 
23-31, inclusive, was 256,448 cars, according to the car service 
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division of the American Railway Association. The average 
daily shortage was made up of 10 flat cars. The surplus was 
made up as follows: 


Box, 118,571; ventilated box, 1,106; auto and furniture, 13,668; 
total box, 133,345; flat, 4,428; gondola, 51,042; hopper, 27,106; total 
coal, 78,148; coke, 579; S.D. stock, 19,471; D. D. stock, 3,826; re- 
frigerator, 15,119; tank, 364; miscellaneous, 1,168. 


Canadian roads reported a surplus of 23,300 box, 550 S. D, 
stock, 950 refrigerator, and 430 miscellaneous cars. 


LOCATION OF CARS 
The percentages of freight cars on line to ownership, Class 
1 roads, as of May 15, as reported by the car service division 
of the American Railway Association, were as follows: 


Eastern district, 98.7 as against 99 a year ago; Allegheny, 101.8 
as against 104.2 a year ago; Pocahontas, 74.8 as against 77 a year 
ago; Southern, 96.2 as against 99.1 a year ago; western, 97.9 as against 
95.9 a year ago; all districts, 97.6 as against 97.9 a year ago; Ca- 
nadian roads, 97.4 as against 94.7 a year ago. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on May 15 totaled 141,104 or 
6.2 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was an increase of 5,646 cars over 
the number reported on May 1, at which time there were 135,458 
or 5.9 per cent. It was, however, a decrease of 21,718 cars 
compared with the same date last year. Freight cars in need 
of heavy repair on May 15 totaled 99,736 cars or 4.4 per cent, 
an increase of 1,926 compared with May 1, while freight cars 
in need of light repair totaled 41,368 or 1.8 per cent, an increase 
of 3,720 compared with May 1. 

Class I railroads on May 15 had 9,460 locomotives in need 
of repair or 15.3 per cent of the number on line. This was an 
increase of 545 compared with the number in need of repair on 
May 1, at which time there were 8,915 or 14.5 per cent. Of the 
total number of locomotives in need of repair on May 15, 5,374 
or 8.7 per cent were in need of classified repairs, an increase of 
348 compared with May 1, while 4,086 or 6.6 per cent were in 
need of running repairs, an increase of 197 compared with the 
number in need of such repairs on May 1. Serviceable loco- 
motives in storage on May 15 totaled 6,150 compared with 6,212 
on May 1. 


r 


RAIL WAGE STATISTICS 


Class I railroads had 1,730,661 employes in March, an in- 
crease of 10,141, or six-tenths of one per cent, as compared with 
the number in February, according to the monthly wage state- 
ment prepared by the bureau of statistics of the Commission. 
The total compensation paid was $249,655,580. This was an 
increase of $21,484,010 as compared with the compensation paid 
in February, due in part to the fact that March had 27 working 
days, while February had only 23. Compared with the returns 
for March last year, the number of employes in March this 
year showed a decrease of nine-tenths of one per cent, and total 
compensation an increase of one-tenth of one per cent. 


CONCEALED LOSS AGREEMENT 


In a bulletin to its members, Circular No. 968, the National 
Industrial Traffic League has announced that the American 
Railway Express Company has accepted the League’s under- 
standing with the carriers of freight as to the settlement of 
claims for concealed loss and damage. Circular No. 968 was 
issued to clear up any misunderstanding that might exist in 
respect of express regulations in connection with claims for 
concealed loss and damage, in particular reference to Circular 
No. 960, on the same subject, dated April 12, 1927, and to give 
an explanation of the matter made by J. E. Wilson, chairman of 
the League’s express committee. Mr. Wilson’s explanation 
follows: 


The carrier feels, and the majority of shippers and receivers of 
freight agree, there are some circumstances under which the con- 
signee cannot conveniently unpack and inspect goods within 48 hours 
after the time they are received, but the inspection should be made 
as soon after goods are received as possible. 

The longer the inspection is delayed the more grounds the ex- 
press company has for arguing that the damage was just as liable 
to occur while in the consignee’s hands as when in its (the express 
company’s) possession—all of which weakens the merits of the claim. 

Concealed loss and damage was, and always will be, a difficult 
problem to handle. 

The rail carriers first insisted upon a 48 hour notice in case of 
concealed loss and damage, or the claim would be declined. After 
several conferences the league agreed that in case of concealed loss 
and damage the carriers were to be notified within fifteen days— 
but in no case were they to decline the claim until complete investi- 
gation was made, and,if any liability was found with the carriers 
the claim would be paid. 

The American Railway Express Company has accepted the same 
proposition, and no claim will be declined solely for the reason that 
inspection was not called for; but the league wishes to emphasize 
that your claims will be handled much more promptly if whenever 
possible you report your concealed loss and damage claims within 
48 hours of delivery, or where that is not possible that you report 
them at the earliest possible moment thereafter, and that you Co- 
operate fully with the express company in the matter of inspection. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 
and Digests of National Reporter 


es taken from Reporters 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court, Appellate Division, First Department.) A 
“Cc, O. D. shipment” means that goods transported are only to 
be delivered by carrier on consignee’s payment in cash of amount 
specified as a condition precedent to or concurrent with delivery 
of goods, and carrier accepts check instead of cash at its own 
peril—Joseph Mogul, Inc., vs. C. Lewis Lavine, Inc., 221 N. Y. S. 
391. 

Where carrier by motor truck delivered C. O. D. shipment 
to consignee, and in payment accepted a forged certified check, 
which consignor returned to carrier on same day that he received 
it and demanded amount carrier should have collected, held 
that carrier was liable to consignor for such amount, and its 
answer setting up defenses of consignor’s ratification by ac- 
ceptance of check and custom of common carriers to accept 
certified checks in such cases should have been stricken out 
on consignor’s motion for summary judgment.—lIbid. 

(Supreme Court of Arkansas.) Facts held to show that rail- 
road company was negligent in permitting party to be notified 
on arrival of shipment consigned to shipper’s order, to remove 
part of potatoes in car without order from shipper and without 
bill of lading.—Missouri Pac. R. Co. vs. Myers et al., 293 S. W. 
Rep. 15. 

Facts held to show that carrier was negligent in its failure 
to notify shipper in reasonable time of failure of party to be 
notified to accept shipment.—lIbid. 

Even if carrier had no notice of refusal of shipment, if it 
could by exercise of ordinary diligence have known of refusal, 
it became its duty to notify shipper.—lIbid. 

Where car of potatoes was sHipped to consignor’s order, with 
instructions to notify third party on arrival of shipment, 
carrier was not entitled to deliver goods without production of 
bill of lading.—Ibid. 

Evidence that car of potatoes was in good condition when 
received by carrier and were damaged when delivered to con- 
signee after shipment had been rerouted twice made prima facie 
case of negligence of carrier.—Ibid. 

Carrier is liable to shipper where goods are injured by its 
negligence, whether it is an insurer or not.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Fifth Circuit.) While order of 
Interstate Commerce Commission is necessary in most instances 
before recovery of railroad’s overcharges may be had, it is not 
conclusive, but only prima facie evidence of facts therein stated, 
establishing rebuttable presumption.—Krauss Bros. Lumber Co. 
in a Director-General of Railroads, et al., 18 Fed. Rep. 

9. 

In appellate court, evidence adduced before Interstate Com- 
merce Commission in hearing as to railroad’s overcharge, if 
offered on trial in District Court in action on Commission’s 
reparation order, and any additional evidence properly received, 
may be considered in support of or to correct findings stated 
in order.—Ibid. 

Where both parties ask court for instructed verdict without 
more, and error is assigned only as to rulings of court on mo- 
tions, appellate court must affirm, if there is evidence to support 
verdict.—Ibid. 

Rule 14, par. 4, of the Circuit Court of Appeals, providing 
that original papers may be sent up to appellate court, was 
intended to permit transfer of disputed documents, maps, blue- 
Prints, models, and exhibits impossible to incorporate in printed 
Tecord.—Ibid. 

Evidence not found in bill of exceptions cannot be consid- 
ered on appeal, though it was sent to Circuit Court of Appeals 
under order of trial judge pursuant to rule 14, par. 4, of such 
court.—Ibid. 

Parties, by affidavits or agreements, cannot cause ‘that to 
— bill of exceptions which is not such in legal sense.— 
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Judgment, directing verdict for defendant after both parties 
moved for instructed verdict without more, cannot be reversed, 
where all evidence is not in bill of exceptions, since judgment 
must be affirmed, if there is any evidence to support such ver- 
dict.—Ibid. 

(Supreme Court of Illinois.) On demurrer to petition in 
proceeding for condemnation of land for railroad right-of-way, 
facts stated in petition must be accepted as true.—St. Louis 
Connecting R. Co. vs. Blumberg et al., 156 N. E. Rep. 298. 

Power of eminent domain is attribute of sovereignty and 
inherent in state, and can be exercised only on occasion, in 
mode, and by agency prescribed by legislature.—Ibid. 

Railroad corporation, organized under state laws, has right 
to exercise power of eminent domain, in view of Cahill’s Rev. 
St. 1925, c. 114, par. 18.—Ibid. 

Question of necessity for exercise of power of eminent 
domain, and when it will be exercised within constitutional re- 
strictions, is legislative and not judicial.—Ibid. 

Whether use to which it is sought to appropriate private 
property is public use and will justify exercise of compulsory 
taking are questions for courts.—Ibid. 

Owner of railroad entirely within state, which is leased to 
company operating interstate railroad, held to be engaged in 
“interstate commerce” and under authority of Interstate Com- 
merce Commission, rather than Illinois Commerce Commission, 
in view of Callaghan’s Ann. St. 1924, c. 1lla, par. 109, as re- 
gards right of state courts to interfere with certificates and 
orders of Interstate Commerce Commission in condemnation 
proceedings.—Ibid. 

Power of Congress to regulate commerce between states is 
complete, exhaustive, and paramount and not subject to inter- 
ference by any state or municipality, in view of Const. U. S., 
art. 6, par. 2, and art. 1, sec. 8, cl. 3.—Ibid. 

State court is without jurisdiction to set aside, modify or 
nullify finding and order of Interstate Commerce Commission, 
since such jurisdiction is vested solely in federal courts, in view 
of Judicial Code, secs. 208, 211 (U. S. Comp. St., secs. 997, 1004), 
and act Cong. act 22, 1913 (38 Stat. 219).—Ibid. 


PERSONAL INJURY CASE 
In No. 1106, Alabama & Vicksburg et al., petitioners, vs. 
Valeere Fountain, administratrix of the estate of Flex Fountain, 
deceased, a personal injury case, the Supreme Court of the 
United States, June 6, denied a petition for a writ of certiorari 
to the Supreme Court of Mississippi. 


OIL CASE RULING 


In No. 653, Seaboard Air Line vs. Florida ex rel. Burr, and 
No. 654, Atlantic Coast Line vs. Florida ex rel. Burr, the Supreme 
Court of the United States, June 6, denied a motion to advance 
the cases, but granted leave to counsel to file briefs as amici 
curiz in Nos. 872 and 873. All these cases involve the applica- 
bility of rates on petroleum products from Florida ports to in- 
terior Florida points. 


MISSISSIPPI] FERRY CASE 


In an opinion by Mr. Justice Van Devanter, the Supreme 
Court of the United States, June 6, affirmed the federal court 
for the western district of Louisiana in No. 140, Mayor and Board 
of Aldermen of the Town of Vidalia, appellants, vs. Louisa Mc- 
Neely, administratrix of the estate of S. B. McNeely, and No. 
163, Louisa McNeely, etc., vs: Mayor, etc., a proceeding involving 
the right of McNeely and his estate to operate a ferry between 
Vidalia, La., and Natchez, Miss., across the Mississippi River. 
The lower court enjoined officials of the town of Vidalia from 
interfering with the operation of the McNeely ferry line. 

The suit was begun in October, 1924. Theretofore, McNeely, 
who later died, had been operating the ferry under license 
granted by Vidalia and Natchez, but these licenses had termi- 
nated. Early in 1924, Vidalia adopted an ordinance specially 
granting to Natchez a license to operate a ferry between the two 
towns for ten years. The effect of this and other action taken 
was to make it difficult for the McNeely ferry to operate. The 
McNeely ferry contended that the town had acted in excess of 
its powers and that its action constituted illegal interference 
with interstate commerce. 

“The question is not whether the town may fix reasonable 
rates applicable to ferriage from its river front or may prescribe 
reasonable regulations calculated to secure safety and conven- 
ience in the conduct of the business, but whether it may make 
its consent and license a condition precedent to a right to engage 
therein,” said Justice Van Devanter. “This we hold it may 
not do.” 


TEXAS CONSTRUCTION CASE 
The Supreme Court of the United States, June 6, granted a 
petition for a writ of certiorari in No. 1087, Texas & New 
Orleans Railroad Company, petitioner, vs. Northside Belt Rail- 
way Company. The suit was begun in the district court of the 
United States for the southern district of Texas, Houston divi- 
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POOLE BROS. INC.,CHICAGO, 


EXPEDITE YOUR TRAFFIC 


Eliminate Congested Classification Yards 
Avoid Rough Handling 


Encourage Your Customers’ Patronage 
By Seeing That They Are Given the 
BEST TRANSPORTATION SERVICE AVAILABLE 


GOOD TRANSPORTATION is a most important feature in merchandising. 


No railroad is better situated to render the highest type of transportation 
service than the Chicago South Shore and South Bend Railroad. 


The South Shore Line offers a new avenue of traffic from west to east and from 
east to west. 


Through its connection with the N. Y. C. & St. L. (L. E. & W. District), at 
Michigan City, Ind., the South Shore Line has built the foundation for an ever increas- 
ing volume of traffic, from satisfied shippers who appreciate the efficient manner in 
which their freight is handled. 


The Chicago South Shore and South Bend Railroad, electrically operated, con- 
nects through the various belt railroads to all western lines at Chicago as follows: 


E. J. & E. - - - - - Goff Junction, Gary, Ind. 
I. H. B. - : - . - East Chicago, Ind. 
B.&0.C.T. - - - - Hammond, Ind. 

Illinois Central. - - - Kensington, IIl. 

Pullman R. R. - - : - Kensington, Ill. 

Belt R. R. of ieee - - through Pullman R. R. 
CRI&P. - - - through Pullman R. R. 


Route your freight over the Chicago South Shore and South Bend Railroad and 
watch the difference. 


Chicago South Shore and South Bend Railroad 


CHICAGO OFFICE OFF-LINE AGENCIES 
Room 605, 79 West Monroe Street SOUTH BEND OFFICE A olene G. A. "i 538 Pa rk Bids. 
Telephone Central £280 301 North Michigan Street ig tag G a. : ete Pi 
F. W. Shappert, Ass’t to the Vice-Pres. Telephene Lincoln 5764 Blas, Mpetrelt "Mick, “ielohone Empire “S640 
Wm. Petersen, Traffic Manager A. W. Oberfell, General Freight Agent Ernest Irber, G. A., 316 Corn Exchange Bldg., 
C. L. Binger, Ass’t Gen. Frt. Agt. R. E. Frantz, Traffic Representative —— trina Telephone Geneva. 1068 
W. R. Jones, Commercial Agt. , “Senens ‘Gey. Mo. Atelechonn Vistar on” 


(SEE MAP OF CONNECTIONS ON OPPOSITE PAGE) 
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sion, by the Texas & New Orleans against the belt line to en- 
join and restrain the belt line, which the petitioner said was 
engaged in the construction of a railroad without having ob- 
tained a certificate therefor from the Interstate Commerce 
Commission, from condemning, under a state statute, certain 
property of the Texas & New Orleans; constructing a railroad 
on said property, and maintaining and operating the railroad on 
said property. The district court denied the application for in- 
junction and dismissed the bill, according to the petitioner, “all 
on the ground that a newly created railroad company, whose 
line lies wholly within a state, has the right to acquire property 
by condemnation, build its railroad, maintain and operate it 
without regard to the federal statutes, and becomes subject to 
said statutes only after it has actually engaged or offered to 
engage in interstate commerce—this in the face of the statute 
which requires a certificate of public convenience and necessity 
as a condition precedent to the construction, extension and op- 
eration of a railroad.” The United States Circuit Court of Ap- 
peals for the fifth circuit, the petitioner said, erroneously 
affirmed the judgment of the court below, holding that the case 
had become moot. 


WAR-TIME R. R. CLAIM 


The Supreme Court of the United States, June 6, denied a 
petition for a writ of certiorari to the Court of Claims in No. 
1000, New York & Pennsylvania Railway Company, by Howard 
Cobb and Fordyce A. Cobb, assignees, petitioners, vs. the United 
States, in which the petitioners sought review of a decision of 
the Court of Claims holding that the petitioners could not re- 
cover damages from the government resulting from continued 
operation of the New York & Pennsylvania in the war period 
when the owners of the road wished to abandon it. The rail- 
road planned to cease operations in 1917, but it was continued 
in operation, according to petitioners, on representations of 
government officials that its operation was necessary to serve 
certain plants making articles for the government. The Court 
of Claims, according to the petitioners, denied relief on the 
grounds that petitioners’ claim was not filed within due time 
under the Dent act, and that the officers charged by the govern- 
ment to prevent the abandonment of the road had no authority 
to bind the government in respect thereof. 


BILLS OF LADING PROSECUTION 


The Commission has received notice that the grand jury 
for the western district of Washington, at Seattle, has returned 
an indictment, in eighteen counts, against Elmer W. Smith, 
president of Elmer W. Smith, Inc., accusing him of having pro- 
cured the issuance of nine false bills of lading, and in aiding 
and procuring their issuance, their falsity consisting of items 
in them purporting to represent goods received by the Northern 
Pacific and Great Northern in interstate commerce, namely, 
canned salmon. (See Traffic World, May 7, p. 1194.) The 
counts are in the alternative, two being based on each of the 
nine bills. In addition he is also accused of having negotiated 
their transfer for value, all in violation of the bills of lading act. 
Smith was held for the grand jury, on complaint of L. B. Me- 
Cord, the Commission’s special agent in its Bureau of Inquiry, 
in $10,000 bond. 


GOVERNMENT LOSES OIL CASE 


The United States Court of Claims, in No. B-150, Atlantic 
Gulf Oil Corporation vs. The United States, has given judgment 
against the defendant for $1,779,922.44, on account of the failure 
of the Shipping Board, in 1921 to take from the plaintiff 6,000,000 
barrels of fuel oil and 9,000,000 barrels of crude oil, in accordance 
with a contract between them. Instead of taking the amounts 
specified, at the agreed price of $1.25 per barrel, at Tecomate, 
Mexico, the plaintiff to pay the Mexican taxes, the board took 
only 5,659,252 barrels of crude and 517,528 barrels of fuel oil. 
Of the fuel oil taken, the board accepted 200,958 barrels at 
points other than the Mexican point specified in the contract. 
Deliveries were to be taken at the rate of 500,000 barrels of fuel 
oil and 750,000 barrels of crude oil per month. 

The Shipping Board notified the contractor, on May 18, 1921, 
that it would not take any more fuel oil. The court said, how- 
ever, that the board did take and pay for quantities of fuel 
oil after that notice was given, although the demand for shipping 
following the slump in the latter part of 1920, lessened the 
demand for fuel by the Shipping Board. 

The court found that the contractor could have furnished 
fuel and crude oil in excess of the amounts taken sufficient to 
entitle it to a judgment for the amount mentioned on account 
of the failure of the Shipping Board to take oil in accordance 
with its obligation under the contract dated August 19, 1920. 


COMMISSIONER HILL REAPPOINTED 


President Coolidge has reappointed Commissioner W. S. 
Hill, of the Shipping Board, for a term of six years. The com- 
missioner will serve under a recess appointment until Congress 
convenes, when his nomination will be sent to the Senate. 


OVERSEAS FREIGHT RATES 
The Trafic World New York Bureny 


The full cargo market has taken a sudden slump in the 
last week, which has been one of the smallest this year jp 
volume of business. The cause of the drop seems to be apn 
unexpected lack of orders for vessels ready for immediate load. 
ing, which has resulted in “distress” rates on these ships, 
Future business is better and rates are holding fairly well, 
Many brokers believe the current reaction is temporary and 
they are advising their clients to cover their commitments at 
going rates. Fixtures of vessels have been made in the last 
few days at llc and 12c a 100 lbs. for Antwerp and similar 
rates for other trades. 

Current rates range as follows: From Montreal, to United 
Kingdom 2s 9d per quarter, to Antwerp-Rotterdam llc per 100 
lbs., to Hamburg-Bremen llc, to the Mediterranean 15 to 17e; 
from the Gulf, July and August, to United Kingdom 3s 94d to 
8s 10144d, to Antwerp-Rotterdam 17c to 17%c, to Hamburg- 
Bremen 18c to 1814c, to the Mediterranean 21c to 22c. These 
rates apply to heavy grain. 

Changes in conference tariffs are announced~as follows: 


Scandinavian and Baltic Ports. No tariff changes but the rate 
on flour to Copenhagen and, Gotenburg which was 33c is now 30c per 
100 Ibs. To’ Malmo, Stockholm and Norrkoping which was 35c has 
been reduced to 33c per 100 Ibs. . 

West Coast Italy—Genoa, Naples and Leghorn. Changes: mineral 
or rock wool now takes a rate of $23.00 per 2240 Ibs. on passenger 
steamers and $21.00 per 2240 Ibs. on freighters. The Council of Min- 
isters of Italy has approved a plan whereby the main ports of Italy 
shall be declared as ‘‘free’’ ports for a thirty year period starting 
January ist, 1928. This arrangement will include Ancona Bari Brin- 
disi, Cagliari, Catania Fiume, Geona, Naples, Leghorn, Messina, 
Palermo, Savona, Trieste and Venice. 


The Pacific Westbound Conference on business originating 
at points named in Trans-continental Freight Bureau Tariff No. 
29-P has made several advances on rates as follows: 


Extract, Chestnut, Dyewood, Logwood, Oakwood, Oak Bark, 
Spruce, Tanning and Quebracho which has been increased from $10.00 
to $12.50 with the usual differential of 50c higher to Shanghai. 
Asbestos, Crude, was $14.00 now $17.00; Asbestos, sand, refuse and 
shorts, was $10.00 now $11.00. Roofing material, Prepared, Shingles, 
Slate, Sheets, Tiles or Metal, asbestos or asphalt covered, Prepared 
Roofing Paper or Felt, in Rolls or bundles, including non-hazardous 
Roofing Cement, was $7.00 now $8.50; the above rates apply per ton 
of 2000 lbs. or 40 cu. ft. and are effective as of date of June 26th, 
from point of origin where shippers may have a contract rate predi- 
cated on the old rate. 

Argentine and Uruguay—River Plate. Change: Hand trucks take 
the same rate as applies on vehicles and parts N. O. S. The Argen- 
tine, with the purpose of preventing the introduction of the corn 
borer, has issued a government decree which prohibited the importa- 
tion of corn as grain or seed. This ruling applies against the import 
of corn from all countries. 

Brazil—Rio, Santos and Bahia. No rate changes except that 
enamel now takes the 3d class rate to Brazilian ports. 

Australasia—Australia, New Zealand, Oceania. No changes to re- 
port since the reduction on pianos from $18.00 to $12.00 and then to 
$10.00 per ton of 2240 Ibs. or 40 cu. ft.; automobiles, $13.50 to $9.00; 
phonographs, motors and cabinets reduced from $24.00 to $15.00 per 
ton of 2240 Ibs. or 40 cu. ft. These rates apply to regular ports of 
call in Australia. 


Rates in the transatlantic trade, according to shipping men, 
are well maintained, except in the case of a few tariff items, 
such as automobiles, on which rates to Antwerp have been 
reduced due to non-conference competition. It is not expected, 
however, that there will be any other reductions. Shipping 
Board lines are reported to be getting a fair share of traffic in 
both directions in the Atlantic trade. 


OCEAN PACKING REGULATION 


President Dalton, of the Fleet Corporation, this week was 
considering a reply to a letter received by him from W. H. 
Chandler, chairman of the Shippers’ Conference of Greater New 
York, and traffic manager of the Merchants Association of New 
York, relative to conditions imposed by the North Atlantic Con- 
ference on shipments in fibreboard and veneer containers. (See 
Traffic World, May 21, p. 1340.) It was understood that a reply 
might go forward in a few days. In his letter to President 
Dalton, Mr. Chandler said: 


I am afraid we are not making much progress in our correspond- 
ence. The steamships are putting the entire burden on the shipper 
to make the proof instead of placing the responsibility where it be- 
longs. Any bill of lading that carries an indorsement on its face 
indicating that in all probability the goods are not properly packed 
is not a clean bill of lading and would not be tolerated for one moment 
by any regularizing commission that was guided by a sense of fair- 
ness. 

You made your investigation before the shippers had any knowl- 
edge of what you were doing. The first the shippers knew of this 
was the surprise sprung by your circular advertising that certain 
penalties would be imposed. an you had a conference with 
shippers which was largely attended and your action was protested. 
As a result, you held in abeyance the penalty, but imposed an ob- 
noxious requirement in lieu of the penalty. 

You may have given the matter all the consideration necessary, 
but if your consideration and investigation were complete why was 
it necessary for you to make further investigation? Your argument 
does not hold water. It seems to me that you are simply straddling 
instead of meeting the issue squarely. 

Do you know of any foreign line engaged in trade from a foreign 
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port that imposes this restriction on foreign shippers? I have asked 
you this question, but you studiously avoid answering it. 

You say that you had certain shipments turn out in bad condi- 
tion, but you have not placed those facts squarely before the shippers 
so that they might determine whether the fault was with the packing 
or with the handling. 

There is a very strong impression among shippers who are inter- 
ested in this subject that it is a revenue measure and not a secure 
packing measure. There are shippers interested in this matter who 
are not engaged in the cereal business. 

The steamship lines are making this proposition, and it is not 
up to the shippers to give reasons why you should not do it, but 
every sense of fair dealing requires you to make plain why you should 
do it. We are vitally interested in the principle involved. If you 
can stick this obnoxious statement on the bill of lading you can stick 
a more obnoxious one on it, and can do so with impunity unless 
legislation prevents it. I am sure that if the conference insists on 
continuing the imposition of this restriction legislation will result. 

I deem it the duty of the steamship companies to refuse shipments 
that are improperly packed or to make a specific notation on the 
pill of lading to the effect that they are not, and for that reason limit 
your liability, but my sense of fairness is outraged when you place 
a stamp of this kind on a shipment that is properly packed. If there 
is no object in doing it, as I said before, there is no excuse for it. 
If there is an object the conference has never divulged it. 

It would be much more gratifying to American shippers if the 
United States Shipping Board would show a little sympathetic treat- 
ment in matters of this kind instead of following the policy of the 
foreign lines. 


SALE OF BOARD VESSELS 
The Trafic World Washington Bureau 


The Shipping Board June 7 approved the sale of four steam- 
ers to Madrigal & Co., of Manila, P. I., for the sum of $112,000. 
The vessels are the Connersville, Cranenest, Craincreek and 
Crawlkeys. The ships are of the shallow draft, lake-type, with 
a deadweight of 3,364 tons. Each is equipped with, reciprocating 
engines of 1240 IHP, and is designed to steam at 9% knots. The 
yessels will be operated in the Philippine coastwise trade and 
from the Philippines to Australia. 

The board also accepted an offer of the Charles Nelson Co. 
of San Francisco, for the purchase of the Sacramento and 
Sutherland for the sums of $104,000 and $107,000, respectively. 
The tonnage of these ships is 7,462 and 7,387 deadweight tons, 
respectively, and each is equipped with engines of 2030 IHP, 
and designed to steam at 10 knots. 

The Shipping Board, it is understood, has under consider- 
ation a proposal to offer for sale its lines operating out of 
Pacific coast ports. The lines are the American Australia Orient 
Line, operated by Swayne & Hoyt, Inc., of San Francisco, be- 
tween the Pacific coast and New Zealand, Australia and the 
Philippines; the Oregon Oriental Line, operated by the Columbia 
Pacific Shipping Company of Portland, between Columbia river 
ports and the Orient; and the American Oriental Mail Line, 
operated by the Dollar interests from Seattle to the Orient. The 
American Australia Orient Line has 19 cargo ships and 2 tankers. 
The Oregon Oriental has 11 cargo ships and 1 tanker. The 
American Oriental Mail has 7 cargo ships and 1 tanker. 

In considering the proposed sale of the Shipping Board’s 
Pacific coast lines, difference arose among members of the board, 
it was understood, as to the length of time purchasers should 
be required to operate the lines. Commissioners Benson, Plum- 
mer, Smith and Hill favored, it was understood, a_ ten-year 
guaranty as to operation, while Chairman O’Connor and Com- 
missioner Myers favored the usual five-year guaranty as to 
operation. 

A proposal for acquisition of the lines was submitted to the 
board by K. D. Dawson, of Portland, Ore., manager of the 
Columbia Pacific Steamship Company; W. F. Humphreys of San 
Francisco, and Raymond Baker, of Washington, D. C. 

With Commissioners Benson, Plummer, Smith and Hill vot- 
ing for it and Chairman O’Connor and Commissioner Myers 
against it, the board adopted a resolution calling on the board’s 
general counsel to submit proposals to protect the interests of 
the government in the event of sale of the lines, based on a 
ten-year guaranty. 

The proposal of Mr. Dawson and others for acquisition of the 
lines embraced arrangements for changes in routing of vessels 
so as to give flexibility to the services. The plan contemplated 
that a yessel of one of the lines could enter a port served by 
one of the ether lines in the event the line serving that par- 
ticular port could not handle a given cargo. 


WORLD SHIPPING OUTLOOK 


Although general prosperity in ocean shipping is still in the 
uncertain future, the present day outlook is encouraging, accord- 
ing to Norman F. Titus, chief of the transportation division of 
the Department of Commerce. He says substantial progress has 
been made toward restoration of the industry on a stable basis. 
Oversea trade, although sluggish in some areas, he says, has 
grown appreciably in volume in the last few years. As a result, 
the lack of balance between ships and cargo has become much 
less pronounced. Idle shipping, he says, has steadily decreased 
throughout the world and at the beginning of 1927 the total 
amounted to about 4,000,000 gross tons as compared with nearly 
7,000,000 tons at the beginning of 1924. The decrease, he says, 
although owing in part to the breaking up of ships, is attribut- 
able in no small measure to the absorption of ships into trade. 
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PORT TERMINAL CHARGES 


The Traffic World New York Bureau 


Witnesses appearing at the hearing before Commissioner 
Meyer and Examiner R. N. Trezise on the segregation of termi- 
nal charges from line haul rates of railroads to tidewater points 
testified generally that the disadvantages would outweigh the 
advantages of such a plan. Some of them agreed that segre- 
gation could be accomplished satisfactorily from a practical point 
of view but would involve a considerable amount of clerical 
work without any special benefit. 

John Nicolson, representing the Shipping Board, filed a 
brief in support of segregation in behalf of outports, which have 
direct connection between rail and ship. The brief contended 
that segregation would be a great advantage to shippers in 
expanding foreign trade. Other witnesses, however, said it 
would result in complications in billing which would have an 
injurious effect abroad. 

A large part of the time was occupied by E. S. Neilson, 
foreign freight agent of the Pennsylvania Railroad. He testified 
that substantially the same service was involved in the case 
of a vessel taking cargo directly from cars at a Jersey City 
pier as from one lying at a Brooklyn pier, to which the cargo 
must be transferred by lighter from the Jersey City terminal. 

As to storage of freight by the railroads, Mr. Neilson said 
there was a free time period of fifteen days on package freight 
received at New York, Philadelphia and Baltimore for coast- 
wise or export shipment and a five-day period on bulk freight. 
Within this period, he said, there was no distinction made be- 
tween storage, wharfage and handling charges, but after the 
free period freight would be transferred either to railroad or 
private warehouses. He admitted that charges of the former 
were lower than the latter in most cases. 


Replying to questions by W. H. Chandler, traffic manager 
of the New York Merchants’ Association, Mr. Neilson said 
switching service and lighterage were both used for the delivery 
of freight to designated portions of the harbor. Use of lighters, 
he added, tended to relieve congestion in railroad yards and on 
piers, and makes for quicker turn-around of vessels. 

Questioned by Frank S. Davis, counsel for the Maritime 
Association of the Boston Chamber of Commerce, Mr. Neilson 
said there were ten or eleven railroad terminals in New York 
harbor and about a hundred different rates for accessorial 
charges. He said he did not believe the adoption of a consoli- 
dated tariff for these services would be helpful in overcoming 
the difficulty of segregating charges. 

Disparity between railroad warehouse charges and those 
of independent warehouse concerns, Mr. Neilson said, was not 
a factor in the solicitation of import business. Rates of com- 
peting lines alone were considered. Increase of such storage 
or demurrage charges, he said, had been found to cause a loss 
of business in some commodities. 


It was the uniform practice of railroads, he said, to make 
no charges for loading or discharging of ship cargo at New York, 
Philadelphia, Baltimore, or Norfolk. No charge was made for 
wharfage in addition to line haul. The only difference, he said, 
was in storage rates. These were uniform at Philadelphia, Bal- 
timore, and Norfolk, but there was some difference between 
charges for storage at these ports and at New York and Boston. 

Arrangement of a consolidated tariff on dockage, wharfage, 
handling and storage, Mr. Neilson testified, would be practicable, 
but he did not believe the publication of such a tariff would 
materially affect the situation. Replying to a question by H. J. 
Wagner, representing the Port of Norfolk, he said he did not 
see any disadvantage in shipside rates, such as were quoted by 
the railroads to South Atlantic ports. Such rates, he said, simpli- 
fied matters for the shipper. 


B. Hoff Knight, representing the Ocean Traffic Bureau of 
Philadelphia, brought out the fact that the railroads do not 
absorb handling or lighterage charges in cases where the line 
rate is lower than 9 cents. Mr. Neilson explained, however, that 
when the rate is 8 cents and the handling charge 2% cents, a 
total charge of 9 cents is made and that there is no difference 
in rates for long and short hauls of goods of similar character 
similarly packed. 


Wilbur H, La Roe, Jr., of counsel for the Port of New York 
Authority, who appeared on behalf of the freight forwarders, 
brought out an admission from Mr. Neilson that, in the case of 
several railroads delivering freight to a steamer at the pier 
of one of the roads on the Jersey side of the Hudson, it would 
not be possible to make a uniform lighterage charge that would 
reflect the cost of service, because of difference in time and 
length of haul. 

Mr. Neilson, replying to questions by Commissioner Meyer, 
said he was not clear as to what advantage might be derived 
from the proposed segregation of charges; that conditions in 
this port had grown up in a period of many years and that no- 
body seemed to be particularly harmed by the existing arrange- 
ment. A change, he said, in answer to further questions, would 
naturally involve agitation for reduction of charges at all inter- 
mediate points in the interior. Absorption of switching charges 
at interior points in cases where the freight revenue is $20 or 
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over, he said, did not differ materially from the plan of estab- 
lishing a minimum limit of 9 cents of absorption of port terminal 
charges. 

Thomas L. Stitt, of G. W. Sheldon and Company, president 
of the New York Freight Forwarders’ and Brokers’ Association, 
testified that segregation of terminal charges would increase the 
difficuties of both shippers and forwarders and would impede the 
development of foreign trade. He cited the experience of allo- 
cating charges during the World War, when his firm was han- 
dling the business of the French Government and the many 
resulting disputes. 

There would be great difficulty, he said, in convincing 
foreign shippers of the legitimacy of the various separate charges 
and he expressed the belief that adoption of such a policy would 
play into the hands of foreign competitors of American steam- 
ship lines. He also said that, in his opinion, chaos would re- 
sult if railroads were forced to accept freight at line haul rates 
and turn it over to independent terminal warehouses not subject 
to any form of rate control or regulation. 

The policy of his firm, he said, was to use whatever port 
best served the interests of its clients. A considerable volume 
of traffic handled by it, he added, moved through Savannah. 
He expressed agreement with a suggestion by Mr. Chandler that 
severance of rates would be likely to become a fertiie source of 
rebating. In reply to another question he said he believed the 
segregation of inland rates from trans-Pacific rates forced the 
Northern Pacific out of the shipping business. 

A. H. Wright, assistant to the general superintendent of the 
New York Central Railroad, questioned by Mr. La Roe, said 
carfloats were merely a substitute for bridges and, therefore, a 
part of the line haul. Lighterage service, he said, was used in 
lieu of switching and could not properly be considered an acces- 
sorial service. All facilities of the railroads in the Port of 
New York, he added, had been built up around the lighterage 
system. 

Charges that the Shipping Board is against the public were 
made by W. A. Becker, traffic manager of the Brooklyn Chamber 
of Commerce. After seeking information as to the purpose of 
the board in asking the Commission to investigate the terminal 
charges of railroads at North Atlantic ports, Mr. Becker said: 
“This hearing seems to have developed along the lines of the 
Shipping Board against the public.” 

Following the failure of witnesses to show how present 
methods were injurious to shippers, Commissioner Meyer said 
he wanted to hear testimony on how the present system of ter- 
minal charges was wrong. He said the Commission wished to 
co-operate with the board and the hearings were started as a 
courtesy to the board. 

John Nicolson, of counsel for the board, which filed a brief 
with the Commission in support of an application for the segre- 
gation of terminal and line haul charges on behalf of the out- 
ports, inquired as to whether Billings Wilson, deputy manager 
of the New York Port Authority, could say what the line of 
demarkation was where New York was not jealous in control- 
ling the movement of freight in or out, or was willing to concede 
it to other ports. 

W. H. La Roe, Jr., asked whether the Shipping Board took 
the position that New York was getting too much business. 

“Yes,” Mr. Nicolson replied, “in so far as it takes cotton 
from the South.” 

In explanation of the board’s request for the hearings and 
its attitude toward the trade the Port of New York was receiv- 
ing, Mr. Nicolson made the following statement: 


Mr. Becker’s statement reveals he is not familiar with the facts. 
Our activities have resulted primarily from an investigation by en- 
gineers of the river and harbor board of the War Department, which 
revealed conditions incident to rates and charges by railroads having 
rail-water terminals which are believed to be prejudicial to the de- 
velopment of shipping terminal facilities at our ports. 

Recent sessions have been devoted to railroad witnesses, and 
the railroads do not favor the changes proposed; this is the testi- 
mony to which Mr. Becker has listened and doubtless explains his 
statement treating the railroads’ attitude as the public interest. 
In contrast with his comment is not only the part taken by the War 
Department at the beginning, but we have been urged by representa- 
tives. of trade organizations and official bodies at a number of the 
Atlantic and Gulf ports to promote the proposed changes. 

The subject was carefully considered by the American Associa- 
tion of Port Authorities last year and received their commendation. 
Among the points involved is: When a railroad furnishes terminal 
facilities for delivering freight to steamships, terminal charges should 
be separately expressed in quoting the rate so that a shipper desiring 
to divert the traffic from the railroad on arrival at port may do so 
without feeling he is paying the railroad for a terminal service not 
rendered. In this brief statement, however, the issues cannot be 
fully explained. 

We have known from the beginning that important New York in- 
terests are in opposition. This may be due to the fact that the 
separation of the terminal charges from line-haul rates may divert 
some of the export and import traffic moving through New York 
to other ports which, in the national flow of commerce, are perhaps 
entitled to it; for instance, it is difficult to justify the transportation 
of cotton for export through the Port of New York when Southern 
ports are naturally entitled to the traffic. — 

On April 7, 1923, at a joint hearing in New York before the 
Interstate Commerce Commission and the Port of New York Au- 
thority involving terminal development around New York Harbor, 
which the railroads opposed, we appeared at the request of the coun- 
sel for New York and supported the contentions of the Port of 
New York Authority. Then as now the questions involved the bet- 
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terment of terminal facilities for vessels in our foreign commerce. It 
is under the same mandate of law under which we then proceeded 
and in the application and extension of similar principles and policies 
that we are now acting. 

In the present instance, however, our activities may result in 
other and smaller ports getting their just deserts in the movement 
of traffic in our foreign trade. 

The distinctly public service we are seeking to render is re- 
vealed in the fact that if we succeed in getting the reform proposed 
it may result in substantial reduction of revenues from army base 
terminals under the control of the board, because of existing ar- 
rangements with railroads using them; that such a result may 
follow our success in the present matter is a factor which must not, 
of course, be allowed to control when broad public interests are in- 
volved. 


Mr. Wilson, who was the principal witness of the day, in 
response to questions by Mr. La Roe, said lighterage accom- 
plished virtually the same function as switching. Because of 
the peculiar geographical situation of New York, he added, the 
system of delivery of export, import and local freight involved 
a great many different methods. The railroads, occupying some 
fifty per cent of the available water-front space on the west 
side of the Hudson River, had found it necessary to transport 
freight to the steamship piers on the east side of the river. 

By reason of the fact that the New York Central, by reason 
of being the only line having direct access to Manhattan Island, 
had for years been the rate making line on Western traffic, the 
railroads on the other side of the river had been forced to meet 
its competition by the use of car floats and lighters. This 
method of reaching the New York side, he added, had been in 
use for the last fifty or sixty years. 

On the Jersey side of the river, he pointed out, the only 
rail-water terminal of importance was that of the Manufacturers’ 
Railroad, owned by the United States government, which serves 
the steamship piers along the Hudson waterfront. This line, he 
added, quoted the flat New York rate. Traffic was transferred 
to it by the trunk line roads via Belt Line No. 13. This transfer, 
he showed, involves several operations, the number depending 
on the location of the connecting line. 

Replying to specific questions, Mr. Wilson said lighterage 
was distinctly an alternative to switching in the port; that in 
the case of export freight, the line haul terminated at the steam- 
ship pier and the carrier was obligated to deliver freight along- 
side the ship. He had heard no complaints of injury suffered 
by anybody through this practice. 

At this point attention was called by R. W. Barrett, counsel 
for the railroads, to the fact that, in rulings by the Commission 
in 100 I. C. C. 385, 50 I. C. C. 634, and 49 I. C. C. 787, transfer 
and lighterage services were equivalent to necessary extensions 
of the rail lines and that the same might be said of ferry and 
car float service. 

The proposed segregation of terminal charges, Mr. Wilson 
held, would jeopardize investments in New York city dock 
bonds to the amount of $135,000,000, in Brooklyn and Staten 
Island terminal properties amounting to some $65,000,000 and in 
Hoboken terminals to the amount of $20,000,000. This, he said, 
would, be due to the natural drift of shipping to the Jersey ter- 
minals, which might be able to provide the necessary accommo- 
dations. 


He asserted, however, that New York was the solar plexus 
of the foreign trade of the country and that anything that would 
tend to upset the established flow of commerce by manipulation 
of rates without practical result to carriers or shippers would 
have an effect in New York and the country at large and even 
on the other side of the ocean. 


Any attempt to fix a general average of lighterage charges 
apart from the line haul rates, he went on, would induce private 
lighterage companies to offer to handle some commodities at 
rates below this general average and would result in irregularity 
of rates which would be highly undesirable and confusing. He 
said he could not see any benefit in the proposed segregation of 
terminal charges to be derived by railroads, steamship lines, 
dock or warehouse owners, or shippers. The present system, he 
said, provided equality of terminal opportunity for any one who 
might wish to operate or construct piers in the lighterage limits 
of the port, whereas segregation of terminal charges would re- 
sult in separation of the port and would destroy this equality. 

About 35 per cent of the export trade of the port, Mr. Wil- 
son stated, was local to the New York side of the river and 
would be adversely affected by removal of the terminals to the 
west side of the river if such a result should follow segregation. 

W. P. Hedden, chief analyst of the Port Authority, told of 
the suggestions that had been made for unification of lighterage 
and towing services. The lighterage services, he said, relieved 
the carriers from the necessity of building individual tunnels 
across the Hudson. Mr. Hedden presented statistics in regard 
to inward and outward traffic of the port showing what propor- 
tion was handled at various points in the harbor. 

H. M. Bassett, general office engineer of the New York Cen- 
tral Lines, told of the difference in costs of storage of various 
commodities. Switching, floatage, dockage, storage and whartf- 
age, he added, were not constant charges. He considered that 
switching, lighterage and floatage were on the same basis as 
part of the regular terminal operations. 
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Service of the belt line connecting the railroads on the Jer- 
sey side of the river, he said, was an exact parallel to the light- 
erage service operated between these terminals. 

Mr. Bassett said he saw no possible advantage in segrega- 
tion of terminal charges. Any effort in this direction, he as- 
serted, would mean increase of carriers’ charges which would 
ultimately be passed along to the consignor or consignee. 

Mr. Nicolson, in the examination of Mr. Bassett, asked for 
a statement of values of railroad terminal properties at the 
various ports and of stock owned by railroad companies in 
steamship companies or other water terminal concerns. 

W. H. Chandler brought out the statement from Mr. Wilson 
that lighterage was not covered by marine insurance policies, 
peing considered part of the railroad service. 

At the session, June 4, S. G. Spear, chairman of the commit- 
tee on ports and port facilities of the Ameri can Warehouse- 
men’s Association, testified that private terminal companies were 
at the mercy of the railroads because the latter could absorb 
terminal losses in their line haul charges. Replying to F.. C. 
Hillyer, representing the municipal docks and private concerns 
of Jacksonville ana Wilmington, Mr. Spear said costs of handling 
freight, including wharfage, might amount to as much as 80 per 
cent of the line haul revenue in the case of short line railroads, 
on all traffic handled to and from the piers. The low rates 
charged by the railroads for such accessorial service could easily 
drive private terminal companies into bankruptcy, he asserted. 

Charles E. Cotterell, counsel for the Warehousemen’s Asso- 
ciation, conducted the direct examination. In reply to his ques- 
tions, Mr. Spear explained that the warehouse companies did 
not advocate separation of terminal charges from line haul rates 
as they stood at present, but were concerned chiefly with the 
additional services of switching, lighterage, and floatage to the 
extent of seeing that fair charges were made, based on costs 
of maintenance and operation. He declared that he believed in 
equality of port opportunity whether it was necessary to obtain 
this by segregation of port charges at ports where terminal 
losses were now absorbed or by making the same system of 
absorption applicable at all ports. 

H. J. Wagner, representing the port of Norfolk, elicited the 
answer that Mr. Spear thought it would be comparatively simple 
to arrange a scale of rates for accessorial service in a conference 
of port interests, and that rates for the various ports could 
easily be equalized. Mr. Spear said rates at Boston were 
seriously affected, in some instances, by the low rates at New 
York. 

Referring to rates at southern ports, he said rates there 
might be lower because of the employment of negro labor, but 
he thought the measure of cost should, so far as practicable, 
enter into the fixing of rates. At present, he added, there was 
no stability or uniformity of storage rates as between North 
Atlantic ports. Establishment of uniformity he considered more 
a railroad than a warehouse problem. 


Questioned by W. H. Chandler, Mr. Spear said there was 
the same protection against substitution of imported goods 
stored in private warehouses as in the case of storage in rail- 
road warehouses. As to the handling of export cargo, he said 
it was probably a matter of practical necessity for railroads 
to do the unloading at terminals, but it was not a practical 
necessity that no charge should be made for this service. In 
some of the southern tariffs, he said, the charge for loading 
and unloading was separately stated, but, in view of long estab- 
lished practice, it did not seem practicable to do this at North 
Atlantic ports. 


He stated in reply to further inquiries that many warehouse- 
men were of the opinion that some sort of public control of 
storage and other accessorial rates would be helpful if properly 
administered. 


P. L. Gerhardt, vice-president and general manager of the 
Bush Terminal Company, said the practice of making no charge 
against vessels for docking was peculiar to the United States; 
that it was the general practice in all other countries to require 
vessels to pay for berthing facilities. In New York Harbor the 
railroads, he said, made no charge for the use of their piers, 
but the private terminals found it necessary to make a regular 
charge for such service. 

At the Bush Terminal, Mr. Gerhardt said, a berthage charge 
of $100 to $125 a day would include the use of a pier space 650 
feet long by 150 feet wide. The investment in private terminal 
facilities, he added, could not be financed without such charges. 
Railroad rates for “in transit” storage, he said, were often no 
more than 25 per cent of the commercial rate. 


Diversion of traffic to rail terminals by such practices, he 
indicated, might eventually result in the railroadg being called 
on to supply all such storage because private concerns could 
not continue to handle business on this basis. Cost of such 
service, he held, need not be included in line haul charges, but 
should be separately and distinctly published as an accessorial 
charge. 

He said he could see no difficulty in establishing a tariff 
of such charges. Adoption of such a classification, he said, 
would tend to stabilize the warehouse business at North Atlantic 
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ports and inland ports. Like Mr. Spear, he said he saw no 
Objection to reasonable and proper control of terminal rates. 
W. A. Becker, traffic manager of the Brooklyn Chamber of 
Commerce, replying to Mr. Nicolson’s remarks concerning his 
alleged lack of knowledge of the facts of the case, said: 


The Shipping Board, in its questionnaires sent throughout the, 
country, has given every indication of its intention to support other 
ports than New York. We are interested in our own port and see 
no reason for the statement that New York is getting too much cotton. 
It seems to us that New York is at least entitled to the same consid- 
eration from the Shipping Board as any other port on the North 
Atlantic seaboard. 


At the conclusion of the hearing Mr. Hillyer asked the 
examiner to take steps to have a questionnaire sent to the 
railroads serving the south Atlantic ports to ascertain the aver- 
age cost a ton of handling freight and the revenue required to 
pay a fair return on investments in rail and water terminals. 
He also asked that hearings be held at the south Atlantic ports 
and suggested that this purpose might be served by a joint 
hearing at Jacksonville. 


BOARD’S OPERATING RESULTS 


In 1926, Shipping Board vessels completed over 1,200 voy- 
ages, carried 9,600,000 tons of cargo, and about 108,000 passen- 
gers, according to a statement issued by the Merchant Fleet 
Corporation. 

“The approximate revenue from these voyages was $80,800,- 
000 and the voyage expense, $83,300,000 (not including insur- 
ance, repairs, or administrative expense),” the corporation said. 
“Out of this $83,300,000 voyage expenses approximately $14,- 
000,000 was for wages; $11,000,000 for food, stores and equip- 
ment; $17,400,000 for stevedoring and other cargo expense; 
$5,700,000 for port charges; $8,900,000 for fees, commissions, 
and brokerage; $3,300,000 for miscellaneous, and $23,000,000 for 
fuel.” 

The statement showed that the fuel division purchased 
12,569,000 barrels of oil and 346,840 tons of coal at a total cost 
of $22,496,000. The fuel division operated and maintained 15 
owned and/or leased fuel oil stations from which were issued 
3,354,000 barrels of fuel oil with a value of $4,887,000. The pur- 
chasing division made purchases, exclusive of fuel and office 
supplies, at a cost of $3,730. The activities of this division, the 
statement said, had been greatly increased since last September 
by taking over purchases formerly made by the United States 
Lines and by extending the contract plan of purchasing which 
includes all subsistence stores formerly purchased by managing 
operators. The volume of this additional business was esti- 
mated at $5,000,000 annually. The stores and sales division 
maintained and operated approximately 15 storehouses at domes- 
tic ports and was responsible for materials and equipment stored 
at foreign ports. 

Fuel savings amounting to $3,000,000 a year were reported 
by the fuel coservation committee of the board. 

The difference between the voyage revenue and voyage ex- 
pense of $2,500,000 reported does not, of course, represent the 
total deficit incurred by the operation of the government ship- 
ping services in 1926. Chairman O’Connor recently stated the 
board’s “operating expense cost” for 1926 as $14,850,000. (See 
Traffic World, May 28, p. 1420). The figures of the Shipping 
Board also, of course, do not take into consideration such items 
of expense of cost of capital and taxes that would have to be 
met by private operators. 


INTERCOASTAL RATE, ORDER 


The Shipping Board, June 7, entered a formal order in its 
intercoastal rate investigation with respect to the filing of new 
schedules of rates by intercoastal lines. The order was adopted 
as the result of announcement by intercoastal carriers at the 
rehearing in the proceeding May 23 that they would file new 
schedules of rates. (See Traffic World, May 28, p. 1418.) The 
board’s order follows: 


Whereas, by resolution of March 9, 1926, the board entered upon 
proceeding of inquiry and investigation concerning schedules and 
charges recorded with the board on behalf of intercoastal carriers in 
pursuance of section 18 of the shipping act, 1916, and 

Whereas, the board, after hearing, made and filed a report and 
order dated Nov. 4, 1926, and having thereafter, upon application of 
certain of said intercoastal carriers, held a rehearing on May 23, 1927: 

Ordered, That the said report and order of the board of Nov. 
4, 1926, be, and they are hereby rescinded; and it is further 

Ordered, That every common carrier by water subject to the re- 
quirements of section 18 of the shipping act, 1916, engaged in inter- 
coastal service through the Panama Canal, shall, in respect of such 
services, within 60 days from date hereof and in compliance with the 
provisions of said section 18, file with the board a copy open to public 
inspection in the form and manner prescribed by the board’s tariff 
regulations revised tariffs of maximum rates. A copy of this order 
shall be forthwith served upon each of said carriers. 


PARCEL POST REGULATIONS 


W. Irving Glover, second assistant Postmaster General, has 
issued the following: 


Under the provisions of the Pan-American Parcel Post Convention 
of Mexico, which convention becomes effective July 1, 1927, for all 
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countries which have ratified the same, the rate of postage applicable 
to parcel-post packages mailed in the United States for said countries 
will be 12 cents (the eighth zone domestic rate) for each pound or 
fraction of a pound plus 5 cents per parcel up to and including 5 
pounds and plus 7 cents per parcel over 5 pounds up to and including 
22 pounds. 

The charge of 5 cents and 7 cents per parcel is composed of the 
2-cent service charge plus 3 cents and 5 cents, respectively, as ase 
surcharge provided for in the convention in question. As in the case 
of the ordinary postage, the service charge and the surcharge must 
be prepaid by means of postage stamps affixed to the parcel at time 
of mailing. 

As Mexico is the only country other than the United States which 
has thus far ratified the Pan-American Parcel Post Convention of 
Mexico, the above rates will become effective July 1, 1927, only as 
regards parcel-post packages for Mexico and the item “Mexico” in 
the table on page 253 of the Annual Postal Guide for July, 1926, is 
modified accordingly. 

The same rates will become effective on parcel post for other Pan- 
American countries as soon as the convention named is ratified by 
such countries, appropriate announcement of which will be made from 
time to time in the Postal Bulletin ana the Postal Guide. Except 
as regards parcel post for Mexico, the rate of 14 cents per pound or 
fraction thereof under the provisions of the Pan-American Parcel 
aro Convention of Buenos Aires will remain in force until further 
notice. 


Parcels for Abadan should henceforth be addressed to the Poste 
Restante, which has been established at Abadan. The information 
under ‘“‘Poste Restante Mohammerah”’ should be changed to read, 
“Parcels for places in the Province of Arabistan, except Ahwaz, 
Maidan-i-Naphtun, and Abadan.’’ The foregoing modifies the infor- 
mation issued by this office in its announcement of April 14, pub- 
aeag y page 49 of the May supplement to the annual Postal Guide 
for 


REDWOOD LINE SERVICE 


In order to cope with the increase of business between the 
Gulf of Mexico and Pacific coast ports, announcement is made 
by the Finkbine-Guild interests, owners of the Redwood Line, 
for which the McCormick Steamship Company of San Francisco 
is agent, that, beginning June 18, with the S. S. Abron, a ten- 
day service will be put in operation for the next few months. 
This will probably be followed by a permanent fourteen-day 
service with the S. S. Abron, Dio, Dochet, Sabotawan and Man- 
hattan Island. The Redwood ships carry mixed cargo from 
Mobile, Gulfport and New Orleans to Pacific coast ports. Coast- 
wise transshipments are being handled by the McCormick 
Steamship Company and its Pacific coast offices. 


FLEET CORPORATION BULLETIN 


The Merchant Fleet Corporation has begun the publication 
of a monthly bulletin called the “Merchant Fleet News.” In the 
June issue—the first—announcement is made that the bulletin 
is published in the interest of the managing operators and em- 
ployes for the promotion of good will, good business and good 
service. It is designated as an official meeting place or clearing 
house for ideas of those actively engaged in maintaining Ship- 
ping Board services. It is edited by W. B. Castonguay, of the 
Fleet Corporation staff in Washington. 


COST OF COAL TRANSPORT 


The Trafic World Ottawa Bureau 


The contention of the province of Ontario is that the actual 
out-of-pocket cost of transporting Alberta coal to Toronto is be- 
tween $5.03 and $6.08 a ton, with the former figure probably a 
trifle low and the latter figure high. This rate compares with 
an estimate by the Canadian National of $7.44 a ton and an 
estimate by the Canadian Pacific of between $7.29 and $8 a ton. 

George W. Oliver, expert employed by the province of On- 
tario, placed an exhaustive analysis to uphold the estimate 
before the Railway Commission, which began a hearing June 7 
into the cost of transporting western coal to Ontario. The 
witness differed in a number of particulars with E. P. Mallory, 
who compiled the estimate for the Canadian National. The 
great difference, he alleged, arose in the amount allowed for 
maintenance of equipment. He said the C. N. R. estimate of 
out-of-pocket cost allowed 20 per cent for freight operating ex- 
penses and that 20 per cent of these operating costs were at- 
tributed to maintenance of equipment. As a matter of fact, he 
said, freight car repairs over the whole C. N. R. system in 1925 
only amounted to 10.6 per cent of the total freight operating 
expenses, and he argued that it could not be shown that the 
higher amount—20 per cent—could be justified as attributed to 
the operation of cars carrying coal. 

In summing up his direct testimony, Mr. Oliver said the 
board could not, in his opinion, hope to determine the exact 
cost of moving western coal to Ontario, but could only attempt 
to determine as closely as possible the out-of-pocket cost of 
shipments to the railways. He explained that the out-of-pocket 
cost meant the actual cost that would result over and above 
what the railways would have to pay for maintenance of their 
lines whether or not they carried western coal to central Can- 
ada. He held that, while his figures were not exact, they. rep- 
resented a margin more than sufficient to meet the cost indi- 
cated. The higher figure in his estimate was reached, he said, 
by allowing the same expense for moving empty cars west as 
for moving loaded cars east, while, he maintained, no justifica- 
tion for such a basis of costs could be made. 
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At the conclusion of his direct testimony, Chief Commis- 
sioner McKeown asked Alistair Fraser, counsel for the Canadian 
National, whether he wished to begin examination. Mr. Fraser 
replied that the witness had departed from the basis of calcula- 
tion agreed upon and had used some statistics of American rail- 
roads. Before examination it was essential that he have this 
information. 

George Kilmer, for the Province of Ontario, objected to a 
long adjournment, but agreed on an adjournment overnight, at 
least, to enable counsel for the railways to read the evidence. 


CANADIAN CAR LOADING 


Car loadings for the week ended May 28 totaled 53,914 
cars, a decrease of 7,622 from the previous week. The holiday 
on the twenty-fourth was one factor and the decline in the grain 
loading was another in this decrease. Compared with the cor- 
responding week last year, the decrease was 3,544 cars. Grain 
accounted for 2,210 cars of this decrease, coal was lighter by 
814 cars and miscellaneous freight was lighter by 284 cars. 
Pulpwood, pulp and paper, other forest products, and ore also 
showed decreases. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
EASTERN CANADA 


-—For the week Ended—, 
es 28, = 21, May 29, 
































Commodities 192 1927 1926 
Grain and Grain Products.........6..e++ 2,990 3,175 3,498 
ee ae an eames 1,000 1,163 1,025 
MN ae Fea e cyclo cig Givin niall ed a eee ate ae 4,345 5,279 540 
MM ors. caro: eho, crate isiniec are, sin'ssbrartci ole crmrere-crerereiohere 153 280 187 
IE cds orsr'g: Simard SUR COSY Se REE Ow OEETS 2,678 2,909 2,646 
IR crates aco as ne nu Si wremeniewtne es 1,768 1,706 1,909 
Pulp and Paper CeCe oes erecreseceoeeeeCeneee 1,888 2,017 2,230 
Other Forest Products.......scccccsccccecs 1,003 1,232 1,146 
I rrr hee mraccreaw es alla erelae erelenaeceie = m pod Rye 
Merchandise, Li. C. Li... cs. ccccccsscccees 11,32: ; 2 
I, arb hionw ce ew sone me tee ou ewee 10, 694 12,167 10,684 

Tete) Care TOGRG, «..6c 6vcviceccsevss 38,533 43,873 40,923 

Total Cars Received from Connections 34,771 36,024 35,000 

WESTERN CANADA 

Grain and Grain Products..........ceee- 2,417 3,606 4,119 
SE I 5 4g oa aidio't ONG tikes ese wee Oe see 550 663 727 
BE Udiwl- pte doe eb a wr betednseewene ge eeNwe 819 856 577 
RS re eer earn errr a 32 31 21 
I lriidneioKgiiele Weitdw ver aveeeN edeeees 1,304 1,274 1,010 
Boca bh enee iain ee acces ene ep ecaeretans 24 119 105 
IIo sie os Wee elec ct sence mewues 386 220 1 
Other Vorest Products... ..... 26. .cccsccse ccc 1,721 1,794 1,487 
I aii Gator Se sade ararius ers Wikre Sek mos ose he ewe 754 771 811 
Merchandise, I Tiers: Sd: yen ores: 64-buiaiare ccna econ 4,071 4,613 3,880 
sn. a, Janubabieadn’ 3,303 3,716 3,597 

TOUR! Care LOGE . 6is.oc vccvisacescacrws 15,381 17,663 16,535 

Total Cars Received from Connections 3,030 2,858 2,628 


TOTAL FOR CANADA 




















Grain Products.........sssees 5,407 6,781 7,617 

Five stock Pe er err ete 1,550 1,826 1,752 
MEE ies ole. waiciee 1distiage’e 6S ame sess’ oewe wees 5,164 6,135 5,978 
GN seid cancie clas cont selecowit nestaeescceues 185 311 208 
ee rrr ee ee 3,982 4,183 3,656 
eS errr te ee a 1,792 1,825 2,014 
Pills EHO PAPEL. «0 «cc ccccccgcrccccpeswcces 2,274 2,237 2,431 
Other Forest P Products a mierivateraavernreweraiamaneitie 2,724 3,026 2,633 
ected ack Shsnns connie enn eeks 1,446 1,528 1,981 
Merchanéine, A Maclean carcsew esate wens 15,393 17,801 14,907 
WEIBCCHRTIOOUS occ cc ccccccccccceccceseceoe 13,997 15, 883 14,281 
Total Cars: Leaded ....2..<.cccerccescvce 53,914 61,536 57,458 
Total Cars Received from Connections 37,801 38,882 37,628 


CUMULATIVE TOTALS TO DATE 


1927 1926 

Grain and Grain Products.........+see0. 162,582 148,107 
TAVE BWOCK.cccccccsccecs Lises la gaat Celera ee 41,776 42,498 
GND iG os:sore Se RE Niesigeicd wh seutiekycenweees 130,206 94,858 
iia iecinseu eck Ciao s.v08 so sae Welw ncleg eee 7,128 9,060 
No crs a as hain dbeeicnsin eae ieee nee eae 71,684 71,447 
PUIWO0E nc cccccccccccvccccesvcsersoetce 89,068 67,773 
ET IIIS 6. ciccc vie sieisic ee bbe cbereneee 46,785 53,897 
Cee PEPER PHORUCtS. 6. cocci c tices ceedce 67,626 71,332 
See SRSA DR a as en Se eer 30,445 31,484 
ieerchastine, Me Mbt ioreredio nate ao oer Mae 349,469 327,548 
PEIBSSHAMGOUS occ cvicecvccscccccescccvseces 268,236 258, 913 

Weel Coe TG 6 oie ce cc sccvccsesces 1,265,005 1,176,917 

Total Cars Received from Connections 822,260 788,199 


RAILWAY TO FORT CHURCHILL 


The report of the Canadian National Railway engineering 
party, which was engaged from January 9 to April 4 last on the 
survey of a posible line of railway to Fort Churchill, has been 
received, C. A. Dunning, Minister of Railways, announces. The 
engineers find that it would be no more difficult to build and 
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maintain a line of railway to Churchill than it has been on 
other parts of the Hudson Bay Railway. 

The line, as surveyed to Fort Churchill, would leave the 
present Hudson Bay Railway location at Mile 356.8, and run 
north from Township 28, Range 21, east of the principal 
meridian, to Township 112, Range 20. The last 28 miles would 
parallel the Churchill River. 

The line to Churchill would be 154 miles long as against 67 
miles to Nelson and the cost to Churchill would be $7,543,000 
as compared with $2,458,000 to Nelson. 

The estimates include half a million dollars for terminals 
at either place. The engineers believe the line to Churchill 
could be completed in two working seasons, or by December, 
1929, and the line to Nelson by December, 1928. 

The extra distance involved in the possible extension to 
Fort Churchill would entail additional interest charges and 
increased cost of maintenance and operation estimated in the 
report at $413,900 per annum on a movement of ten million 
bushels of grain and a reasonable general commodity traffic in 
both directions. 

For each additional million bushels of grain, the added over- 
head would be about $5,655 a year, the report estimates. 


TELEPHONE RATES 


Counsel for the cities of Toronto, Hamilton, Montreal, Brant- 
ford, and Ottawa, the province of Ontario, and the Union of 
Canadian Municipalities have appealed to the Privy Council to 
rescind the order of the Dominion Railway Board governing the 
Bell Telephone Company’s permission to increase its rates. 


NO MORE GRAND TRUNK PACIFIC 


An order-in-council has been signed terminating the exist- 
ence of the Grand Trunk Pacific Railway as a separate entity. 

The Grand Trunk Pacific has been administered in receiver- 
ship by the Minister of Railways since March, 1919. The road 
has been operated by the Canadian National Railways, but its 
financing has been done through the exchequer court by the 
minister. 

The last obstacle to the actual inclusion of the road in the 
Canadian National system was cleared away at the last session 
of Parliament when the settlement with the holders of the 
G. T. P. 4 per cent perpetual debentures was approved. 


CANADIAN WAGE SETTLEMENT 


Peter Heenan, Minister of Labor, announces that word has 
been received that a basis of agreement has been reached in 
the dispute between the Canadian Pacific and certain of its 
clerks, freight handlers, and station employes, members of the 
Brotherhood of Railway and Steamship Clerks, Freight Han- 
dlers, etc. The basis of agreement was reached in Montreal and 
the negotiators are working on the details. This relieves a 
threatening situation in which about 5,000 employes are directly 
affected. 


VAN SWERINGEN PLAN HEARING 


The Trafic World Washington Bureau 


Cross-examination of W. J. Harahan, president of the C. & 
O., was resumed by H. W. Anderson, counsel for the protesting 
C. & O. minority stockholders, June 3. Mr. Anderson attempted 
to get into the record the proposed report on the application 
of the C. & O. for authority to acquire control of the Greenbrier 
& Eastern, in which the examiner citicized officials of the 
Cc. & O. in connection with steps that had been taken to acquire 
the Greenbrier & Eastern. Director Mahaffie sustained an ob- 
jection on the part of Mr. Fitzpatrick, counsel for the C. & O., 
to the proposed report being made a part of the record. Mr. 
Harahan testified that O. P. Van Sweringen had extended the 
C. & O.’s option to buy Erie stock until July 26. 

‘ An adjournment was taken in the hearing from June 3 to 
une 7. 

Examination of O. P. Van Sweringen, chairman of the board 
of the Chesapeake & Ohio, was begun June 7, when hearings 
on the applications of the C. & O. for authority to acquire stock 
control of the Erie and Pere Marquette railroads and to issue 
securities were resumed before Director Mahaffie, of the Com- 
mission’s bureau of finance. After replying to a few preliminary 
questions put by Herbert Fitzpatrick, general counsel of the 
C. & O., Mr. Van Sweringen read the following statement: 


At the outset, I want to stress a situation confronting the Chesa- 
peake & Ohio Railway Company. The option on Pere Marquette 
shares which was substantially at the market price when given by 
the Nickel Piate is limited to “re the first of July, and in view 
of its market increase of about $5,000,000, presumably cannot be re- 
newed. The time is short and already approaches that customarily 
required by this Commission in which to render its decision. Ap- 
parently one element of this case which is being discussed is the 
price which the company should pay for the shares of Erie and Pere 
Marquette covered by the so-called Van Sweringen options. That 
price was fixed by a special committee without consultation with 
me. I believe it to be fair; it is nearly ten million dollars below its 
present market value. If, however, the committee had fixed the price 
at cost, I would have accepted it. If the Commission now th 
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that I should sell the shares covered by the option at cost, I will 
be equally content. My principal duty is as an officer of the Chesa- 
peake & Ohio Railway Company and its interest with me is the 
dominant one. My personal interest is wholly subordinate. 

I understand the certified audit of the cost of these shares has 
been filed. This information was given to the board of the railway 
company and I have brought and hand you, as a part of my testi- 
mony, the complete detail on that subject. With the information 
all in the record, I hope the Commission, if it finds the proposed 
acquisition to be in the public interest, will find a way to pass on 
the other questions in time to allow the company to avail itself of 
the Nickel Plate option on the Pere Marquette shares, reserving if 
necessary for fuller consideration the price upon the so-called Van 
Sweringen shares. I will renew the Van Sweringen option as often as 
may be necessary. In other words, I do not want any question which 
is purely personal to me to delay the determination of other ques- 
tions so that there will be any chance of the Chesapeake & Ohio 
losing the benefits of this Nickel Plate option. 

Director Mahaffie, referring to that part of the statement 
as to the Van Sweringen options on Erie and Pere Marquette 
stock and the willingness of Mr. Van Sweringen to have the 
Commission fix the price therefor at cost to him, asked whether 
Mr. Van Sweringen would make the same statement as to other 
shares to be acquired. Mr. Van Sweringen said the shares 
referred to were the only ones on which there were options. 

The statement as to the cost of the Erie and Pere Marquette 
shares covered by the Van Sweringen option to the C. & O., 
referred to by Mr. Van Sweringen, was prepared by Ernst & 
Ernst, certified accountants, and showed that, as of September 
30, 1926, the shares of stock in the Erie and Pere Marquette 
owned by the Van Ess Company, a Van Sweringen company, 
and the cost thereof, were as follows: 23,695 shares of Erie 
first preferred, $1,059,044.68; 22,305 shares of Erie second pre- 
ferred, $906,748.67; 345,239 shares of Erie common, $11,122,873.66; 
and 36,500 shares of Pere Marquette common $2,386,316. 

Cross-examination of Mr. Van Sweringen was begun by H. 
W. Anderson, counsel for the C. & O. minority stockholders who 
are protesting against the proposed control. Mr. Anderson 
asked the witness to submit for the record the details of pur- 
chases and sales of Erie stock by Mr. Van Sweringen and his 
associates, other than the stock covered by the option, in the 
time between Mr. Van Sweringen’s testimony in the original 
Nickel Plate hearing in 1925 and the giving of the options on 
the Erie and Pere Marquette stock in the latter part of 1926. 
Mr. Fitzpatrick objected. He argued that there was no objec- 
tion to information being given as to the stock’covered by the 
options, but that as to other stock he did not see that that had 
a place in the record. Director Mahaffie overruled the objection. 

“I will gladly do that,’ Mr. Van Sweringen then said in 
answer to Mr. Anderson’s request. 

Mr. Anderson then asked that similar information be put 
into the record as to Pere Marquette stock. Mr. Van Sweringen 
said he would put that in. 

Volumes of the testimony taken in the original Nickel Plate 
case were before Mr. Anderson, who proceeded to read excerpts 
therefrom and then ask Mr. Van Sweringen about them. Mr. 
Anderson brought out that M. J. Van Sweringen was chairman 
of the Nickel Plate. In response to questions, Mr. Van Swer- 
ingen outlined the steps that were taken after the rejection 
of the Nickel Plate plan and that resulted in the present ap- 
plications being filed with the Commission, the Nickel Plate 
being left out of the control plan. 

Over objections of counsel for the C. & O., Mr. Anderson, 
with the approval of Director Mahaffie, interrogated Mr. Van 
Sweringen about many matters that Mr. Fitzpatrick contended 
were not relevant to the issues in the proceeding. 

When the Special Investment Company was brought into 
the discussion, Director Mahaffie asked Mr. Van Sweringen 
whether he regarded that company as a part of the Nickel Plate. 
Mr. Van Sweringen replied that the investment company was 
a treasury asset of the Nickel Plate. 

Director Mahaffie then asked about testimony given by Mr. 
Van Sweringen in proceedings several years ago when inter- 
locking directorates of the Nickel Plate and Chesapeake & Ohio 
were authorized by the Commission. That testimony was to 
the effect that the Nickel Pate would not increase its 20 per 
cent stock interest in the C. & O. without making application to 
the Commision for authority to do so. It was brought out in 
the present hearing that the Special Investment Company had 
acquired 345,000 shares of C. & O. stock. Mr. Van Sweringen 
said that he regarded the covenant with the Commission as to 
additional control of C. & O. stock as dissolved when the inter- 
locking directorates of the Nickel Plate and C. & O. were later 
dissolved. 

Mr. Anderson asked Mr. Van Sweringen to prepare for the 
record a detailed statement as to the Special Investment Com- 
pany. Mr. Fitzpatrick objected. Director Mahaffie overruled the 
objection. 

Mr. Van Sweringen was questioned about the Chesapeake 
Corporation that was recently organized and its acquisition of 
600,000 shares of C. & O. stock. Mr. Anderson asked for the 
details of those transactions. He also asked for the cost to the 
Van Ess Company of 255,000 shares of C. & O. stock transferred 
to the Chesapeake Corporation. 

“IT guess there is no objection to that,” said Mr. Van Swerin- 
gen. “It seems to me it is going a long way.” 
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Mr. Anderson then went into the recent issue by the Erie 
of $50,000,000 of bonds and the sale thereof to J. P. Morgan & 
Co. Mr. Van Sweringen said he had participated in the negotia- 
tions leading to the sale of the securities but that the president 
and finance committee of the Erie had done the principal work. 

If the Commission approved the present plan, would not 
Mr. Van Sweringen and his associates control the Nickel Platé 
and the C. & O., and through the C. & O., the Erie and Pere 
Marquette, was a question asked by Mr. Anderson, to which the 
witness replied in the affirmative. Mr. Anderson then asked 
questions about the routing of traffic and diversion of traffic, for 
example, from the Erie to the Nickel Plate. Mr. Van Sweringen 
said there was no physical obstacles to such movements. Mr. 
Anderson asked about an agreement between the Pere Mar- 
quette and the New York Central as to use by the Pere 
Marquette of tracks between St. Thomas and Buffalo. 

Owing to further objection by counsel for the C. & O. to 
the field being covered by Mr. Anderson in his cross-examina- 
tion, Mr. Anderson said it was his purpose to show that “this 
scheme” was but a step in culmination of a long series of acts, 
all of which, without reflecting on the witness or anyone else, 
had resulted in very material profits to Mr. Van Sweringen and 
his associates in their control of the C. & O. and other roads. 
He expressed the view that what had happened was contrary 
to the public interest and that the Commission should have the 
information he was seeking to obtain to aid it in reaching a 
decision in the case. He said that was his reason for going into 
the history of the so-called Van Sweringen railroad holdings. 

Mr. Anderson asked- about a land sale transaction between 
the Calumet Trust and the Nickel Plate. Mr. Fitzpatrick ob- 
jected on the ground that what had happened in that matter 
could not affect the matter the Commission had to pass on in 
this proceeding. Director Mahaffie overruled the objection. 

Mr. Anderson asked whether it was not a fact that Mr. Van 
Sweringen and his asociates bought the land in question through 
the Calumet company and sold it to the Nickel Plate. Mr. 
Van Sweringen said it would be helpful to him to look into the 
records as to that matter. He said he would prepare a state- 
ment as to that. 


Mr. Anderson then inquired as to the proposed control of 
the Greenbrier & Eastern by the C. & O. He wanted to know 
Mr. Van Sweringen’s connection with that. The witness replied 
that that was all in the record in the Greenbrier & Eastern 
proceeding. Mr. Anderson asked where was the Greenbrier & 
Eastern stock. Mr. Van Sweringen said he did not know just 
where it was. 

At this point Director Mahaffie remarked that the witness 
was chairman of the C. & O. and ought to know about the mat- 
ter. Mr. Van Sweringen replied that he had many things to 
do and said in effect that he did not keep track of things after 
they were done—that he went on to something else. He did 
not think it strange that he could not answer off hand some 
of the questions put to him. 

Just back of the witness chair occupied by Mr. Van Swer- 
ingen sat three of his assistants, one of whom had a large note 
book in which he made notations as to statements that Mr. 
Van Sweringen said he would submit in reply to Mr. Anderson’s 
questions. At one time when Mr. Van Sweringen said he would 
prepare a statement, Mr. Anderson remarked to the effect that 
he wished the witness to testify and not take up all his time 
preparing statements. 

Cross examination of Mr. Van Sweringen was temporarily 
concluded June 8. The witness was to return for further cross 
examination when he had submitted the statements called for 
by Mr. Anderson. When Mr. Van Sweringen left the stand 
cross examination of witneses who had been on the stand before 
was resumed. 


One of the last things called for by Mr. Anderson before 
Mr. Van Sweringen left the stand was a statement of loans made 
by the Van Sweringen brothers and associates from banks in 
which Chesapeake & Ohio funds were deposited. The request 
for this information resulted in an argument between counsel as 
to whether it should be required. Director Mahaffie ruled that 
the information asked for should be submitted. Mr. Anderson 
charged that the credit of the C. & O. had been used for personal 
ends as the basis for loans made to the Van Sweringen interests, 
the money thus obtained having been used to buy stocks to be 
sold to the C. & O. at prices representing a profit. 

Mr. Van Sweringen asserted that neither he nor any of 
his associates had ever used the credit of the C. & O. for their 
own interests. He said loans obtained had been secured by 
ample collateral and that they could have been obtained any- 
where. 

“I am grieved,” said he, “at the insinuation that we have 
used the credit of the railroad because of those deposits. We 
have credit of our own. We have property and collateral in- 
dependent of this railroad. We owned other railroad properties 
before we became interested in the C. & O., and everybody 
knows that we owned Erie shares long before there was any 
thought of their being purchased by the C. & O., as evidenced 
by the former hearing in which the Nickel Plate sought to 
acquire control of the Erie. I have never, nor has my brother 
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nor our associates, used the credit of any of these railroads 
for our own interests. In every case the loans have been 
secured by abundant stock exchange collateral. They were 
loans that could have been made anywhere.” 

A similar statement as to loans was asked for and obtained 
in the Nickel Plate merger hearings. 

Mr. Anderson interrogated Mr. Van Sweringen as to a loan 
of $2,800,000 made by the Virginia Transportation Company, a 
holding company created in the interest of the C. & O. in con- 
nection with the proposed acquisition of stock control of the 
Erie and Pere Marquette, from J. P. Morgan & Co., at 6 per 
cent, in December, 1926, when the C. & O. had more than 
$12,000,000 on deposit with banks at 2 or 3 per cent interest. 
Mr. Van Sweringen said the C. & O. deposits represented work- 
ing capital that had been tagged for use in connection with C. 
& O. operations. He also said the Virginia Transportation Com- 
pany was a separate corporation. 

Testimony was given at the hearing June 9 by E. M. Thomas, 
comptroller, and L. B. Allen, assistant to the vice-president 
in charge of operations, of the C. & O., in support of the appli- 
cation of the C. & O. to issue $59,502,400 of common capital 
stock, in connection with the proposed acquisition of stock 
control of the Erie and Pere Marquette. An adjournment was 
then taken until the following day when short line representa- 
tives were to be heard. It was arranged that the hearing would 
then be resumed June 14. 


Mr. Anderson asked that the directors of the C. & O. who 
voted for the proposed control of the Erie and Pere Marquette 
be called as witnesses in order that they might tell why they 
had so voted. Question arose as to whether the directors would 
be called as C. & O. witnesses or as Mr. Anderson’s witnesses. 
Mr. Anderson said he wished the C. & O. to call them so that 
he might cross-examine them. Mr. Fitzpatrick indicated that 
the C. & O. would decide what witnesses should be called by it. 
It was expected that the directors would be called as witnesses, 
either by the C. & O., or by Mr. Anderson. 


EARLY SESSION OF CONGRESS 
The Traffic World Washington Burcau 


Indications pointed this week to President Coolidge calling 
Congress into session some time in October to enable the law- 
making body to get an early start on the matters that will came 
before it for consideration. Unless the President so acts, Con- 
gress will not convene until the first Monday in December. 

The President has been urged to call Congress into session 
to deal with Mississippi River flood relief legislation. He is 
represented as feeling on that point, however, that an early ses- 
sion of Congress for that purpose would not necessarily be re- 
quired because of the time involved in the preparation of plans 
for permanent relief, if possible, from the high waters of the 
Mississippi. Another reason advanced for getting an early 
start, however, is that 1928 will be a presidential and congres- 
sional campaign year, and members of Congress will desire to 
adjourn as early as possible in the spring or nearly summer of 
1928 in order to participate in the campaign. 

Senator Smoot, of Utah, conferred with the President this 
week on the subject of calling Congress into session in October. 
After the conference, the senator indicated to representatives 
of the press that the President had decided to call a special 
session between October 1 and 15. On the basis of that infor- 
mation, flat statements were published to that effect. When 
these statements were seen by the White House, however, an 
authorized statement went out to the effect that the President 
had not yet decided to call an extra session—that he still had 
the matter under consideration. However, it was believed by 
those in touch with the situation that the President would call 
a special session some time in October. 


LOOMIS CALLS ON COOLIDGE 


After a call on President Coolidge on the afternoon of June 
2, E. E. Loomis, president of the Lehigh Valley, expressed the 
view that business conditions the rest of this year would be 
as good as they were last year. He commented on the service 
now being given by the railroads and the friendly attitude of 
the public toward the railroads. He emphasized that service 
was the important factor in the relations between the railroads 
and the public. 


NORTHWESTERN ADVISORY BOARD 


The Montana division of the Northwestern Shippers’ Ad- 
visory Board will hold a meeting at the Elks’ Hall, Missoula, 
Mont., June 16. Commodity committee reports estimating car 
requirements in the various industries will be made and the 
railroads will report on their condition. E. F. Rummell will 
survey transportation conditions in Montana, and L. M. Betts, 
American Railway Association, will discuss transportation con- 
ditions over the country as a whole. There will be a number 
of addresses on transportation and Montana industry, and offi- 
cers will be elected. 
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Coordinated Terminal Services 


Third of a Series of Fourteen Articles on This Subject, Written for The Traffic World by G. Lloyd 
Wilson, Ph.D., Assistant Professor of Commerce and Transportation, University of Pennsylvania 


THE ST. LOUIS PLAN OF COORDINATION 


Motor truck services are used to advantage to improve 
terminal freight service where physical obstacles have pre- 
vented the construction and connection of adequate railroad 
freight terminal facilities within the terminal districts. No 
better illustration of this important phase of motor and railroad 
coordination can be found than the terminal service operated by 
the Columbia Terminals Company in connection with the rail- 
road lines serving St. Louis, Mo., and East St. Louis, Ill. 

St. Louis, Mo., has a population of more than three-quarters 
of a million—772,897—as shown in the United States census of 
1920. East St. Louis, in Illinois, across the Mississippi River, 
is recorded, by the same census report, as having a population 
of 66,767. The population of this combined metropolitan ter- 
minal area was estimated at 952,012 in 1920 and is approximately 
1,000,000 in 1927. The metropolitan district embraces an area 
of nearly 200,000 acres. The population of St. Louis proper 
ranks it as the sixth largest city in the United States and the 
metropolitan district is the eighth largest in the country. 

St. Louis is the center of a great inland distribution terri- 
tory which serves the middle west and southwest, sometimes 
referred to as the “Forty-Ninth State.” 


Physical Characteristics of the Terminal District 


St. Louis is separated from East St. Louis by the broad 
expanse of the Mississippi River. The river was not bridged 
at this point until 1876, when the Eads Bridge closed the gap 
between the two cities. The railroads approaching the St. Louis 
district from the east established terminals in East St. Louis, 
while the roads entering from the west built their terminal 
yards, freight stations, and other freight handling facilities in 
the industrial and commercial districts of St. Louis proper. 
Continuous railroad freight service from St. Louis and from 
points west of the river to points on eastern roads was impos- 
sible, as was through service from East St. Louis and points 
on eastern roads to St. Louis and points west of that city. 

When the Eads Bridge was built and double decks placed, 
one for railroad tracks and the other for a roadway for vehicular 
traffic, efforts were made by several eastern lines to establish 
freight stations and other freight facilities in St. Louis proper. 
A serious dilemna faced the eastern roads. They were forced 
either to invest milions in establishing their own facilities for 
receiving and delivering carload and less than carload freight 
in St. Louis, or arange to have the freight received and delivered 
in this district by some other individual or joint agency. In 
the years before the building of the Eads Bridge made it pos- 
sible for the eastern railroads to cross the river and receive 
freight and make deliveries from stations and facilities on their 
own rails, the western roads had been busy acquiring the choice 
sites for freight terminals and stations in the heart of the 
commercial and industrial sections of St. Louis. Facilities estab- 
lished in St. Louis by several of the eastern lines were aban- 
doned because of the expense of maintaining the facilities and 
because of the unfavorable locations. These roads and the other 
eastern roads combined to maintain terminal facilities in East 
St. Louis. 

Before the opening of the Eads Bridge, freight originating 
in St. Louis for points east of the Mississippi, freight destined 
to St. Louis from points east of the river, and freight to be 
interchanged between the eastern and western carriers at St. 
Louis, was ferried across the river from the terminals on one 
side to those on the other. After the Eads Bridge was con- 
structed, carload freight was interchanged between the roads 
over the rails crossing the river. Less than carload freight 
to be forwarded, delivered, and interchanged, was handled, 
for the most part, by ferry and teams or drays. 


Transfer Companies 


The unusual amount of business to be drayed between ship- 
pers and consignees in St. Louis and the railroad terminals in 
East St. Louis and the amount of local cartage in St. Louis 
tended to develop cartage or transfer business. Local transfer 
companies hauled traffic between the cities and in local station 
service before the Eads Bridge was opened by ferries. After 
the opening of the bridge, teams used’ the roadway level of 
the bridge between the two cities. 


The St. Louis Transfer established freight handling facil- 
ities in St. Louis and engaged extensively in this business from 
an early date. Later, in 1902, the Columbia Transfer Company 
was organized and functioned in the same service. Each of 
these companies and smaller teamsters and draymen competed 
for the traffic moving from one side of the river to the other 
as well as for interchanged traffic and local cartage business. 


RATES TO AND FROM ST. LOUIS 


The eastern rail lines for many years prior to 1910 applied 
freight rates to and from their East St. Louis terminals with 
higher bases of charges for traffic originating at or destined to 
St. Louis. A commission, appointed by the municipal authorities 
of St. Louis and representing the business interests of and rail- 
roads interested in the city, negotiated a rate agreement with 
the east bank railroads to apply the East St. Louis rates to St. 
Louis proper. This gave the merchants of St. Louis the favor- 
able position of having carload rates and services applied to 
all delivery points in the St. Louis terminal district and L. C. L. 
rates applicable to all freight stations in the terminal area. 

The rail lines that terminated in East St. Louis arranged 
with the railroads serving the west bank and later with the 
Terminal Railway Association, a jointly owned terminal rail- 
road, to make deliveries and originate carload shipments at St. 
Louis. Arrangements were made for the transfer companies to 
handle inbound and outbound shipments at St. Louis as the 
agents of the eastern railroads. The transfer companies handled 
the L. C. L. shipments between the railroad freight stations in 
East St. Louis and the stations of the transfer companies or 
the warehouses of the shippers and consignees in St. Louis. 

The St. Louis Transfer Company and the Columbia Transfer 
Company, organized in 1902, carried on a large part of the local 
terminal trucking service and the transfer service between East 
St. Louis and St. Louis for shippers, consignees, and the rail- 
road companies. These two companies continued their inde- 
pendent competitive operations until April, 1918, when the 
Columbia Transfer Company acquired all the capital stock, 
facilities, and equipment of the St. Louis Transfer Company. 
The businesses, assets, and facilities of the two companies were 
merged into a new company operated under the name of the 
Columbia Terminals Company. This organization has func- 
tioned continuously since that time as one of the largest local 
freight handling companies in the United States. 


Equipment 


The transfer companies, prior to 1914, used horses and drays 
in the transfer and hauling services. As many as 700 horses 
and 300 horse-drawn vehicles were used. Trucks were intro- 
duced into their operations in 1914, although automotive equip- 
ment did not immediately displace the horse-drawn Vehicles. 
The loss of time in waiting at the depots for the freight to be 
loaded to or unloaded from the vehicles discounted the efficiency 
of the faster motor vehicles between the depots. 

Tow boats and barges were also used to convey the goods 
in large units between the East St. Louis and St. Louis freight 
stations and, since 1920, motor trucks, tractors, and semi-trailers 
have been used as standard equipment. 


Services and Facilities 


The Columbia Terminals Company is engaged in three forms 
of terminal cartage service. 


1. The transportation of less than carload freight between St. 
Louis and the railroad freight stations in East St. Louis. 

2. The Interchange of less than carload freight between the east- 
ern and western railroads. 

3. Store door service or local cartage within the St. Louis term- 
inal district. 


|" 


The first two services are performed by the cartage com- 
pany as an agent of the railroad companies, and the third as an 
independent service as the agent of the shippers and consignees 
in the terminal area. 

Nine “off-track” freight stations are maintained by the 
company in the commercial and industrial sections of St. Louis. 
Five of the stations are used for receiving outbound less than 
carload shipments from shippers for movement by railroads 
east of the Mississippi River. Four are used to deliver inbound 
shipments for consignees in St. Louis from the eastern rail 
lines. None of the stations has track connections with any rail- 
road line. All the freight received or forwarded is handled 
by automotive equipment between the “off-track” stations of 
the terminal company and the “on-track” stations of the rail- 
roads in East St. Louis. 

Inbound L. C. L. shipments, after arrival at the railroad 
freight stations in East St. Louis, are unloaded from the cars 
to the semi-trailers of the Columbia Terminals Company, which 
await the goods at the platforms. After the semi-trailers are 
loaded with goods for consignees in one section of St. Louis, 
the tractors are attached to the semi-trailers and the freight 
is hauled to the inbound “off-track” station of the Columbia Ter- 
minals located nearest the consignees whose freight is in the 
semi-trailer. Arrival notices are sent to the consignees by the 
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terminal company in the name of the delivery carrier and the 
usual forty-eight hours’ free time is granted. During this time 
the consignee may call or send to the Columbia Terminals Com- 
pany inbound station for his goods. 

If the consignee prefers, he may give orders to the terminal 
company to haul his goods direct from the railroad freight sta- 
tions in East St. Louis to his place of business in St. Louis. 
In this case, the consignees pay the terminal company for the 
additional service of store-door delivery. The railroads com- 
pensate the Columbia Terminals Company for hauling the goods 
from East St. Louis to the “off track” stations, for the billing, 
and for the storage of the goods during the free time period. 
The compensation is fixed by contracts between the Columbia 
Terminals Company and the carriers it served in this terminal 
district. 

Outbound shipments are received by the Columbia Terminals 
Company at any of the company’s five outbound “off track” 
stations. Bills of lading are issued, freight charges are billed, 
to be collected at destination, or payments of prepaid charges 
are accepted in the names and for the accounts of the railroad 
that is to originate the shipments. After the shipments are 
received, checked, and accounted for, they are segregated ac- 
cording to the carrier that is to forward them over its rails, 
loaded into waiting semi-trailers for the stations of the originat- 
ing railroad, and hauled to the East St. Louis terminal of that 
railroad. As a matter of course, outbound shipments are usually 
delivered to the off-track receiving station nearest the shippers’ 
places of business. The shippers select the stations of the 
Columbia Terminals Company to which they wish to make 
delivery and select, of course, the railroads that are to originate 
the shipments. The railroads that have the goods compensate 
the Columbia Terminals Company for its services in connection 
with outbound shipments, as in the case of inbound shipments, 
as provided for in contracts between the terminal company and 
the rail lines. No pick-up service for hauling goods from the 
places of business of shippers to the “off-track” stations of the 
terminal company or direct to the stations of the rail lines is 
provided by the Columbia Terminals Company at present. 


Equipment Control 


One of the especially notworthy features of the service of 
the Columbia Terminals Company is the efficiency with which 
its equipment is managed. Tractors and semi-trailers are used 
in such way that the tractors are kept in almost constant mo- 
tion. One semi-trailer is loaded or unloaded at a railroad 
station platform while another is being either unloaded or 
loaded at the “off-track” station of the terminal company and 
a third is being hauled to or from either a railroad or an “off- 
track” station. The coupling of the autmotive units and the 
semi-trailers is automatic and instantaneous and is controlled by 
the chauffeurs from their seats in the tractors. The rated 
capacity of the tractors is nine tons, though the average load 
is approximately seven and a half tons for an outbound load. 

From ten to fifty trips a day are made between the East 
St. Louis railroad freight stations and the depots of the terminal 
company in St. Louis. The difference is accounted for by the 
size and importance of the east bank railroad stations. Ten 
daily trips are made to and from the smaller stations and 
fifty to and from the larger stations. The average distance 
between the railroad freight stations on the eastern and west- 
ern banks and between the east bank railroad stations and the 
“off-track” stations of the Columbia Terminals Company is 
between one mile and three miles. The average one way run- 
ning time is fifteen minutes. Each outbound semi-trailer load 
represents shipments of twenty different shippers while each 
inbound load contains, as an average, consignments for twenty- 
five different consignees. The equipment in use at present in- 
cludes several hundred tractors, trailers, and motor trucks. 


Dispatching System 


The dispatching office is the nerve center of the organi- 
zation. A chief dispatcher is located at 'St. Louis and a dis- 
patcher at East St. Louis. The location of every tractor, semi- 
trailer, and truck is known at all times, so that the fleet is kept 
under constant control by a responsible operating supervisor. 
As each semi-trailer is loaded at one of the “off-track” stations 
in St. Louis, a trailer is dispatched to pick it up and convey 
it to one of the East St. Louis railroad stations. The vehicle 
is unloaded at the outbound platform, moved to the inbound 
platform, and left there to be loaded. The tractor is sent to 
pick up another loaded semi-trailer to be taken to St. Louis. 

The dispatchers are kept informed as to the movements of 
the vehicles through the use of a private telephone system that 
connects the dispatching office at headquarters in St. Louis with 
each of the “off-track” stations and with the dispatching office 
in East St. Louis. A report is made when each vehicle is loaded 
or unloaded, when each vehicle arrives at or departs from a 
station, of the vehicle number, the chauffeur and helper, the 
nature of the load carried, and the destination of the vehicle. 
Vehicles are distributed, drivers and helpers are allocated to 
tasks, and emergencies are handled by the dispatchers, who 
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act as liaison officers between the general officers and the 
operating personnel. Orders are given so as to handle the fleet 
and the freight efficiently with reference to the conditions at 
the railroad and “off-track” stations, the volume of freight to 
be handled, the weather conditions, and other factors that in- 
fluence operation. 


The Terminal Company and the Railroads 


The Columbia Terminals Company has contracts ° with 
twenty-three railroads for handling traffic in the St. Louis ter- 
minal district, including a dozen and a half large steam railroads, 
several smaller steam rail lines, and several electric railways. 
The list includes: The Baltimore & Ohio Railroad; the Chicago, 
Burlington & Quincy Railroad; the Chicago & Alton Railroad; 
the Chicago & Eastern Illinois Railway; the Chicago, Rock 
Island & Pacific Railway; the Cleveland, Cincinnati, Chicago & 
St. Louis Railway (the Big Four); the Frisco Lines; the Illinois 
Central Railroad; the Louisville & Nashville Railroad; the 
Missouri-Kansas-Texas Lines; the Missouri Pacific Railroad; the 
Mobile & Ohio Railroad; the New York, Chicago & St. Louis 
Railroad; the Pennsylvania System; the St. Louis-Southwestern 
Railway; the Southern Railway; the Wabash Railway; the 
Louisville, Henderson & St. Louis Railway; the Chicago, Peoria 
& St. Louis Railroad; the East St. Louis, Columbia & Waterloo 
Railway; the Litchfield & Madison Railway; the St. Louis, Troy 
& Eastern Railroad, and the Illinois Traction System. 

The terminal company performs all the functions of receiv- 
ing, delivering, and billing the inbound and outbound shipments, 
in the names and as the agent of the respective railroads that 
are to move or have hauled the freight. The inbound and 
outbound “off-track”’ stations are the extensions or outposts of 
the eastern railroads and electric lines in connection with ship- 
ments moving by rail out of or into St. Louis via these carriers. 
All charges incident to the services of receiving delivering, bill- 
ing, and hauling are absorbed by the railroads out of the through 
rates applicable to and from St. Louis. 

The terminal company performs the hauling services inci- 
dent to the interchange of less than carload freight between the 
eastern and western railroads in the capacity of agent of these 
lines as a part of the through transportation services offered 
by these carriers at through rates. No additional charges are 
assessed against the shippers or consignees of the goods. 

The store-door service performed by the Columbia Terminals 
Company is not included in the through railroad rates. Addi- 
tional charges for this service are agreed on by the terminal 
company and individual consignees. 


Volume of Traffic Handled 


Officials of the Columbia Terminals Company say the com- 
pany handles nearly 7,000,000 pounds of freight daily, 466 car- 
loads, of 15,000 pounds each, or nearly 150,000 carloads per 
annum. Sixty-five per cent of this consists of traffic originat- 
ing at or destined to St. Louis and thirty-five per cent inter- 
change traffic between roads terminating in St. Louis and East 
St. Louis. About five per cent of the traffic is delivered in 
store-door service to consignees. 


A large proportion (seventy-six per cent) of the interchange 
freight is delivered to the connecting lines for further move- 
ment the same day it is unloaded at the platforms of the roads 
which bring the freight to the terminal and delivered to the 
haulage company. The record is remarkable when compared to 
interchange records at terminals where less than carload traffic 
is interchanged by all rail service. Two to three days for all 
rail interchange is not an unusual record. 

J. F. Murphy, vice-president of the Columbia Terminals 
Company, in a paper presented at the transportation meeting 
of the Society of Automotive Engineers in Cleveland, stated that 
the interchange service was handled by automotive terminal 
transportation service “more expeditiously and at a lower cost 
to the railroads, all factors considered, than they could handle 
it through their rail terminals by all-rail service. The expense 
of drayage to shippers and receivers of freight shipped from or 
destined to St. Louis” was reduced to a minimum by the con- 
venient location of the universal (or “off-track”) depots pro- 
vided by the Columbia Terminals Company. 

The same officer reported a damage record for three years, 
including damage from all causes, including that sustained in 
handling at the stations of the terminal company as well as 
damage in transit on the company’s vehicles, of 0.0027 per cent 
of the revenue earned on outbound shipments and 0.0031 per 
cent on inbound. 

The record of this company and its plan of operation is a 
fertile source of study to those who seek to find material that 
will assist in improving the conditions in terminal districts. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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June 11, 1927 


Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to md _ question relating to the law 
of interstate transportation of freight. traffic man of long experience 


and wide knowledge will answer questions oy yp bes practical traffic 


problems. We do not desire to take the place of traffic man but to 


help him in his work. ¥ § 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may Le ay to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


Transit Arrangement—Retroactive Application of 

New York.—Question: Will you kindly express your opinion 
on the following proposition and state whether there are any 
judicial decisions covering such a case? 

A, the shipper, had a transit privilege at point B on 
the line of C, the carrier. This privilege covered the sorting 
and grading of lumber. A short time ago A built a creosoting 
plant at B and asked G to amend his tariff in order to have it 
cover lumber that had been creosoted. The supplement con- 
taining this amendment became effective on January 3. On that 
date A had one hundred cars of lumber in his transit yard. He 
creosoted this lumber immediately and reshipped to final des- 
tination. He then filed the usual claims for refunds. C has 
advised that these claims cannot now be paid as there is no 
tariff authority covering such transactions as these cars were 
accepted at the points of origin prior to the effective date of the 
supplement. 

Answer: In Carolina Portland Cement Company vs. D. G., 
83 I. C. C. 388, the Commission on page 391 said: 


Defendants contend that the service of reconsignment and the 
charge therefor are independent of the line-haul service and rate 
and should, as is démurrage, be controlled by the tariffs in effect 
contemporaneously with the performance of the service. Demurrage 
is in part a penalty for the detention of carriers’ equipment and 
to be effective as such must be controlled by the tariffs in effect con- 
temporaneously with the detention. Reconsignment, on the other 
hand, is a special service and in some respects is not unlike a transit 
arrangement, which we have repeatedly found to be determined as 
of the date of origin of the shipment. 


In Conference Rulings Numbers 6, 77 and 166 and in num- 
erous formal cases, the Commission has held that transit 
arrangements cannot be given a retroactive effect unless to 
remove an unlawful discrimination, that is, unless the carriers 
grant such privileges to shippers at other points and as a result 
discriminate against the party complaining. See Locke & Com- 
pany vs. D. G., 88 I. C. C. 487, in which the Commission said: 


We have uniformly adhered to the view that a newly established 
transit arrangement should not be given retroactive application, ex- 
cept upon a showing of unreasonableness or of damage arising out 
of unjust discrimination or undue prejudice. Con. Rulings 6, 77, 166; 
Meeds Lumber Co. vs. A. C. Ry., 39 I. C. C. 337; Freeman vs. S. Ry. 
Co., 42 I. C. C. 736; Wolfe & Co. vs. Director General, 83 I. C. C. 
301. Discrimination and prejudice are not alleged or shown. 


See also Zimmerman vs. D. G., 115 I. C. C. 407, Capital Ware- 
house Company vs. D. G., 96 I. C. C. 293, 296. See in this 
connection M’Clave & Sons vs. A. C. L., 100 I. C. C. 405, in which 
case reparation was awarded on the ground of unreasonableness 
of the rates. 


Classification—Confectionery 


Oregon.—Question: We are desirous of finding out if there 
ever has been a decision of the state or federal courts or the 
Interstate Commerce Commission where the classification of 
confectionery as groceries has ever been considered. 


We have a peculiar situation facing us and would thank 
you very much for citations regarding such decisions and your 
opinion as to whether or not confectionery could be considered 
groceries when hauled by automotive carriers, confectionery 
being specifically provided for in the automotive freight classi- 
fication. 


Answer: In the following cases the Commission has con- 
sidered the classification of confectionery: 118 I. C. C. 45, 54 
I. C. C. 1 (47), 49 I. C. C. 566, 25 I. C. C. 442 (507). In none 
of these cases, however, has the Commission found that confec- 
tionery should be given the same ratings as groceries, which 
latter term is, however, not used in the classification but which 
we may assume to include coffee, sugar, rice, canned goods, 
flour, ete. Confectionery because of its semi-perishable nature 
and light loading, among other considerations, is given a higher 
rating than the other articles mentioned. 

Insofar as interstate transportation is concerned there has 
been no regulation of the rates of automotive carriers, as is 
true of rail carriers, the Interstate Commerce Commission hav- 
ing no jurisdiction, under the Interstate Commerce Act, over 
automotive carriers. However, the same considerations which 
enter into the classification of articles insofar as rail carriers 
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are concerned may well be applied to a large extent in the 
classification of articles for handling by automotive carriers. 
Private Cars—Unreasonable Detention of 

Massachusetts.—Question: Will you kindly advise if you 
know of any case where the Commission upheld private tank car 
owners on any claim for detention charges against any carrier. 

We shipped a certain carrier several tank cars of fuel oil 
and quite a few of these cars were held at their respective des- 
tinations anywhere from five to twenty days without being 
unloaded, through no fault of ours, and we accordingly billed 
them for detention charges, but have been unsuccessful up to 
the present time in having them come across. 

Answer: In several cases the owners of private cars have 
been awarded damages for unreasonable delay to private cars, 
the damage being based upon the rental value of the car. See 
Empire Refineries, Inc., vs. Guaranty Trust Company of New 
York, 271 Fed. 668; Gutafson vs. Michigan Central, 129 N. E. 
516. If the carrier was negligent in the handling of the cars 
in question, which appears to be true, recovery may no doubt 
be had against the carrier for the rental value of the car during 
the period of unreasonable delay. 


Limitations—What Constitutes Presentation of Claim to Carrier 
Under Provisions of Paragraph 3, Section 16 of Act 

Canada.—Question: We recently filed a claim on a ship- 
ment delivered April 4, 1924, charges on which were paid April 
7, 1924. We mailed our claim on Saturday, April 2, expecting 
claim to reach carrier Monday, the 4th. It appears to have 
been received in their office on April 5 only. Carrier has turned 
down our claim on the contention that three years’ limitation 
has elapsed. Clause (d) of Section 16, Paragraph 3 reads as 
follows: 


(d) If * * * before expiration * * * of the three year period 
of limitation in subdivision (c) a carrier * * * without beginning 
action, collects charges in respect of service, said period of limita- 
tion shall be extended to include ninety days from the time * * * 
such charges are collected by the carrier. 


We seem to have read .some previous comment on this 
clause (d) and we wish you would kindly advise us just what 
interpretation should be placed thereon, or refer us to any 
previous answer to correspondent, as the ordinary interpretation 
would lead one to believe that a claim such as ours could be 
entertained at any time within three years and nnety days of 
the collection of freight charges. 

Would actual date of mailing our claim, Saturday, April 2, 
have the effect of bringing our claim within the time limit? 

Answer: In our opinion your question is one which relates 
to subdivision (c) and not subdivision (d) of Paragraph 3 of 
Section 16 of the Act. Subdivision (c) reads as follows: 


(c) For recovery of overcharges action at law shall be begun or 
complaint filed with the Commission against carriers subject to this 
act within three years from the time the cause of action accrues, 
and not after, subject to subdivision (d), except that if claim for 
the overcharge has been presented in writing to the carrier within 
the three-year period of limitation said period shall be extended 
to include six months from the time notice in writing is given by. 
the carrier to the claimant of disallowance of the claim, or any part 
or parts thereof, specified in the notice. 


With respect to this question see St. L. I. M. & S. vs. 
Furlow, 117 I. C. C. 517, Johnson vs. N. Y. N. H. & H., 88 I. C. C. 
989, Chase vs. Surry; 34 Atl. 270. In St. L. I. M. & S. vs. Furlow, 
117 S. W. 517, the shipper mailed notice of claim which failed 
to arrive within the one day’s time provided in the bill of 
lading and recovery was denied. This case covered injury to 
live stock, the court saying: 


In the stipulation in the case before us the notice in writing was 
required to be served within one day after the delivery of the stock 
at destination. The object of the notice was to give the carrier an 
opportunity to fully and fairly investigate the claim for damages 
before the horses should be placed beyond the power of the carriers 
to examine and inspect by reasonable exertion. It is obvious that 
this could have been done only by actual notice. The contract says 
that the notice must be served within one day, and this means actual 
notice. Notice by mail, then, would not be sufficient unless it was 
received within the one day. 


In the other case, Johnson vs. N. Y. N. H. & H., 88 A. 989 
(Me.), the point considered seems not to have been whether 
the notice arrived within the stipulated time, but whether a 
notice was actually sent, it being held that the deposit of a 
letter in the mail properly stamped and properly addressed is 
prima facie evidence of delivery by due course to the addressee. 
In this case reference is made to the case of Chas vs. Surry, 
34 A. 270 (Me.), which case holds (but not with respect to 
claims against carriers for loss or damage) that while the de- 
posit of a letter, properly addressed and stamped, in the post 
office, may be prima facie evidence of its receipt by the addressee 
by due course of mail, as the law assumes that government 
officers do their duty, the mailing of a notice within a stipulated 
period of time, unless received within that time is not proper 
notice. 

In Marian Coal Company vs. D. L. & W. R. R. Co., 27 I. C. C. 
441, the Commission said, at page 442: 


The question is, was the receipt of the original complaint a 
“filing of the claim’’ with the Commission? We are of opinion that 
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it was. There is no question, as we understand it, that the com- 
plaint first received did contain a prayer for reparation to be paid 
to complainant based upon reasonable rates to be fixed by the Com- 
mission. There has been no intervention nor complaint filed by any 
other party. The letter which accompanied the complaint is marked 
as received by the Commission August 15, 1910. We hold that on that 
date the claim was filed, and that shipments on which reparation 
is asked made within two years prior thereto are not barred. 


See also Quebracho Products Co. vs. S. I. R. T. Ry. Co., 96 
I. C. C. 52, in which the Commission, on page 53, said: 


A formal complaint which described the shipments and rates 
charged and alleged violations of sections 1, 2, 3 and 4 of the inter- 
state commerce act was presented to us on October 22, 1923, within 
the statutory period. On November 3, 1923, it was returned to com; 
plainant with instructions to state with greater particularity the 
manner in which the several sections of the act were violated. As 
revised it was returned to us May 28, 1924. Practically the only dif- 
ference between the original complaint and the revised one is that 
the latter does not allege violation of section 4. 


It is our opinion that, under the provisions of subdivision 
(c) of paragraph 3 of section 16 of the act, the date of the 
receipt of the claim by the carrier and not the date of the 
mailing of the claim, would be held to constitute a presentation 
of the claim to the carrier within the meaning of the term 
“presented in writing to the carrier within the three-year period 
of limitation” as used therein. 

Routing and Misrouting—Specification of Rate in Bill of Lading 
Equivalent to Specification of Route 

New York.—Question: We would appreciate your advice or 
reference to cases similar to the following: J. J. Cottrell’s 
Wilmington Tariff No. 77 I. C. C. 642, page 13, provides inter- 
state class rates from Wilmington to Raleigh, N. C. We have 
made shipments accordingly, showing on the bill of lading the 
interstate rate, routed via a line operating between the same 
both interstate and intrastate. We did not specify on the Dill 
of lading that interstate movement was required. 

The carrier routed shipments via intrastate route and col- 
lected freight charges based on higher rates and declined to 
pay our overcharge claim, stating that Cottrell’s tariff mentioned 
above does not apply on intrastate shipments. 

While we appreciate their statement to be the fact, we 
contend that we are entitled to the interstate movement and 
charges according to rates appearing on bills of lading and that 
this is a case of misrouting for which the carriers are liable. 

Answer: In the following cases the Commission has held 
that the showing of a rate in the bill of lading is the equivalent 
of specific routing by the shipper: W. S. George Pottery Com- 
pany vs. D. G., 60 I. C. C. 372, Highland Iron and Steel Company 
vs. E. & I. Ry. Co., 57 I. C. C. 549, Plainfield Grain Company 
vs. BE. J. & E., 41 I. C. C. 608. 


Notice to Consignor of Refused or Unclaimed Goods 
North Carolina.—Question: Section E, Paragraph 2, of the 
National Car Demurrage Rules and Regulations reads as follows: 


When unclaimed perishable carload freight has not been disposed 
of within two days from the first 7 A. M. after the day on which 
notice of arrival has been sent or given to consignee, notice to that 
effect shall be sent by wire as provided in paragraph 1 of this section. 


Paragraph 1 provides that notice shall be sent by wire to 
the consignor. 

In the case at issue a carload of perishable freight arrived 
at a destination covered by the National Car Demurrage Rules 
and Regulations on June 28, 1926. Notice of arrival was appar- 
ently sent to the consignee but the car remained on the tracks 
unclaimed until July 2, 1926, or five days after the car arrived 
at destination. Notice of the car having been unclaimed by 
the consignee was not sent to the consignor until the afternoon 
of July 2, being one day later than required by the above rule. 

The consignor then made other arrangements for the dis- 
position of the car in order to keep down damages, which ar- 
rangements were not completed until five days after the notice 
had been sent the consignor by the delivering carrier, or 
July 7th. e 

The question is would the railroad company, due to the one 
day delay in furnishing the notice, be liable to the consignor 
for his entire loss in connection with this transaction, which 
was due to the deterioration in quality of the perishable freight 
covered by the bill of lading? 


Answer: The provision of the National Demurrage Tariff, 
quoted by you, relates solely to the accrual of demurrage, there 
being a provision in this tariff, i. e., Section D (4) of Rule 8, 
to the effect that damage may not be collected between the 
time when notice should have been sent, in accordance with 
the provisions of Section E of Rule 4, and the time when notice 
is actually sent. 


In a number of cases the question of the carrier’s liability 
for loss of or injury to goods while in its possession, where it 
has failed to give the consignor notice within a reasonable time 
of the fact that the goods have been refused or are unclaimed 
at destination, has been considered by the courts. See the 
following cases: A. G. S. vs. McKenzie, 77 S. E. 647 (Ga.); 
Mich. Cent. vs. Harville, 136 Ill. App. 243; Edson, Keith & Co. 
vs. A. T. & S. F., 192 Ill. App. 350; Carrisso vs. N. Y. S. & W. 
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E. Co., 123 N. Y. S. 173, 129 N. Y. S. 915; Fine vs. Barrett, 142 
N. Y. S. 533; Sauer vs. Lehigh Valley, 150 N. Y. S. 977; C. N. O. 
& T. P. vs. Malsby Co., 96 S. E. 710; Sterling Button Co. vs. 
Barrett, 171 N. Y. S. 326; Lumber Co. vs. R., etc. Co., 165 Pac. 
363 (Ore.); R. Co. vs. Products Co., 208 S. W. 989 (Tex.); Com- 
mission Co. vs. R. Co., 188 S. W. 920 (Mo.); Mfg. Co. vs. R. Co., 
162 N. Y. S. 549; Schlitten vs. Hines, 186 N. Y. S. 831; Fine- 
berg vs. Express Co., 71 Pa. Super. 407; Emerson vs. Chicago 
etc. R. Co., 188 N. W. 1026 (Minn.); Nashville etc. R. Co. vs, 
Dreyfus-Weil Co., 150 S. W. 321 (Ky.). 

Certain of these cases, of which N. C. & St. L. R. Co. vs. 
Dreyfus-Weil Co., 150 S. W. 231, is representative, hold that 
the carrier is liable under such circumstances, while other cases, 
of which Hasse vs. American Railway Express Co. (Mich.), 
53 N. W. 918, is representative, hold that notice to the consignor 
is not necessary in all instances. 

Tariff Interpretation 

Ohio.—Question: This has reference to carload shipment 
of lime that originated at Carey, O., on the Northern Ohio Rail- 
way destined Cleveland, O., on the Erie R. R., moving under 
date of April 3, 1926. 

There has been some question raised as to the correct rate 
to apply due to the fact that A. C. & Y. I. C. C. No. 301 names 
a rate of 10 cents per hundred pounds from Carey to Cleveland. 
Delivering lines shown are 3, (37), 73, 74, 78 and 97. By re- 
ferring to list of participating carriers on page 3 of this tariff 
you will note that there is no delivering road number 37 shown. 
This was a tariff error as same was intended to read delivering 
line No. 38 which is the Erie Railroad. The agent at point of 
origin was tendered a bill of lading showing routing via Northern 
Ohio, Erie delivery. 

Due to the fact that the Erie Railroad is shown in tariff 
as a participating carrier under FX concurrence No. 3, do you 
not think that the rate of 10 cents per hundred pounds can be 
legally protected? 

Kindly give us your opinion as to whether or not the rate 
of 10 cents per hundred pounds can be protected. 

Answer: If the Erie Railroad was the only line which 
reached Cleveland, O., or Cleveland, O.,swas the only point 
opposite which delivering road No. 38 was shown in the tariff, 
there would be grounds for holding that the rate to Cleveland 
as published in the tariff in question is applicable via the Erie 
Railroad as a delivering line at that point. However, in view 
of the fact that other delivering lines are shown in connection 
with the rate to Cleveland, it is our opinion that the rate to 
Cleveland is not applicable in connection with the Erie Railroad 
as a delivering line. In this connection see our answer to 
Missouri on page 1610 of the June 12, 1926, Traffic World under 
the caption: “Tariff Interpretation—Rates Applicable Regard- 
ne of Lack of Concurrence of Necessary Participating Car- 
riers.” 

Tariff Interpretation—Commodity Rate to be Read in the Light 
of Governing Classification 


New York.—Question: In our B. & E. Tariff No. 7, I. C. C. 
No. 7, you will find on page 3, item 11 under forgings N. O. I. 
B. N. the following note: “The Casting or Forgings, N. O. I. 
B. N. rating will apply on any articles of iron or steel manu- 
facture not specifically provided for in the Classification when 
shipped in the rough, i. e., when not advanced in the stage of 
manufacture beyond the casting or forging process and not 
put together, fitted, painted (except that they may be primed, 
leaded or tarred with one coat only), japanned, bronzed, cop- 
pered, acid coppered, plated, tinned or galvanized; otherwise 
such articles shall be subject to the rating for hardware, N. O. 
I. B. N. The casting or forging process referred to above will 
include tumbling, removal of sinker heads, and testing the chills; 
any other work done on the casting or forging advances the 
stage of manufacture beyond the casting or forging process.” 

We have been receiving numerous shipments of resistance 
grids from a concern in Buffalo, New York, going to the General 
Electric Company of Erie, Pennsylvania. The Buffalo concern 
insists that these grids should take a casting rate of 1514 cents 
per hundred pounds as specified in our tariff under Item 11. 
These resistance grids are classified in the Consolidated Freight 
Classification No. 4, page 163, item 23 in barrels, boxes or crates 
as second class. 

I maintain that owing to the fact that these resistance grids 
are specifically provided for in the Classification that we could 
not legally give them a casting rate as provided for in our 
Tariff No. 7. 

The castings as we receive them in Buffalo come to us in 
boxes and while there is some further work done on these 
castings after they are received by the General Electric Com- 
pany, I maintain that when we receive them in Buffalo they 
are resistance grids and not castings. 

I would appreciate it very much if you would give me your 
opinion on this matter. 

Answer: It is our opinion that the rate published on page 
3 in item 11 is not applicable on resistance grids. Even disre- 
garding the provision of Note (a) that the castings or forgings 
N. O. I. B. N. rating will apply on any articles of iron or steel 
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manufacture not specifically provided for in the classification, 
under the holding of the Commission that commodity rates are 
to be read in the light of the governing classification, the rate 
provided for in Item 11 will not, in our opinion, apply on re- 
sistance grids. See our answer to Florida on page 842 of the 
October 9, 1926, Traffic World, under the caption, ‘Tariff Inter- 
pretation—Commodity Rate to be Read in the light of Governing 
Classification,” citing Grosjean Rice Milling Company vs. D. G., 
89 I. C. C. 395. It is to be observed that resistance grids are 
included in the Classification under the general heading of 
electrical appliances. 

Reparation—Recovery of During the Period of Suspension of 

Reduced Rate 


Michigan.—Question: A reduced commodity rate which 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Would like to work one week of my vaca- 
tion in a well organized traffic department in exchange for experience 
obtainable in tariff interpretation; age twenty-five; three years’ traf- 
fic experience; location Chicago. Address I. O. C. 36, care Traffic 
World, Chicago, Ill. 


POSITION WANTED—Experienced traffic man with over twenty 
years’ rail and industrial experience desires position with industrial 
or transportation organization; thoroughly familiar with traffic con- 
ditions, rate structure in all territories, claims, classification matters 
and procedures before Interstate Commerce and State Commissions; 


consider location in eastern, central or southwestern part of country;- 


salary $350 per month; best of reference as to character and ability. 
Address O. O. D. 32, care Traffic World, Chicago, Il. 


POSITION WANTED—Young man; 25; married; executive’s as- 


sistant; nine years’ practical and theoretical experience in freight 


traffic; go anywhere; reasonable salary. Address R. E. . 34, care 


Traffic World, Chicago, Tl 


We Bind The Traffic World 


Sc. 2 —N A 86, 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 
Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 
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GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 


CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 
ee. System Telephone Harrison 3486 


CHICAGO, ILL. 
TANK CARS 


TANK CARS TO LEASE We Rebuild and Repair Tank Cars 


Works: . 
Hegewisch, Illinois} C.S.S.&S.B. 


NEW ORLEANS, LA. 
STORAGE 
Efficient Merchandise Distribution 


THE COMMERCIAL WAREHOUSES 


201 IBERVILLE ST. 
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Merchandise Storage and Pool Car 
GeeetGeece’ Distribution 


2,000 CARLOAD 
CAPACITY 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouse Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 
DENVER, COLORADO 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 





TERMINAL 


BUILOS BETTER BUSINES 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


MUSKOGEE, OKLAHOMA 


2 Fireproof Warehouses 


Merchandise and Household Goods Stored 
Pool Cars Distributed — Railroad Siding. 


MUSKOGEE TRANSFER & STORAGE C0. 


1857 CE Tol Nelo 1927 


JOS. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL STREET 


70 YEARS’ EXPERIENCE 
Motor Trucking --- Carload Distribution 
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HOTEL COSMOPOLITAN 


DENVER, COLORADO 


Opened June 5, 1926 460 ROOMS WITH BATH 


The Largest and Finest Hotel in the State 


“The Leading Hotel of Denver” 


ROY’S COSMOPOLITAN ORCHESTRA 
EVERY EVENING 


CALVIN H."MORSE, Manager C. S. PRYOR, Ass’t Manager 
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was ordered suspended by the Interstate Commerce Commission 
on petition of a competitive shipper, became operative six 
months later when the suspension order was vacated. We feel 
that we are entitled to reparation, based on the reduced rate, 
on traffic moving during the period of suspension and are writ- 
ing to inquire if you can give us reference to any decisions 
which will reflect the attitude of the Commission in complaints 
of this nature. . 

Answer: With respect to this question see Union Sulphur 
Company vs. T. & N. O. R. R. Co., 98 I. C. C. 76. In this case 
complainant alleged that the rates charged on numerous tank 
carloads of fuel oil shipped from certain points in Texas to 
Sulphur Mine during the period of suspension of a rate reduced 
by the carriers from 10 to 6% cents was unreasonable to the 
extent that it exceeded 6% cents, and sought reparation. The 
6% cent rate was published to become effective April 9, 1921, 
and became effective July 27, 1922, following the Commission’s 
finding that the reduced rate had been justified. In finding 
that the rates assessed on the shipments were not unreason- 
able, the Commission on pages 81 and 82 said: 


Our finding that the 6.5 cent rate was justified is cited by com- 
plainant as tantamount to a finding that the previous rates were 
unreasonable. Such a conclusion is unwarranted. What we may per- 
mit the carriers to do and what we may require them to do are 
entirely different matters. Although it was shown to our satisfaction 
that the 6.5 cent rate was not unremunerative and did not result in 
undue prejudice or otherwise violate the interstate commerce act, 
there would be nothing inconsistent in finding that the 10 cent rate 
was not unreasonably high for the same service. We recognize the 
controlling force of the competitive situation in permitting the carriers 
to reduce their rates below what would be a maximum reasonable 
basis, but these competitive features are entitled to little, if any, 
weight in determining fhe maximum reasonable rate. 

~ 7 


In our judgment, the record demonstrates that the 6.5 cent rate, 
although it may be remunerative, is less than a maximum reasonable 
rate, all the circumstances considered, and was established by defend- 
ants because of competitive influences and for the purpose of avoid- 
ing loss of traffic. The rates of 9 and 10 cents were less than the 
normal basis of rates in the territory in question, and were from 58 
to 65 per cent of the contemporaneous rates for similar distances 
between Texas and Louisiana. 


Tariff Interpretation 


California.—Question: Item 12, page 248, Western Classi- 
fication No. 59, provides a rating of fourth class on “Iron Cast- 
ings, N. O. I. B. N., in the rough,” and in Note 5, page 249, 
provides that such ratings will not apply where a casting con- 
stitutes an article for which a specific rating is provided when 
in an unfinished condition, or where such casting requires no 
further work before becoming a finished article for which a 
specific classification item is provided; such specific ratings to 
be used instead. 

Item 13, page 280, provides a rating of third class on “Iron 
or Steel Stone Crusher Parts, N. O. I. B. N.” when weighing 
over 25 pounds. 

On rough iron castings used in a stone crusher, without 
any further finishing necessary, would you consider Item 13 
sufficiently specific to remove the casting from the fourth class 
rating provided in Item 12, page 248, and make necessary the 
application of the third class rate? 

In our opinion Item 13, page 280, is itself a general and 
not a specific rating, and that, the two items being equally 
applicable, the cheaper should be used. To remove the part 
from Item 13 page 248, it should be specifically listed, we be- 
lieve, just as crusher heads, rings, etc., are listed in Item 12, 
page 280. 

Answer: In Peck Stow & Wilcox Company vs. N. Y. N. H. 
& H. R. R. Co., 91 I. C. C. 747, the Commission said: 


As between two ratings prescribed by different classification items, 
each item describing the article shipped in general terms, and neither 
one being more definite than the other, the applicable rating is the 
lower of the two. Effective December 30, 1919, tinners’ snips or shears, 
any quantity, were specifically rated third class and so remained 
until June 10, 1928, when they were increased to second class. 


In Classification of Targets, 98 I. C. C. 178, the Commission 
on page 180 said: 


Where a classification provides two ratings for the same com- 
modity, under equally specific descriptions, the legal rating is the 
lower of the two. A paper target is a necessary part of the com- 
pleted military target. 

In our opinion the term “Iron or Steel Stone Crusher Parts, 
N. O. I. B. N.” is more definite than the term “Iron Castings, 
N. O. I. B. N., in the rough,” and therefore the fourth class 
rating applicable on iron castings, N. O. I. B. N. as published 
in Item 12, page 248 of Western Classification No. 59, is not 
applicable on rough iron castings used in a stone crusher which 
require no further finishing. It seems apparent that the third 
class rating on “Iron or Steel Stone Crusher Parts, N. O. I. B. 
N.” as published in Item 13, page 280 of Western Classification 
No. 59, was intended to include parts of a stone crusher not 
specifically listed in Item 12, page 280. The ratings published 
in Items 12 and 13, page 280, of Western Classification No. 59, 
it seems apparent, cover all of the parts which constitute a 
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complete stone crusher, and therefore there is no room for the 
application of the fourth class rating on “Iron Castings, N. 0, 
I. B. N.” as published in Item 12, page 248, of the Classification, 


PENNSYLVANIA SPECIAL FLAT CARS 


The Pennsylvania Railroad has just arranged for the con. 
struction of twelve flat cars of special design, with depressed 
centers, for the purpose of carrying shipments of great weight 
and large dimensions. 

Two of these cars will be of the type known in the road’s 
classification as “F28.” This class of car is designed primarily 
for shipments of armatures, turbo-generators, transformers and 
large castings, and will have a carrying capacity of 275,000 
pounds. The bulk of the shipments will be carried in the cen. 
tral depressed portion, which is 25 feet long and 6 feet 8 inches 
wide between the side sills. The height of the car has been 
restricted to the minimum for the lading to be carried, in order 
to keep the center of gravity of the car and its load as low as 
possible. The length of the car body is 52 feet 6 inches and 
total length of car 54 feet 6% inches. The car will be equipped 
with six-wheel trucks of special design and will weigh about 
105,000 pounds. 

The other ten cars, classified as “F29,” have been designed 
for shipments of transformers. The depressed center is 20 feet 
long and 8 feet wide. The nature of the lading will not permit 
side sills extending above the depression and the weight of the 
load to be carried has, for this reason, been restricted to 230,000 
pounds. The car itself will weigh about 100,000 pounds. The 
length of body and total length will be the same as in the case 
of the “F28” car, 52 feet 6 inches and 54 feet 6% inches, re- 
spectively. The six-wheel trucks will be of the same special 
design used with the “F28” car. 


PENNSYLVANIA FACILITIES AT NEW YORK 


The Pennsylvania Railroad announces that it has augmented 
its present facilities in New York City by opening an eastbound 
inland station and a westbound inland station, as well as a con- 
structive station. An inland station known as Laight-West Street 
Station, on the south side of Laight Street, West Street to 
Washington Street, will be a delivery station for all kinds of 
eastbound freight except fresh fruits, fresh vegetables, dairy 
freight, raw silk and other restricted articles shown in Rule 25 
of New York Harbor Tariff GO-ICC-14430. An inland station 
known as Watt Street Station, at the northwest corner of Wash- 
ington Street and Watt Street, will be a receiving station for 
all kinds of westbound freight, except raw silk and restricted 
articles shown under Rule 25 of New York Harbor Tariff 
GO-ICC-14430. The constructive station will be known as Cort- 
landt-West Street Station, at the New York exit or entrance of 
the Holland Vehicular Tunnel and the Cortlandt and Desbrosses 
Street Ferries of the Pennsylvania Railroad on the New York 
side of the North River. This station is for the delivery and 
receipt of all kinds of freight in carloads, except fresh fruits, 
fresh vegetables, dairy freight, raw silk and other restricted 
articles as listed in Rule 25 of our New York Harbor Tariff 
GO-ICC-14430. Under this tariff, freight is loaded or unloaded 
to or from cars at Jersey City, N. J., and trucked between Jer- 
sey City, N. J., and the constructive station by the United States 
Trucking Corporation, as agents of The Pennsylvania Railroad 
between Jersey City, N. J., and the constructive delivery and 
receiving points mentioned above, but the trucking company 
does not act as agent of the Pennsylvania Railroad between the 
constructive delivery and receiving points and warehouses or 
stores of the shipper or consignee. Under this plan, the ship- 
pers or consignees will make their own arrangements with the 
trucking company for transporting traffic between the con- 
structive delivery or receiving points and the warehouses or 
stores of the shipper or consignee. New York freight rates will 
apply to and from the above stations. 















FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended June 4 totaled 14,272 cars, as compared with 15,658 cars 
(revised) the preceding week, and 17,415 cars in the correspond- 
ing period of 1926, according to the Bureau of Agricultural 
Economics of the Department of Agriculture. Shipments were 
reported as follows: 


Apples, 361 cars; asparagus, 75 cars; cabbage, 573 cars; canta- 
loupes, 1,143 cars; imports, 8 cars; cauliflower, 15 cars; celery, 92 
cars; imports, 38 cars; cherries, 136 cars; cucumbers, 276 cars, egs- 
plant, 4 cars; imports, 1 car; grapefruit, 165 cars; imports, 26 cars; 
green peas, 80 cars; lemons, 470 cars; lettuce, 295 cars; mixed citrus 
fruit, 67 cars; mixed deciduous fruit, 9 cars; mixed vegetables, 552 
cars; imports, 6 cars; onions, 186 cars; imports, 4 cars; oranges, 1,071 
cars; imports, 2 cars; peaches, 177 cars; peppers, 105 cars; imports, 
5 cars; plums and prunes, 22 cars; spinach, 7 cars; strawberries, 1,502 
cars; string beans, 136 cars; sweet potatoes, 272 cars; tomatoes, 2,109 
cars; imports, 2 cars; watermelons, 1,388 cars; imports, 1 car; potatoes 
(1927 crop), 2,222 cars; potatoes (1926 crop), 762 cars; imports, 200 
cars. 
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“PINHE great limited trains swing across the 


country with a flash, They are the 
famous leaders of the Pennsylvania forces. 


But what of the locals, the rank and file. 
of the road? y 


Every day on the Pennsylvania 2500 of 


these little trains do their part in weaving 


the colorful pattern of the nation’s life. 


They puff along out of hot cities to the 
cool, green suburbs, up some mountain 
valley, or through pleasant farm land. 


Informal trains they are. The crews 


_ are known’ by their first names. In the 


smokers men loll in shirt sleeves. In the 
coaches women chat of the doings at the 


Carries more passengers, hauls more freight than any other railroad in America 
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N THE PENNSYLVANIA NO VILLAGE IS REMOTE 


THE TRAFFIC WORLD 


THE SATURDAY EVENING POST 


| grange, or compare purchases made at 


the county seat. 


The locals do not make records for speed, 
but they make friendships. They are close to 
the people who are America. They link town 
and village with the city. They are as vital as the 
Broadway Limited itself. © 
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ANp besides the passenger service to the local 
stations there is the equally important handling 
of freight from the villages. The roots of the 
nation are in the ‘small towns. © Virtually all 
food, clothing, fuel, lumber, iron and other ores, 
either in raw or finished state, are produced by 
village people. Raw materials of almost every 
sort start their journey to the consumer from a 
local railroad station. - 
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he average person is prone to think of a railroad in terms of great limited expresses, the 
local trains are vitally important to the life of any system. This advertisement for the Pennsylvania, 
appearing in the Saturday Evening Post, presents a picture of the activities of the locals and empha- | 
uo sizes the important part they play in the industrial life of America’s countless small communities. 


. Starting with a case here, a crate there, the prod- 
ucts of thousands of villages are gathered into © 
Freight and express shipments whick stagger the 
imagination by their size and value. 


and way stations } 
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Personal Notes 


Hans Engel, general representative of the German Railroad 
Company, has opened a freight information office in New York. 
The functions of this office are to give shippers and importers 
information about tariffs in Germany and adjoining countries; 
to give information concerning favorable transportation oppor- 
tunities from, to, and in transit through Germany; to make in- 
vestigation of irregularities regarding traffic with Germany; to 
further effective traffic connections between this country and 
Germany by observing and ascertaining the nature of demands 
for goods. 

T. G. Boggess has been appointed general eastern agent, 
Winston-Salem Southbound, at Philadelphia. The position of 
commercial agent at Philadelphia has been abolished. Ralph T. 
Powers has been appointed commercial agent at Detroit. E. L. 
Franklin has been appointed general western agent at Cincin- 
nati. The positions of general agent and commercial agent at 
Cincinnati have been abolished. The appointments are effective 
June 15. 

H. A. Triebel has been appointed assistant general freight 
agent, Rock Island, at Chicago. 

W. M. Burnham has been appointed freight and passenger 
representative of the Baltimore and Philadelphia Steamship 
Company at Baltimore. 

D. J. Rochford has been appointed traveling freight agent, 
Calumet District, of the Wabash, succeeding E. E. Elvidge, who 
has been appointed chief clerk to assistant general freight agent. 

A. C. Meyers has been appointed traffic manager of the 
American Fork and Hoe Company, Cleveland, succeeding R. P. 
Wilkins. 

Frank T. Scanlan has been appointed freight solicitor of 
the Michigan Transit Corporation, at Chicago. 

F, A. Stanley, vice-president in charge of freight traffic, 
Great Lakes Transit Corporation, has been relieved from active 
duty because of his health. H. S. Noble has been appointed 
freight traffic manager. 

The following appointments have been made on the B. & O.: 
R. B. Kinkaid, assistant general freight agent, at Cincinnati; 
W. M. Smothers, district freight agent, at Decatur; D. C. Odell, 
district freight agent, at Springfield, Ill.; L. W. Land, division 
freight agent, at St. Louis; P. M. Havens, division freight agent, 
at Indianapolis; J. A. Simmons, freight traffic manager, at Indi- 
anapolis; and S. C. Farrington, commercial freight agent, at 
Indianapolis. 

L. W. Perkins has resigned as traffic manager of The Cin- 
cinnati Grain and Hay Exchange and has acquired an interest in 
the O. A. Smith Agency, of Cincinnati, public traffic managers. 

J. V. Lanigan has been appointed passenger traffic manager 
of the Illinois Central. Mr. Lanigan, who since 1921 has been 
general passenger agent, has been in continuous employ of that 
railroad for twenty-one years. G. G. Truesdale, formerly assist- 
ant general passenger agent, succeeds Mr. Lanigan as general 
passenger agent. J. W. Stevenson succeeds Mr. Truesdale as as- 
sistant general passenger agent. A. C. Linton has been ap- 
pointed general passenger agent, at New Orleans, succeeding 
W. H. Brill, who recently died. Mr. Linton was assistant general 
passenger agent, at New Orleans, in which position he is now 
succeeded by S. B. Mitchell. 

John H. Crawford, a member of the Kansas commission 
when it was called the Court of Industrial Relations, has been 
appointed a member of the present commission, succeeding 
Frank O’Brien, who resigned. C. H. Benson, of Wakeeney, Kan., 
has been appointed secretary of the commission, succeeding 
secretary Cummings, who resigned. 

By executive order, President Coolidge has reinstated to 
classified civil service status, John T. Marchand, senior valua- 
tion examiner of the Commission. Mr. Marchand has been with 
the Commission since 1890, with the exception of four years 
that he was assistant to the president of the Rock Island. He 
lost his civil service status when he left the Commission to go 
with the Rock Island. When he returned he was not under the 
civil service. 

Emil Plank has been appointed freight claim agent, Balti- 
more and Philadelphia Steamboat Company, at Philadelphia, 
succeeding Allen E. Gray. 


DOINGS OF THE TRAFFIC CLUBS 


October 25 and 26 have been set as the dates for the semi- 
annual meeting of the Associated Traffic Clubs of America at 
Richmond, Va. 





The Traffic Club of Atlanta will hold a meeting at the Atlanta 
Athletic Club June 13, the last for the first half of the year. 
Robert F. Maddox, former mayor of Atlanta and former presi- 
dent of the American Bankers’ Association, will be the principal 
speaker. Reports of the annual meeting of the Associated 
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Traffic Clubs of America, at Memphis, will be heard, plang for 
celebrating the Fourth of July will be discussed, and there wijj 
be music. The Traffic Study Club will hold a meeting June 13 
at the Chamber of Commerce Building. I. G. Markey, manager 
of the Southern Weighing and Inspection Bureau, will be in 
charge. ‘Weighing and Inspection” is the subject. 





President Burwell, of the Associated Traffic Clubs of Amer. 
ica, in accordance with action taken by the directors at their 
recent Memphis meeting, has appointed the following committee 
to study and report as to the advisability of revising the “ob. 
ject” of the association, as stated in its constitution, to include 
other activities in which it has become engaged. C. B. Hesse, 
St. Louis, chairman; P. R. Flanagan, Chicago; T. T. Webster, 
Dayton. 





The Traffic Club of Minneapolis, in conjunction with the 
Minneapolis Civic & Commerce Association and the Minne. 
apolis Real Estate Board, held an “Aviation Day” meeting at 
the Radisson Hotel, June 9. Senator W. F. Brooks presided. 
H. H. Blee, senior business specialist of the aeronautics branch 
of the Department of Commerce, gave an illustrated lecture on 
“Commercial and Industrial Applications of Aeronautics.” Music 
was furnished, by courtesy of the Northern Pacific, by Howard 
Melaney, “The Singing Fireman,” accompanied by Miss Ruth 
Dendors. The annual traffic club blind bogey tournament will 
be held at the Country Club Golf Links (Edina Mills) June 21. 





The Traffic Club of Wichita held a meeting at the Wichita 
Club June 9. Dr. Walter Clark, of the West Side Presbyterian 
Church, was the speaker. The program at the dinner to be 
given for members of the Trans-Missouri-Kansas Shippers’ Ad- 
visory Board at the Hotel Broadview June 15 will include music 
and other entertainment. 





The Associated Traffic Clubs of America has distributed 
among member clubs copies of an address, “How Would George 
Washington Handle Our Traffic and Transportation Problems?” 
by A. G. T. Moore, general chairman of the Southeast Shippers’ 
Advisory Board, at the annual banquet of the Birmingham Traf- 
fic and Transportation Club, February 22, to be put to what use 
the educational committees see fit. 





The Indianapolis Traffic Club held a meeting at the Severin 
Hotel June 9. A “family picnic” will be held at Idlewold, near 
Pendleton, July 9. Ed. Mills has been appointed chairman of 
the general arrangements committee. There will be games, 
golf, fishing, boating, and other entertainment. A chicken din- 
ner will be served in the evening. 





The Pacific Traffic Association held a meeting with the Oak- 
land Chamber of Commerce at the Hotel Oakland, Oakland, 
Calif., June 7. W. T. Bozeman, manager of the commerce and 
traffic department of the chamber, was the chairman. 





The Transportation Club of Peoria will hold its annual out- 
ing June 23. Golf will be played in the morning at the Mount 
Hawley Country Club. There will be a picnic and dinner at the 
North Shore Country Club in the afternoon and evening. 

The Oklahoma City Traffic Club held the last of its weekly 
luncheons for the season at the Skirvin Hotel June 6. There 
was an elaborate program of entertainment. 





The Co-operative Traffic Association of New York held a 
meeting June 9. Arrangements have been made for a dinner- 
meeting and entertainment June 23, the last meeting until 
September. 

The York Traffic Club held a “Local Night” at the York 
Manufacturers’ Association Building June 9. Clyde Shelley, 
traffic manager, York Manufacturing Company, spoke on “An 
Analysis of Rule 10, Consolidated Freight Classification No. 4.” 
Bernard N. Gingerich, traffic manager, The York Haven Paper 
Company, York Haven, Penn., spoke on “Reparation Claims.” 
The annual outing will be held at Elm Beach June 23. 





The Traffic Club of New York will hold a golf outing at the 
Oakland Golf Club, Bayside, L. I., June 30. 





The Traffic Club of Jacksonville held a reorganization meet- 
ing at the Carling Hotel June 4. 





The Traffic Club of Chicago will hold a dinner-dance at the 
Palmer House June 11. Opportunity will be afforded the ladies 
to inspect the new quarters of the club. 





The Traffic Club of South Bend will hold its annual picnic 
August 25. 





The Traffic Club of Baltimore will hold its annual outing at 
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Always Sell “C.1.F.” and 
Specify American Ships 


Y quoting prices on a basis of “‘c.i.f.” 

rather than “f.o.b.” you are enabled 

to choose for the carriage of your cargoes 

American ships operated for the United 

States Shipping Board, and thus in two 

ways give impetus to the expansion of 
your export trade. 

The United States Shipping Board 
Freight Services are constantly developing 
and fostering new markets for American 
business — sailing regularly and frequently 
and carrying their cargoes promptly and 
safely to their destinations. Furthermore, 
they are under the direction of experi- 
enced American operators who are in a 
position to give valuable advice to pro- 
spective shippers. 

Included in this fleet are the speedy 
passenger ships of the United States Lines, 
sailing from New York to principal Euro- 
pean ports. In addition to carrying pas- 
sengers, the United States Lines ships, 
led by the famous Leviathan, provide an 
exceptional express freight service. 

For complete information regarding 
freight or passenger services consult 
‘Schedule of Sailings”, a comprehensive 
publication issued by the Traffic Depart- 
ment, or write direct. 


United States Shipping Board 


Merchant‘Fleet Gorporation 


WASHINGTON, D. C. 
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Passenger Service 


VIA 


Ghe 
Port of Houston 


The Port of Houston is increasing rapidly 
in importance as a Port of Embarkation 
and Debarkation for Passengers. 


Of the Passenger lines serving the Port 
of Houston none is more popular than 


The Ozean Line 


Operating motorized liners to Bremen and 
Hamburg via The Port of Houston and 
Mexican Gulf Ports. 


Luxurious, fast vessels which give a max- 
imum of speed and comfort to the traveler. 


THE OZEAN LINE is represented in 
Houston by Wilkens & Bhiel — this firm 
also represent 


NORTH-GERMAN LLOYD 
STEAMSHIP CO. 


The largest of the German passenger 
lines; sailings to Hamburg—Bremen. 


THE SCANDINAVIAN- 
AMERICAN LINE 


Copenhagen—and other Danish Ports. 


THE “K” LINE 


Japan and the Orient. 


Complete information, in picture-text and 
tariff, concerning THE PORT OF HOUS- 
TON is found in the official organ of the 
Port Commission, 


*“‘PORT HOUSTON’’ 


Copies free for the asking. 
Address 
The Director of the Port 


5th Floor Courthouse 
HOUSTON 
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Buedel’s Park June 18. Entertainment will include races, 
games, contests, bowling, boating, and a baseball game between 
the York Traffic Club and the Traffic Club of Baltimore. Lunch- 
eon will be served. 





The Milwaukee Traffic Club will hold its first golf tourna- 
ment of the season at the Tuckaway Country Club June 17. * 





The Junior Traffic Club of St. Louis held a meeting at the 
Warwick Hotel June 7. Dinner was served and there was a 
program of music. 





The Omaha Traffic Club will hold its “Annual Spring Golf 
Tournament and Stag Dinner” at the Lakewood Country Club 
June 28. Numerous prizes will be awarded and a stag dinner 
will be served at the club house in the evening. Cars will leave 
from the Castle Hotel at noon. 





The Transportation Club of Saint Paul held its last weekly 
luncheon of the season in the form of a “vacation” meeting at 
the Saint Paul Hotel June 7. H. C. Hotaling, secretary of the 
Ten Thousand Lakes Association, told club members where they 
could catch the largest fish in the summer months. 





The Indianapolis Traffic Club will give a dinner at the 
Claypool Hotel, June 21, in honor of the Ohio Valley Shippers’ 
Advisory Board, which will meet in the city on that date. G. 
Lloyd Wilson, assistant professor of commerce and transporta- 
tion, University of Pennsylvania, will be the principal speaker. 
Albert Stump will be toastmaster. 


PACIFIC COAST ADVISORY BOARD 


A train over six thousand miles long will be needed to haul 
the products of California, Arizona, New Mexico and Nevada in 
July, August and September, according to estimates of G. A. 
Leithner, district manager, American Railway Association. 
These figures are based on the steady increase in car loadings 
from these states in the last five years and will be checked at 
the next quarterly meeting of the Pacific Coast Transportation 
Advisory Board, at the Hotel Biltmore, Los Angeles, June 16 
and 17, by the reports of 35 commodity committees predicting 
car requirements on all commodities for the coming quarter. 

The loadings for July, August, and September, 1926, Mr. 
Leithner shows, totaled 469,007 cars, over which it is indicated 
there will be from a two to five per cent gain. Of that total, 
lumber and forest products total 108,860, petroleum products 
47,483, cement 16,861, grain and flour and mill products 16,782, 
gravel, rock, and sand 66,325, and fruits and vegetables 91,710. 

The Los Angeles Transportation Club, Inc., and the Trans- 
portation Club of San Francisco have combined their forees, it 
is announced, to entertain the five hundred odd delegates to the 
advisory board meeting and, starting Thursday (June 16) noon, 
a continuous series of entertainment will be staged up to mid- 
night, including a luncheon, baseball game between the two 
clubs, stag dinner, and vaudeville and musical comedy in the 
evening. 


INTERNATIONAL INSTITUTE OF TRAFFIC 

The International Institute of Traffic, established and spon- 
sored by the National Traffic and Transportation Association, 
Sigma Beta Chi, for the purpose of the advancement and eleva- 
tion of the traffic business to professional recognition, through 
an institute and examination to determine the qualifications of 
those entitled to be termed “accredited traffic managers,” similar 
to the American Institute of Accountants and the English Insti- 
tute of Transport, has announced the selection of its boards and 
the date of its first examination. 

The National Examination Board is composed of the follow- 
ing: Donald D. Conn, director, California Vineyardists’ Asso- 
ciation, San Francisco, Calif.; Chas. L. Wheeler, vice-president 
and traffic manager, McCormick S. S. Co., San Francisco, Calif.; 
Henry A. Palmer, editor, The Traffic World, Chicago, Ill.; Nor- 
man F. Titus, head, Transportation Division, Bureau of Foreign 
and Domestic Commerce, Washington, D. C.; George A. Denfeld, 
secretary-director of the Institute. 

The following, representing various divisions and fields of 
the profession, are serving on the national district boards: C. 
O. Cornwell, T. M., California Citrus League, Los Angeles, Calif.; 
A. A. Betts, Chm., Arizona Railroad Commission, Phoenix, Ari- 
zona; John Cushing, T. M. and V. P., American-Hawaiian S. S. 
Co., San Francisco, Calif.; Prof. Earl W. Hill, University of 
So. California, Los Angeles, Calif.; H. D. Driscoll, attorney, 
Oklahoma City, Okla.; C. R. Musgrave, T. M., Phillips Petroleum 
Corporation, Bartlesville, Okla.; Geo. T. Atkins, V. P., M-K-T 
Railroad, St. Louis, Mo.; President W. M. W. Splawn, University 
of Texas, Austin, Texas; Carl Giessow, T. M., Joint Traffic 
Bureau, New Orleans, La.; W. H. Wharton, A. G. F. A., N., C. 
& St. L. Ry., Nashville, Tenn.; Prof. Jno. W. Jefferies, Georgia 
School of Technology, Atlanta, Ga.; H. B. Rox, T. M., Frost & 
Davis Lumber Co., Birmingham, Ala.; H. A. Mintz, A. G. F. A., 
C., St. P. M. & O. Ry., St. Paul, Minn.; Leo E. Golden, T. M., 
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Burlington Shippers Ass’n, Burlington, Ia.; Prof. S. L. Miller, 
University of Iowa, Iowa City; Hillmann Lueddemann, D. y, 
McCormick S. S. Co., Portland, Ore.; Carl F. Oliver, T. M., Rob. 
inson Manufacturing Co., Everett, Wash.; R. H. Culbertson, T, 
M., Washington Motor Freight Association, Tacoma, Wash.; 0, 
P. Kellogg, G. F. A., C., M. & St. P. Ry., Seattle, Wash.; Prof, 
L. R. Atkinson, University of Washington, Seattle, Wash.; Ken. 
neth A. Moore, A. T. M., National Automobile Chamber of 
Commerce, Detroit, Mich.; Geo. C. Conn, D. of T., Buick Motor 
Co., Flint, Mich.; Chas. B. Hopper, G. F. A., American-Hawaiian 
S. S. Co., Chicago, Ill.; Fred M. Renshaw, T. C., Chamber of 
Commerce, Buffalo, N. Y.; Prof. G. Lloyd Wilson, University of 
Pennsylvania, Philadelphia, Pa. 

The district boards are being completed. They pass on the 
content of the examination to assure that it is worthy of the 
profession. These boards are supplemented by committees to 
assist in the compilation of the examination. The examination 
is to be a professional examination, based on practical experi- 
ence. The proctoring of the examination will be done by the 
university members of the boards in the respective districts in 
the United States and Canada. Those recognized as pre-eni- 
nently qualified and those too mature for examination are to 
be accepted to both honorary and active membership in the 
Institute. 

The first examination is tentatively announced for November 
21 and 22, 1927, at places to be designated in the respective 
districts convenient to the applicants. Applications for the 
examination must be filed sixty days previous to the examina- 
tion. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 

Akron, O.—Traffic Study Club of Akron. H. E. Fox, Pres,; 
K. K. Bradley, Secy. and Treas. 

Akron (O.) Traffic Club. F. T. Sturtevant, pres.; H. L. Sova- 
cool, Secy. 

Albany, N. Y.—Capital District Traffic Association. D. G 
Kibbey, Pres.; C. L. Ferguson, Secy. 

Atlanta—Traffic Club of Atlanta. T. B. Curtis, Pres.; F. B 
Porter, Secy.-Treas. 

Baltimore—tTraffic Club of Baltimore. 
C. E. France, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. E. M. 
Cole, Pres.; R. A. McCaffrey, Secy. 

Boston, Mass.—The Association of Railway and Steambnat 
Agents of Boston. C. C. Dasey, Pres.; W. M. Macomber, Secy.- 
Treas. 

Bridgeport (Conn.) Traffic Association. H. J. Benzie, Pres.; 
A. Winter, Secy. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
Frank Bilek, Pres.; W. A. Becker, Secy.-Treas. 

Buffalo Transportation Club. J. F. Dowling, Pres.; 
Norcliffe, Secy.-Treas. ‘ 

Canton (O.) Traffic Club. W. A. Baum, Pres.; L. D. Ellis, 
Secy. 

Charlotte (N. C.) Traffic Club. C. D. Turner, Pres. 

Chattanooga Traffic and Transportation Club. J. L. Griffith, 
Pres.; B. R. Shepherd, Secy.-Treas. 

Chicago Traffic Club. A. E. Clift, Pres.; H. E. MacNiven, 
Secy. 

Chicago, Junior Traffic Club of. H. W. Hamilton, Pres.; 
J. E. Paulen, Secy. 


Cincinnati Traffic Club. J. W. Flannery, Pres.; G. W. Doll, 
Secy. 

Cincinnati—The Association of Traffic Students. 
nagel, Pres.; T. W. McCaffery, Secy. 

Clarksburg (W. Va.) Traffic Club. 
L. M. Murphy, Secy.-Treas. 

Cleveland Traffic Club. J. W. Montigney, Pres.; W. A. Ray, 
Secy. 

Columbus, O., Transportation Club. C. O. Ruggles, Pres.; 
C. H, Brown, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. G. W. Wood, Pres.; 
M. T. Otto, Secy. 

Dallas Traffic Club. B. W. Thomas, Pres.; C. V. Ruden, 
Secy.-Treas. 

Davenport, Ia.—Tri-City Traffic Club. G. J. Nielsen, Pres.; 
A. J. Christiansen, Secy.-Treas. 

Decatur (Ill.) Transportation Club. D. C. O’Dell, Pres.; 
J. W. Beckum, Secy. 

Des Moines Transportation Club. E. J. Heck, Pres.; A. L. 
Johnson, Secy.-Treas. 

Denver Traffic Club, R, W. Lentz, Pres.; T. V. Kirk, Secy. 
and Treas. 


A. J. Brannen, Pres.; 


Pres.; 


Fred 


C. H. Huf- 


C. A. Saylor, Pres.; 
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GEOGRAPHICALLY d 2 rear ee WIESENFELD WAREHOUSE COMPANY 
LOCATED TO RENDER esate Letts General Merchandise Storage and Distribution. 
DISTRIBUTORS ROR, ae Prompt and Intelligent Service. 
DIST pocecsnanie nenconggmy References: Any jobber, banker or transportation man in the city. 






DEEP WATER AND RAIL CONNECTIONS 


SERVICE 






OKLAHOMA CITY, OKLA. 


FREE 






IN SWITCHING 
COLUMBUS, OHIO LOW 
IT’S INSURANCE 





THE MERCHANDISE STORAGE co. 


U. S. BONDED 
FOODSTUFFS and NON-ODOROUS 
COMMODITIES ONLY 


RATES 





ESTABLISHED 
1889 






GENERAL WAREHOUSING AND DISTRIBUTION. NEGOTIABLE 
WAREHOUSE RECEIPTS. MOTOR TRUCK AND TEAM SERVICE 


0. K. TRANSFER & STORAGE CO. 


NEW TEX LINE 


Differential Rates 


Weekly Service to Houston, Texas 


From Pier 1, North River, New York, Saturday noon 
B. & O. Pier 7, Locust Point, Baltimore, Monday 
Southgate Terminals, Norfolk, Tuesday 


For Information Apply To 


New England, New York & Texas 
Steamship Corporation 


17 Battery Place, NEW YORK, N. Y. 
Cotton Exchange Building — bd Ag — a 
Houston, Texas Norfolk, Va. 


Dallas National Bank Building The Cottman Co., Agents, 
Dallas, Texas Baltimore, Md. 


INDIANAPOLIS, IND. 








Tripp Warehouse Company 
MERCHANDISE STORAGE 
POOL CAR DISTRIBUTION 


Centrally Located in Shipping District 
Motor Truck Delivery o Trap Car Delays 
“Service That Satisfies”’ 


ot an mummee aren THRU RATES AND 
sna vw DIRECT WATER ROUTES 


DEVON 6 _-3 MILFORD 
YSTIC South Norwalk, Bridgeport, New 
Sp” WESTERLY fi YOM Lendon and Norwich, Conn. 


Cc. F. A., W. ys ye Lae Inter-Mountain, 











ToL —_— to South and Southwest 
at ye STORE DOOR DELIVERY ©» CLYDE, OLD DOMINION, SAVANNAH, 
NEW YORK LONG ISLAND ay auR awH MaTOR TRUCKS QT! W4A1 TORY and MORGAN S. S. LINES 
TO ALL POINTS SOUTH BOAT AND RAIL THAMES RIVER LINE, INC., PIER 32 E. R.. NEW YORK CITY, ERNEST E. FUCHS, President 


PACKAGE PROTECTION 


Use “MAQUAS” Gummed Sealing Paper 


HUDSON BAG CO., INC., Scholes, Bogart and Meserole Sts.. BROOKLYN, N. Y. 
(The only manufacturer of tape ae the paper and gumming it) 





Lateyete fre. Cor. 12th St, M. C. and 


ioe uate Know No. | 
ue. 2 hited snd Dequiadre St., @. TR. R. 
EDGAR’S °. 8 Howard an sPaaainare Se yy de 
Fireproof Const. Warehouses - 6 ee ee eS 
E ical Aut bil Noe. & Campbell “Ave, and Us Unies om ys Wa- 

conomica utomo e 
Truck Service ti kk 
Negotiable Warehouse Receipts Ne. 9 ie in. Dem... When on 
Issued M. R. R., Penne. Ry. 


No. 10 Scandi ‘Ave. Junction to Campbell, 
P. M., Wabash and Union Butt, Ponte RY. 





Field Warehousing 
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Denver Commercial Traffic Club. E. L. Adams, Pres.; C. J. 
Hotchkiss, Secy.-Treas. 

Detroit Traffic Club. J. H. Myler, Pres.; 
Secy. 
Setrolt, Mich. Motor-City Traffic Club. E. F. Stewart, Pres.; 
F. A. Salter, Secy. 

Elmira (N. Y.). Traffic Club. C. F. Bagley, Pres.; M. J. -Wil- 
son, Secy.-Treas. 

El Paso Traffic Club. L. V. Gardiner, Pres.; F. C. Tockle, 
Secy.-Treas. 

Erie Traffic Club. P. W. Herrick, Pres.; W. 
Seey. 

Evansville (Ind.) Transportation Club. O. T. Myerhoff, Pres.; 
R. E .Ferguson, Secy.-Treas. 

Flint (Mich.) Transportation Club. E. D. Grinnell, Pres.; 
J. E. McKenna, Secy. and Treas. 


Fort Wayne (Ind.) Transportation Club. V. W. Davies, 
Pres.; C. E. Drew, Secy. 

Fort Worth Traffic Club. EB. E. Wyatt, Pres.; I. 8. McCon- 
nell, Secy. 

Freeport, Ill—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Greater Binghamton (N. Y.) Traffic Club. A. A. Gerlitz, 
Pres.; J. A. Simmons, Secy. 

Grand Rapids Transportatiqn Club. L. M. MacPherson, 
Pres.; P. F. Burns, Secy. 

Hartford Traffic Association of Hartford (Conn.) and Vi- 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 

Houston Traffic Club. W. T. Keith, Pres.; A. R. Canfield, 
Secy. 

Titteinaentiin-iGine Traffic Club of Indianapolis. 
Pres.; W. D. Collins, Secy. 

Jackson (Mich.) Transportation Club. H. A. Plumer, Pres.; 
G. L. Baldwin, Secy. 

Jamestown (N. Y.) Traffic Club. R. C. Kohn, Pres.; O. M. 
Odell, Secy.-Treas. 

Jefferson City (Mo.) Traffic Club. D. M. Oberman, Pres.; 
C. Morrow, Secy. 


T. R. Cochrane, 


M. Eismann, 


L. N. Helm, 


Jersey City Traffic Club. J. E. DeShazo, Pres.; J. J. Cul- 
lington, Secy. 
Joplin (Mo.) Traffic Club. T. B. Martin, Pres.; W. B. 


Schreirer, Secy.-Treas. 

Kalamazoo Traffic Club. H. W. Moore, Pres.; C. H. Wins- 
low, Secy. 

Kansas City Traffic Club. A. W. Mackie, Pres.; A. A. Lut- 
trell, Secy.-Treas. 

Knoxville (Tenn.) Traffic Club. A. M. McCabe, Pres.; S. L. 
Carson, Secy.-Treas. 

Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. J. D. 
Mummert, Chairman; A. J. Kohler, Secy. 

Lansing (Mich.) Traffic Club. D. C. Whitmore, Pres.; C. B. 
Tefft, Secy. 

Lincoln (Neb.) Traffic Cllub. R. W. McGinnis, Pres.; E. L. 
Jones, Secy. 

Little Rock (Ark.) Traffic Club. G. A. Weldon, Pres.; J. 
Meaders, Secy.-Treas. 

Los Angeles Transportation Club. E. D. Briggs, Pres.; 
L. G. Wilson, Secy.-Treas. 

Los Angeles Women’s Traffic Club. Gertrude B. Sears, 
Pres.; Dessie M. Phipps, Treasurer. 

Louisville Transportation Club. H. T. Lively, Pres.; 
Pennington, Secy. 

Madison, (Wis.) Traffic Club. 
Cavanaugh, Secy.-Treas. 

Mansfield (O.) Traffic Managers’ Division of the Manufac- 
turers’ Club.- C. K. Smaltz, Chairman; W. T. Leonard, Secy. 

Marion (O.) Traffic Club. W. B. Lindsay, Pres.; L. R. Camp- 
bell, Secy. and Treas. 

Memphis Traffic Club. W. D. May, Pres.; H. H. Schutt, 
Secy. 

Milwaukee Traffic Club. J. E. Kraseman, Pres.; 
Manske, Secy. and Treas. 

Minneapolis Traffic Club. G. R. Martin, Pres.; L. L. San- 
ford, Secy. 

Minneapolis Junior Traffic Club. C. E. Belanger, Pres.; 
A. A. Luedke, Secy. 

Mount Vernon (N. Y.) Traffic Forum. G. F. Griffiths, Pres.; 
H. J. Muller, Secy.-Treas. 

Mobile Traffic Club. J. E. Paterson, Pres.; E. E. Quincy, 
Secy. and Treas. 

Montreal, Can., Traffic Club of; James Fitzsimons, Pres.; 
F. T. Parker, Secy. -Treas. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her- 
bert, Pres.; Earl Roach, Secy. 
ii Newark Traffic Club. W. A. Ruehl, Pres.; R. W. Tims, 

cy. 

Newark, N. J. New Jersey Industrial Traffic Club. E. B. 
Johnson, Pres.; C. J. Fagg, Secy. 

New England Traffic Club, Boston. G. L. Graham, Pres.; 
P. L. Stuart, Secy. 


Cc. &. 
S. L. Foote, Pres.; R. H. 


Brvin 
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New Orleans, Traffic Club of. 
Yung, Secy. 
. New York Traffic Club. H. C. Snyder, Pres.; C. A. Swope 
ecy. 

New York Traffic Forum. W. C. McKenna, Pres.; N. Gg. 
Hoyer, Secy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York Junior Traffic Club. J. E. McDonald, Pres, 
V. Wanamaker, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 

New York, N. Y.—Railway and Steamship Traffic Associa. 
tion. N. EB. H. "Allen, Pres.; H. V. Ferrer, Secy. 

New York, N. Y.—Cooperative Traffic Association of New 
York. P. J. Winters, Pres.; C. J. Baker, Secy. 

Norfolk-Portsmouth (Va.) Traffic Club. H. P. Friedman, 
Pres.; R. T. Etheredge, Secy. 

Oil City-Franklin (Pa.) Traffic Club. L. A. Martin, Pres, 
J. V. Lukehart, Secy. 

Oklahoma City Traffic Club. C. B. Robertson, Pres.; 
Krarup, Secy.-Treas. 

Omaha Traffic Club. M.S. Hartman, Pres.; 
mack, Secy. and Treas. 

Paris (Tex.) Traffic Club. J. K..Dirmeyer, Pres.; C. E. Cor, 
Secy.-Treas. 

Pennsacola (Fla.) Traffic and Transportation Club. A. L 
Reinschmidt, Pres.; P. W. Reed, Secy. 

Peoria Transportation Club. J. Younge, Pres.; O. B. Eddy, 
Secy.-Treas. 

Philadelphia Traffic Club. J. P. Brown, Pres.; W. H. Mont: 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia, 
B. C. McPherson, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. C. C. Slothower, 
Pres.; C. H. Beard, Secy. 
. Pittsburgh Traffic Club. D. L. Wells, Pres.; A. H. Orr, Secy. 
ecy. 

Pittsburgh, The Traffic and Transportation Association of. 
J. J. Reilly, Pres.; Thos. Byers, Secy. 

Port Huron, Mich.—St. Clair River District Transportation 
Club. P. N. Moore, Pres.; E. G. Chadwick, Secy. 

Portland (Maine) Traffic Club. G. J. Browne, Pres. 

Portland (Ore.) Industrial Traffic Club. F. P. Kensinger, 
Pres.; L. L. Brosy, Secy. 

Portland (Ore.) Transportation Club. H. H. Keck, Pres.; 
F. O. Curtis, Secy.-Treas. 

Providence, R. L—Traffic Club of the Providence Chamber 
of Commerce. J. A, Leon, Chairman; E. C. Southwick, Secy. 

Richmond. (Va.) Traffic Club. J. F. Ryland, Pres.; W. B. 
Leigh, Secy. 

Rochester, N. Y.—Traffic Club of the Rochester Chamber 
of Commerce. I. G. Zoerner, Chairman; F. W. Burton, Secy. 

Saginaw (Mich.) Traffic Club. L. F. Swartout, Pres.; D. 
MacDonald, Secy.-Treas. 
St. Louis Traffic Club. W. R. Huey, Pres.; S. E. Wilson, 
Secy. 


St. Louis, Junior Traffic Club of. J. R. Spitznagel, Pres.; 
J. R. Staley, Secy. 

St. Paul Transportation Club. A. J. Dickinson, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. R. L. Gohmert, Pres.; 
Chas. Wynne, Secy.-Treas. 

San Diego (Calif.) Traffic Club. J. B. A. Brennan, Pres.; 
G. F. Reil, Secy. 

San Francisco Transportation Club. N. K. Lockwood, Pres.; 
W. J. Martin dale, Secy. 

San Francisco-Pacific Traffic Association. S. K. Burke, 
Pres.; E. S. Clark, Secy. 

San Francisco Women’s Traffic Club. Winifred Bauer, Pres.; 
Lee Wagner, Secy. 

Savannah Traffic Club. H. M. Emerick, Pres.; L. L. Me- 
Donald, Secy.-Treas. 

Seattle Transportation Club. A. F. Haines, Pres.; E. W. 
Mosher, Secy.-Treas. 

Shreveport (La.) Traffic Club. C. C. Phillips, Pres.; 
Rieves, Secy. 

Sioux City Traffic Club. A. F. Johnson, Pres.; J. C. Winter, 
Secy.-Treas. 

South Bend (Ind.) Traffic Club. G. S. Hess, Pres.; G. W. 
Orewiler, Seey.-Treas. 

Springfield (Mass.) Traffic Club. D. L. Topham, Pres.; 
B. A. Hapgood, Secy.-Treas. 


S. R. Barnett, Pres.; W. ¢ 


H. B, 


W. V. C. McCor. 


John 


Spokane Transportation Club. E. L. Cardle, Pres. ; F. J. 
Greene, Secy.-Treas. 
Syracuse Traffic Club. J. J. Jacobs, Pres.; F. M. Varah, 


Secy. 
Tacoma Traffic Club. E. R. Cronkite, Pres.; T. I. McGrath, 
Secy. 
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Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los malian, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 

Moore and Water Streets, New York, Telephone Bowling Green 7394 
39 South ag Drexel Bl ag Oliver ag ta. 

And at our Branch Offices at ports of call, etc. 





GULF DACIFIC LANE 


SAILINGS EVERY FOURTEEN DAYS 
FROM 


HOUSTON, MOBILE, NEW ORLEANS 


AND 
Regular Service From 


Beaumont, Port Arthur, Lake Charles 


Galveston, Tampa 
TO 


San Diego, Los Angeles, San Francisco 
Qakland, Portland, Seattle, Tacoma 
and Vancouver (B.(.) 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
Main Office: 424 Whitney Building, New Orleans, La. 
SWAYNE & HOYT, INC., General Agents Pacific Coast 
Main Office: 430 Sansome Street, San Francisco, Calif. 


W. J. SMITH, General t 
209 South La Salle Street bach eat 
H. H. KENNEDY, General Agent 
320 Merchants Exchange Building r ~ 
THE STEELE STEAMSHIP LINE, INC., General Agents 
15 Moore Street 


Chicago, Ill. 








St. Louis, Mo. 
New York, N. Y. 
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Be Your Customers’ Neighbor 
in Los Angeles 


You actually become your customers’ 
neighbor in Los Angeles when you have 
a stock of goods stored in the Metropol- 


itan Warehouse, ready for delivery ona 
moments notice. 

The warehouse is constructed of re- 
inforced concrete and is located in the 
heart of the wholesale and retail districts. 

The fire insurance rate is 15.3c. 


METROPOLITAN 
WAREHOUSE CO. 


Merchandise Storage Drayage Pool Car Distribution 


1340-1356 East Sixth Street 
LOS ANGELES 


EASTERN REPRESENTATIVES: 


CROOKS TERMINAL WAREHOUSES 
Woolworth Bldg. 417 W. Harrison St. 
NEW YORK CHICAGO 


Speed on Orient 
Mails 


The fastest service wins the mail. 
This line is used to carry Govern- 
ment mail to the Orient on ac- 
count of the quick delivery. That 
same speed is available for your 
freight and express shipments, 
thereby saving interest on capital. 
Win sales by service. Sailings every 
fourteen days from Seattle for 
Yokohama, Kobe, Shanghai, 
Hong Kong and Manila 


acAv 
‘S 
ww, 
L. L. BatEs, General Freight Agent 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other offices at New York, Boston, Philadelphia, Detroit 
Chicago, Portland, Ore., Tacoma, Wash., 
Vancouver, B.C. and Victoria, B.C. 
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Toledo Transportation Club. W. I. Nokely, Pres.; W. J. 
Chisholm, Secy. 

Toronto, Can:—The Transportation Club of Toronto. W. R. 
Ingram, Pres.; W. J. Hotrum, Secy. 

Trenton (N. J.) Traffic Club. H. W. Trimmer, Pres.; G. E. 
Mace, Secy. P 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Traffic Club of Tulsa. W. W. Stumph, Pres.; 
B. A. Everett, Secy. 

Tuscarawas County (Ohio) Traffic Club. H. B. Bodenhamer, 
Pres.; E. P. Harris, Secy. 

Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.; G. E. Riley, Secy. 

Twin City Women’s Traffic Club (Minneapolis and St. Paul). 
Mrs. Mynoma De Groff, Pres.; Miss Emily Knutson, Secy. 

Utica (N. Y.) Traffic Club. E. T. Foxenberg, Pres.; C. E. 
Darrigrand, Secy. and Treas. 

Waco Traffic Club. R. L. Goebel, Pres.; J. D. Hughett, Secy,- 
Treas. 

Washington Traffic Club. 8. R. Bowen, Pres.; R. F. Rich- 
ardson, Secy. 

Wheeling (W. Va.) Traffic Club. G. A. Blackford, Pres.; 
E, C. Jepson, Secy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; 
J. W. Chatham, Jr., Secy.-Treas. 

Wichita Traffic Club. H. G. Watts, Pres.; W. C. More- 
house, Secy.-Treas; 

Windsor, Ontario, Can.—Border Cities Transportation Club. 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 

Worcester (Mass.) Traffic Association. W.S. Taylor, Pres.; 
Ernest Opitz, Secy. 

York (Pa.) Traffic Club. Edward Kleffman, Pres.; B. N. 
Gingerich, Secy. 

Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres.: 
P. B. Wait, Secy.-Treas. 





Digest of New Complaints 


No. 18298. (Supplemental Complaint) Campbell River Mills, Ltd., White 
Rock, British Columbia, vs. C. M. & St. P. et al. 

Rates and charges in violation of first four sections of the 
act, on saw logs from Columbia Station, Wash., to Bellingham, 
Wash. Asks rates for future and reparation. 

No. — Sub. No. 5. W. D. Hall, Atlanta, Ga., vs. Central of Georgia 
et al. 

Inapplicable and unreasonable rates on cottonseed shavings 
from Ft. Valley, Ga., to Palmertown, Conn. Asks cease and desist 
order and reparation. 

19359. Sub. No. 1. Cameron Automobile Co., 
Gulf, Colorado & Santa Fe. 

Rates and charges in violation of sections 1 and 6 of the act, 
on automobiles from Lansing, Mich., to Dallas, Tex. Asks cease 
and desist order and reparation. 

19359. Sub. No. 2. J. S. Reeves Co., Dallas, Tex., vs. Texas & 
Pacific. 

Same complaint and prayer with respect to automobiles from 
Black Rock, N. Y., to Dallas, Tex. 

No. bag _— No. 1. Kraft Cheese Co. et al., Chicago, Ill., vs. Santa 

e et al. 

Charges in violation of first three sections of the act, on cheese 
from various points in transcontinental group territory to points 
in the Pacific coast states. Asks rates for future and reparation. 

No. 19499. Sub. No. 1. Gilliland Oil Co., of New Mexico, Albuquerque, 
N. M., vs. Santa Fe et al. 

Unreasonable rate on boilers, engines and pumps, described as 
machinery, from Haynesville, La., to Artesia, N. M. Asks rate 
for future and reparation. 


No. 19557. Sub. No. 1. National Stone Co. et al., Joliet, Ill., vs. Indi- 

ana Harbor Belt et al. 

Rates in violation of sections 1 and 3 of the act, on crushed 
stone from complainants’ plants at Joliet to the Chicago and 
Gary switching districts. Asks same rates that are contempor- 
aneously maintained within the Chicago switching district on 
crushed stone, slag, sand and gravel, and that the Commission 
establish minimum rates within the Chicago switching district on 
crushed stone, slag, sand and gravel. 

No. 19565. Sub. No. 5. Caruso Rinella Battaglia Co., Inc., Schenectady, 

N. Y., vs. Norfolk Southern et al. 

Rates in violation of first four sections of the act, on peaches 
from points in Georgia and the Carolinas to points in New York. 
Asks rates for future and reparation. 

No. 19565. Sub. No. 6. Same vs. Southern et al. 

Same complaint and prayer with respect to peaches from Lu- 
ella, Ga., to Oneonta, N. Y. 

’ No. 19565. Sub. No. 3. Caruso Rinella Battaglia Co., Inc., Schenectady, 
N. Y., vs. Central of Georgia et al. 

Rates and charges in violation of first four sections of the 
act, on peaches from points in Georgia and the Carolinas to points 
in New York. Asks rates for future and rep@ration. 

No. 19565. Sub. No. 4. Same vs. Norfolk Southern et al. 

Same complaint and prayer as to shipments of peaches from 
points in Georgia and the Carolinas to points in New York and 
Pennsylvania. 

19579. Sub. No. 1. Paducah Cooperage Co., Paducah, Ky., vs. 
Nashville, Chattanooga & St. Louis. 

Rates and charges in violation of sections 1, 4 and 6 of the 
act, on rough green sawed staves from points in Tennessee and 
Alabama to Paducah, Ky. Asks rates for future and reparation. 
No. 19594. Transfer of freight within St. Louis and East St. Louis 

by dray and truck for and on behalf of railroads. 
This is an investigation instituted by the Commission on its 


No. Dallas, Tex., vs. 


No. 


No. 
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own motion as result of petition filed by St. Louis and East y 

Louis interests and the Chicago & Alton railroad. 

No. 19604. Sub. No. 1. Forest Lake Oil Co., Forest Lake, Minn., y, 
Santa Fe et al. ay 

Illegal and unreasonable rates and charges on gasoline, ker. 
sene and refined oil from points in Kansas and Oklahoma to Fo. 
est Lake, Minn. Asks rates for future and reparation. 

No. Bay — Mathieson Alkali Works, New York, N. Y., vs. L, § 
N. et al. 

Unreasonable rates on non-liquid caustic soda and soda ag 
from Saltville, Va., to Anniston, Birmingham and points custom. 
arily taking the same rates, Pell City and Talladega, Ala. Ask 
rates for future and reparation. 

No. 19641. The Baily Co., Cleveland, O., vs. L. & N. et al. 

Rates in violation of sections 1, 2, 3 and 4 of the act, on fy. 
niture from Memphis, Tenn., to Cleveland, O. Asks rates fy 
future and reparation. | 

No. 19641. Sub. No. 1. The Royal Furniture Co., Cleveland, O., ys 
Illinois Central et al. oa: 

Same complaint and prayer. 

No. a. Loone- Wiles Biscuit Co., Long Island City, N. Y., Vs. Read 
ing et al. 

Rates in violation of sections 1, 3 and 4 of the act, on chocolat 
coating from Stamford, Conn., Harrisburg, Hershey, Philadelphi; 
and Lititz, Pa., to Kansas City, and St. Louis, Mo., and Omaha 
Neb. Asks reparation. 

No. 19645. The Atchison, Topeka and Santa Fe et al., vs. Baltimor 
and Ohio et al. ; 

Complainants allege they are not receiving just, reasonable, 
non-prejudicial and equitable divisions of joint through rates 
petroleum and petroleum products from Arkansas, Louisian 
Oklahoma and Texas to Indiana. Asks establishment of division 
and retroactive adjustment. 

No. ~— Gopher State Canneries, Inc., Duluth, Minn., vs. Santa hk 
et al. 

Rates in violation of sections 1, 2 and 3 of the act, on tin cap 
from Chicago to Watertown and Winsted, Minn., and on canne 
goods from Watertown and Winsted to San Francisco and Ig; 
Angeles, Calif. Asks rates for future and reparation. 

No. 19647. H. B. Hunter Co., Norfolk, Va., vs. New Haven et al. 

Unreasonable rate on cocoa powder from Stanford, Conn., to 
Norfolk, Va. Asks reparation. 

No. ~— Worumbo Mfg. Co., Lisbon Falls, Me., vs. Boston & Main 
et al. 

Unreasonable rates and charges on wool in the grease fron 
Boston, Mass., to Lisbon Falls, Me. Asks rates for future ani 
reparation. 

No. bagel oe Co., Kansas City, Mo., vs. Gulf, Mobile & North- 
ern et al. 

Unreasonable charges on ground common clay, burned (haydite), 
from Kansas City, Mo., to Mobile, Ala. Asks rate for future ani 


reparation. 
No. ae Olive Hill Limestone Co., Inc., Olive Hill, Ky., vs. B. & 0. 
et al. 


Illegal and unreasonable rates on crushed stone from Atlas, Ky, 
to Clifton, Mason City, Hartford, New Haven and Grahan, WV. 
Va. Asks rates for future and reparation. 

No. 19651. Trenton (N. J.) Chamber of Commerce on behalf of H. }. 
Richards Co. vs. Atlantic Coast Line et al. 

Rates and charges in violation of sections 1 amd 3 of the att, 
on ground limestone from Sparta, Tenn., to Paulsboro, N. J. Asks 
reparation. 

No. 19652. Reed Marble & Tile Co., Minneapolis, Minn., vs. Northen 
Pacific et al. 

Illegal rates or charges on slate slabs from Pen Argyle, Pa., ti 
Jamestown, N. D. Asks reparation. 

No. 19653. Interstate Sand & Gravel Co., Kern, Ind., vs. Wabash et al 

Unreasonable, discriminatory and prejudicial rates on sand ani 
gravel from Kern, Ind., to points in Illinois. Asks rates for future 
19654. United Zinc Smelting Corp. et al., Moundsville, W. Va, 
vs. B. & O. et al. 

Unreasonable, prejudicial and discriminatory rates on _ scrap 
lead from Moundsville, W. Va., to Brills, Newark, N. J. Asks rates 
for future and reparation. 

No. 19655. The Wahl Refractory Products Co., Fremont, O., vs. Chi- 
cago & Alton et al. 

Rate in violation of sections 1, 4 and 6 of the act, on fire clay 
and fire brick from Farber, Mo., to Fremont, O. Asks cease ané 
desist order and reparation. 

No. 19656. James O’Meara et al., Baltimore, Md., vs. B. & O. et al. 

Rates in violation of sections 1, 2 and 3 of the act, on rough 
and dressed stone from Bedford, Ind., and vicinity to Baltimore, 
Md., and Washington, D. C. Asks rates for future. 


No. oe aan Lumber Co., Minneapolis, Minn., vs. Northern Pa- 
cific et al. . 
Rate in violation of sections 1, 4 and 6 of the act, on lumbe 
from Missoula, Mont., to Minneapolis, Minn. Asks reparation. 
No. _— George C. Speir & Co., Inc., Atlanta, Ga., vs. V. S. & P. et 
al. 
Charges in violation of sections 1, 4 and 6 of the act, on cot: 
tonseed hull fibre and shavings from Shreveport, La., to New 
London, Palmerton and Montville, Conn. Asks reparation. 


No. Fay _ Coleman Lamp & Stove Co., Wichita, Kan., vs. Santa 

e et al. 

Rates and charges in violation of section 1 of the act, on gas 
mantles, less carload, in three classification territories, based o0 
one and one-half times first class in Official and double first-class 
in Southern and Western Classifications to the extent they ex- 
ceed first class rating in three classification territories. Asks rat- 
ings for future and reparation. 


No. 19660. E. C. Dailey, Lima, O., vs. B. & O. et al. 
Charges in violation of first four sections of the act, on cabbage 
from Humboldt, Tenn., to Lima, O. Asks reparation. 


No. Peay? Pine Plume Lumber Co., Montgomery, Ala., vs. Seaboari 
ir Line. 

Rates and charges in violation of sections 1 and 6 of the act 
on lumber from Sandersville, Ga., to West Palm Beach, Fia 
Asks cease and desist order and reparation. 

No. 19662. Bacon Bros., Chicago, Ill., vs. Indiana Harbor Belt et al. 

Illegal rates on potatoes from points in Minnesota, Illinois and 
Wisconsin to points in Kentucky. Asks reparation. 

No. 19663. Magnolia Petroleum Co., Dallas, Tex., vs. Santa Fe et al. 
Rates and charges in violation of sections 1 and 4 of the act, 
on lumber from points in Oklahoma to points in Arkansas and 
Louisiana. Asks rates for future and reparation. 
19663. Sub. No. 1. Magnolia Pipe Line Co., Dallas, Tex., v5 
Louisiana & Arkansas et al. 
Rates and charges in violation of sections 1 and 4 of the act 
on lumber from Cement, Okla., to Sarepta, La. Asks reparation 


No. 
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June 11, 1927 
d East y 
Minn., VE e 
= aitSeathers Secishin € PANAMA MAIL S.$.CO 
of | Southern Steamship Company 8.CQ. 
vs. Lig Fast Freight and Passenger Service 
OPERATING FAST FREIGHT SERVICE Scheduled Sailings via Panama Canal 
soda as BETWEEN From—SAN FRANCISCO AND LOS ANGELES 
en ae To—HAVANA AND NEW YORK 
: : 4 EASTBOUND SAILINGS 
Philadelphia, Pa., and Houston, Tex. ee eee 
t, On fur. From San Francisco From Los Angeles 
rates ty SAILINGS: ¢ 3 4 . quip i 
d, ©: Vs ° e Aug. 1 
From Philadelphia . -Wednesdays and Saturday . Also regular sailings for Mazatlan, Manzanillo, Cham- 
$s. Read From Houston Mondays and Thursdays perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Po Union, Corinto, Amapala, Puntarenas, San Juan del Sur 
ocolate Low Rat . : Thru Pack C. and Balboa, Cristobal (Panama) and Buenaventura. 
i ow Rates ru Package Cars 
4 adelphi iain Quick Dispateh a ath a Trans-Shipment at Panama for South America and European Ports 
Snell GENERAL OFFICES: OFFICES ; 
Eatinel | 321 Commercial Trust Bldg., PHILADELPHIA, PA. 250 earwuet Bide, Gute Ug eins eters Sar Faneiace Sak 
‘rates - : 
Louisian, 
division: 
Santa k aaa GENE. nin coe, won 
1 tin cans 












Mm canned 
and In; 


PORT HOUSTONS SHIPSIDE WAREHOUSE 

















et al. 
Conn., to 
& Main: 
ase from 
iture ani 
& North- 
(haydite), 
uture ani 
. B. &0, Direct from ships’ holds to warehouse, by means of electrie eenveyors, with one handling :—No trucking, switching or draying. 
Warehouse,—Re-inforced —- and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars annum. 
tlas, Ky, With our long experience in the warehouse business, we are familiar with the requirements necessary te the proper dling of your shipments. 
cham, W Complete record ef all shipments mailed same day of movement. Daily if desired. 
: Your shipments can be financed through our le warehouse receipts. 
of H. X, 
eae BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 
i ia 
Norther 
, Pa,, 
a CHICAGO DISTRICT 
cy . oe eo eo 
Sand an 
“ Terminal Facilities 
sy OF THE CHICAGO & NORTH WESTERN RY. 
S rates 
vs. Cl HE Chicago terminal district extends over an area of about 500 square miles. Commencing in the very heart 
of Chicago’s main business section, THE NORTH WESTERN LINE serves the northern half of this large ter- 
fire pon minal district. Here is located the UNION STOCK YARDS, the largest yard of its kind in the world, as well 
ais as the new SOUTH WATER FRUIT MARKET, served directly by the CHICAGO & NORTH WESTERN RY. 
The terminal facilities of the trains, 12,000 through cars. The Canada, offers you its complete 
altimore, Chicago & North Western Ry. are terminal yard at Proviso, when all services. Terminal facilities and 
an extremely important part of the reconstruction work as now main line transportation between 
hern Pa- this great section. planned is completed, will involve cities and towns in the United 
1 lumber Twenty-three city stations and a total expenditure of $16,000,000, States are available which are of 
— public team tracks are conveniently and will permit handling of 15,000 inestimable value to any concern 
aadiag, located so as to create minimum cars per day and furnish total locating on this railroad. 
on cot: hauls between such facilities and track space for 22,900 cars. Anyone contemplating establish- 
to New various sections of the terminal The Proviso Yard is expressly designed ing an industry of any kind in the 
“ wlal district. for _ a ag of — your — states of Illinois, Wisconsin, Michi- 
. ‘ ; ‘ il traffic in the most modern way with the gan, Iowa, Minnesota, Nebraska, 
, on gas At Provine, I, thivioes N. 'W. utmost of dispatch. Wyoming, or South Dakota, would 
mail west of Chicago, is the C. & N. W. . : ’ 
rst-class Ry’s largest classification and The success or failure of your do well to communicate with any 
shey ex: transfer yard, containing approxi- industry may depend to a large representative of this company for 
a a mately 1,250 acres. ‘The present extent upon whether or not it is information as to available sites or 
capacity is 8,790 through cars. To located advantageously from a facilities along the line of the 
cabbage further improve these facilities, transportation standpoint. A vast railroad whose slogan in freight 
work is progressing toward com- system of over 10,000 miles of its as well as passenger service is: 
seaboard pletion in the near future of ad- . own railway, which, together with The Best of Everything.” It has on its 
the act ditional tracks and transfer facili- its connections, affords quick dis- line at the present time more in- 
ch, Fila. ties which will provide means for patch of freight to practically all dustries than any other western 
— classifying and dispatching in road points in the United States and railroad. 
ois oa “The Best of Everything in the Best of the West” 
re et al. 
the act, 
d 
at & CHICAGO & NORTH WESTERN Ry. 
x, 7 A. C. JOHNSON H. W. BEYERS . MILLER A. R. GOULD D. H. HOOPS 
the act, Vice President Freight Traf. Mgr. pe Fie Traf. Mgr. Asst. Frt. Traf. Mgr. Gen’! Freight Agt. 


aration. 
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No. 19664. Mell & Sons Lumber Co., Inc., Philadelphia, Pa., vs. Penn- 
sylvania. 

Illegal charges on lumber from Sellers, S. C., to Port Allegany, 
Pa., reconsigned to Sergeant, Pa. Asks reparation. 

No. 19665. Alexandria Paper Co., Alexandria, Ind., vs. Santa Fe et al. 

Charges in violation of sections 1 and 3 of the act, on newsprint 
paper from Alexandria, Ind., to points in C. F. A. territory, and 
Twin Cities. Asks rates for future and reparation. 

No. — Brooks Construction Co., Fort Wayne, Ind., vs. New York 
entral. 

Rate in violation of sections 1 and 3 of the act, on sand and 
gravel for road building purposes from Jonesville, Mich., to Fort 
Wayne, Ind. Asks rate for future and reparation. 

No. 19667. The Inland Waterways Corporation et al., New Orleans, 
La., vs. Seaboard Air Line et al. 

Complainant barge line seeks establishment of joint through 
routes and joint through rates on classes and commodities from 
Atlanta, Ga., to points in Texas and Louisiana on traffic inter- 
changed with barge line at Birmingport, Ala., and moved by 
barge line to Baton Rouge, Algiers and Gretna, and thence by 
rail beyond, and also divisions of joint through rates. 

No. 19668. Oklahoma (Okla.) City Chamber of Commerce et al. vs. 
Arkansas Valley Interurban et al. 

Unreasonable rates on common salt and refinery salt, carloads, 
from points in Kansas and Louisiana to Oklahoma City and other 
Oklahoma points. Asks disposition of case on basis of record in 
I. and §S. No. 2414, and reparation. 

No. 19669. Andrew Murphy & Son, Inc., et al., Omaha, Neb., vs. 
Ann Arbor et al. 

Ratings and rates in violation of section 6 of the act, on motor 

trucks from points in Michigan, Ohio, and Indiana to Des Moines, 


Ia., Omaha, Neb., Kansas City, Mo., and other points. Asks 
reparation. 

No. 19670. Taylor Produce Co. et al., Battle Creek, Mich., vs. L. & N. 
et al. 


Rates and charges for transportation and refrigeration in viola- 
tion of first four sections of the act, on fruits and vegetables from 
points in Alabama, Georgia, Tennessee and Kentucky to points in 
Ohio and Michigan: Asks rates for future and reparation. 

No. 19671. Traffic Bureau-Chamber of Commerce, Lynchburg, Va., vs. 
nm. 3. &. OC Sl. 

Unreasonable rates and charges on linseed meal feed from 
Buffalo, N. Y., to Lynchburg, Va. Asks cease and desist order 
and reparation. 

No. 19672. The Robinson-Ransbottom Pottery Co., Roseville, O., vs. 
Pennsylvania. 

Rates in violation of first three sections of the act, on stone- 
ware from Roseville, O., to Chicago, Ill., as compared with rates 
from Red Wing, Minn., to Chicago. Asks rate for future. 

No. 19673. Blair Lumber Co., Chattanooga, Tenn., vs. Seaboard Air 
Line et al. 

Unreasonable rates and charges on logs from Drifton and 

Brazwell, Fla., to Chattanooga, Tenn. Asks rates for future and 


reparation. 
No. 19674. Dallas County, Tex., et al. vs. Gulf, Colorado & Santa Fe 
et al. 


Unreasonable rates and charges on chatt from Picher, Okla., to 
points in Texas. Asks rates for future and reparation. 
. 19675. Baker & Holmes Co., Jacksonville, Fla., vs. Erie et al. 
Charges in violation of first three sections of the act, on wood 
pulp wall board from Lockport, N. Y., to Jacksonville, Fla. Asks 
rates for future and reparation. 
No. 19676. Federal Match Corp. et al., Philadelphia, Pa., vs. Southern 
Pacific Co. 
Charges in violation of first four sections of the act, on matches 
from Bloomsburg, Pa., to Weed, Calif. Asks rate for future and 


N 


° 


reparation. 
No. be Federal Match Corp., Philadelphia, Pa., vs. D. L. & W. 
et al. 


Charges in violation of sections 1, 2, 3 and 6 of the act, on 
matches from Bloomsburg, Pa., to Los Angeles, Calif. Asks rea- 
sonable rules and regulations for the future and reparation. 

No. 19678. Federal Match Corp., Philadelphia, Pa., vs. Grand Trunk 
Western et al. 
Charges in violation of first three sections of the act, on matches 


from Saginaw, Mich., to Milwaukee and Green Bay, Wis. Asks 
reparation. 

No. aes Federal Match Corp., Philadelphia, Pa., vs. Boston & Maine 
et al. 


Charges in violation of first three sections of the act, on match 
blocks from East Jaffrey, N. H., to Bloomsburg, Pa., having 
originated at Littleton, N. H. Asks reparation. 


No. 19680. Public Service Commission of Oregon, Salem, Ore., vs. 
Central Pacific et al. 

Alleges that defendants have failed and refused to provide a 
large area in central Oregon with adequate and reasonable fa- 
cilities of transportation by railroad, although the existing line 
of railroad from Ontario, Ore., to Crane and to Harriman, Ore., 
was part of a line of railroad projected many years ago by the 
Union Pacific to extend from Ontario in a westerly direction across 
the state to a connection at some suitable point in western Oregon 
with the Southern Pacific Company. Alleges further that between 
Crane or Harriman in eastern Oregon and Crescent Lake or some 
point in vicinity thereof on the existing line of railroad operated 
by the Southern Pacific and commonly known as the Natron cut- 
off, there is a practicable and feasible route for the construction 
of a line of railroad which, when built, would provide such fa- 
cilities. Asks that defendants be required to build such a line 
as indicated and to establish just and reasonable through routes 
and joint rates and just and reasonable divisions of such joint 
rates and just and reasonable terms and conditions under which 
such through routes shall be operated. 

No. 19681. Baker & Holme8S Co., Jacksonville, Fla., vs. Florida East 
Coast et al. 

Charges in violation of sections 1, 2, 3, 6, 10 and 15 of the act, 
on brick from Shawnee, O., to Fort Pierce, Fla., and on gravel 
from Jackson Lake, Ala., to St. Augustine, Fla., because of re- 
fusal of carriers to apply combination rule upheld in Sligo Iron 
Store case. Asks application of rule and reparation. 

No. 19682. Vacuum Oil Co., New York City, vs. Pennsylvania et al. 

Unreasonable charges on tin plate, decorated, from Baltimore, 
Pa to Bayonne, N. J. Asks cease and desist order and repara- 

on. 

No. — International Vegetable Oil Co., Atlanta, Ga., vs. A. C. L. 
et al. 

Rates in violation of first three sections of the act, on cotton- 
seed from Newburn, Fla., to Savannah, Ga. Asks rates for future 
and reparation. 

No. oe United Paperboard Co., Inc., New York City, vs. B. & O. 
et al. 
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Rates in violation of first four sections of the act, on import 
woodpulp from Baltimore, Md., and suburbs, to Wabash, Ind, 
Asks rates for future and reparation. 

No. 19685. Dudlo Mfg. Corp., Fort Wayne, Ind., vs. C. & N. W. et al, 

Unreasonable rates on enameled copper wire from Fruitvale, 
Calif., to Fort Wayne, Ind. Asks reparation. 

No. 19686. Enterprise Box Co., Tampa, Fla., vs. Southern Pacific et al, 

Illegal rates on cedar cigar box lumber from Nogales, Ariz., to 
Tampa, Fla. Asks reparation. 

No. 19687. Piedmont Corp., Atlanta, Ga., vs. Gainesville & North- 
western et al. 

Rates in violation of first four sections of the act, on crushed 
stone from Clermont, Ga., to St. Petersburg, Fla. Asks reparation. 

No. 19688. Fruit Dispatch Co. et al., New York City, vs. Aberdeen & 
Rockfish et al. 

Charges in violation of sections 1 and 3 of the act, on bananas 
and cocoanuts imported through port of Charleston, S. C., because 
of imposition of rental charges for use of refrigerator cars. Asks 
cease and desist order and reparation. 

No. 19689. Sengel Motor Co., Fort Smith, Ark., vs. Kansas City South- 
ern. 

Rates and charges in violation of sections 1 and 6 of the act, on 
automobiles from Lansing, Mich., to Fort Smith, Ark., because 
of assessment of demurrage. Asks cease and desist order and 
reparation. 

No. 19689. Sub. No. 1. Same vs. Midland Valley. 

Same complaint and prayer with respect to shipment of auto- 
mobiles from Lansing, Mich., to Fort Smith, Ark. 

No. 19690. Sheffield Steel Corp., Kansas City, Mo., vs. Missouri-Kan- 
sas-Texas et al. 

Rates in violation of sections 1 and 3 of the act, on ingot molds 
from Josephine and Latrobe, Pa., and Dover, O., to Kansas City, 
Mo., alleging that competitors at Chicago, St. Louis and Duluth 
and St. Paul are preferred. Asks rates for future and reparation, 

No. 19691. J. A. Forsythe, doing business under name of Forsythe 
Oil Co., Denver, Colo., vs. Santa Fe et al. 

Rates in violation of sections 1 and 4 of the act, on gasoline 
and other refined petroleum products taking the same rates from 
Enid, Okla., to Hillrose, Akron, Brush, Wray, Sterling, Fort 
arene, Otis and Yuma, Colo. Asks rates for future and repara- 

on. 

No. a  smeeeie Brothers Co., Inc., Watertown, N. Y., vs. Santa 

e et al. 

Rates in violation of sections 1 and 3 of the act, on paper flour 
bags and paper cement bags from Watertown and Carthage, N. 
Y., to points in western Pennsylvania, and in Ohio, West Virginia, 
Michigan, Illinois, Indiana, Kentucky, Minnesota, Iowa, Kansas, 
Missouri and other states. Asks rates for future on basis of those 
from Utica, N. Y., and reparation. 

. fuse Strauss Packing Co., Inc., Brooklyn, N. Y., vs. A. 

. V. et al. 

Unreasonable, discriminatory and prejudicial charges on horses 
in carload lots from points in the United States to New York, 
N. Y., Borough of Brooklyn, but more particularly from Pittsburgh 
and Philadelphia, Pa., said horses being used as food for human 
consumption; alleges that complainant is in competition with deal- 
ers and packers of beef and that horses shipped by complainant 
are in no instance as valuable as cattle, and frequently the value 
of said horses is as low as $3 per animal; says rates charged 
are unreasonable to extent they exceed 80 per cent of the rate 
on beef cattle between the same points. Asks rates for future 
and reparation. 

No. oar \ aaa St. Regis Paper Co., Watertown, N. Y., vs. Santa 

e et al. : 

Rates in violation of sections 1 and 3 of the act, on newsprint 
paper from Norwood, Deferiet, Carthage, Norfolk and Raymond- 
ville, N. Y., to points in Pennsylvania, Illinois, Indiana, Ohio, 
fo ga Missouri, Kentucky and West Virginia. Asks rates for 
uture. 

No. 19695. Federated Metals Corp., Newark, N. J., vs. Central of New 
Jersey et al. 

Unreasonable, prejudicial and discriminatory rates on _ spelter 
from Newark, N. J., to Sparrows Point, Md. Asks rates for future 
and reparation. 

No. 19696. Bedford Pulp & Paper Co., Richmond, Va., vs. C. & O. et al. 

Rates in violation of sections 1 and 3 of the act, on coal from 
New River district in W. Va., to Big Island and Coleman, Va. 
Asks rates for future and reparation. 

No. 19696. Sub. No. 1. Columbian Paper Co., Buena Vista, Va., vs. 
Cc. & GO. et al. 

Same complaint and prayer with respect to coal from New River 
district to Buena Vista, Va. 

No. 19696. Sub. No. 2. Union Tanning Co., New York, N. Y., vs. 
Cc. & O. et al. 

Same complaint as to coal from New River district to Iron Gate, 
Va. Asks rates for future. 

No. -— Divisions and rates of Wyoming & Missouri River Railway 

oO. 

This is an investigation instituted by the Commission on its own 
motion as to the propriety of the divisions of the joint through 
rates accorded the W. & M. R. on traffic interchanged between 
it and the Chicago & North Western. 


REVENUE TRAFFIC STATISTICS 


Passenger revenue of Class I roads in the three months 
ended with March totaled $236,603,339, as compared with $248,- 
716,146 for the corresponding period of 1926, according to 
revenue traffic statistics compiled by the bureau of statistics 
of the Commission from reports of Class I roads, exclusive of 
switching and terminal companies. For March the passenger 
revenue was $76,563,283, as compared with $80,704,980 for March, 
1926. Revenue passengers carried in the three months ended 
with March totaled 211,938,000, as compared with 216,289,000 for 
the same period of 1926. For March the number was 70,350,000, 
as against 72,799,000 in March, 1926. Revenue per passenger 
mile for the three months averaged 3.014 cents, as against 3.058 
cents in 1926, and 3.008 cents in March, as against 3.053 cents 
in March, 1926. 

Freight revenue in the three months ended with March 
totaled $1,115,981,201, as compared with $1,087,130,479 for the 
same period of 1926. For March it was $405,633,012, as against 
$400,497,568 for March, 1926. Revenue per ton-mile averaged 
10.54 mills in the three months ended with March, as against 
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LEER 


A MISSING 


TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take ad- 
vantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 


And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 


The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed: with the Com- 
mission in the current week. 


Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 


Yi 


i emonnnnceT  EEEE 
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Tew atfor” 


5 days Fastest Service by Sea 


Passenger and Freight 


Itinerary: New York—Havana—Panama 
Canal—Balboa—San Diego (Westbound)— 
Los Angeles—San Francisco. 


Through Bills of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far Eastern 
and Australian ports. 

Passengers’ automobiles accepted un- 
crated as baggage at moderate charge. All 
steamers equipped for refrigerator cargo. 

Proposed Sailing Dates 


Eastbound from 
Westbound from New York San Francisco—Los Angeles 


Ready faerie.  SS.Manchuria June 16 S.S.Finland June 25 June 27 
January, 1928. = S.S. Mongolia June 30 S.S. Manchuria July 9 July 11 
built liner. SS.Finland July 21 S.S.Mongolia July 23 July 25 


PANAMA Paciric LINE 


INTERNATIONAL MERCANTILE, Marine COMPANY 


yi b- North River, N. Y. C. 1 Broadway, N. Y. C. 
CW. ag? a Tel. Chelsea 6760 Ea Rag y Green -o 
. La eS 84 State Stree 


Chica t. 
Philadetphic, Public pe Re Bldg. Baltinoce, Chamber “4 Commerce Bldg. 
San Francisco, 60 California St. Los Angeles, Central Bldg. 


M LINES N 
EASTERN AGENTS 
MUNSON-McCORMICK. LINE 
INTERCOASTAL SERVICE 


From Baltimore and New York Weekly 
(EVERY SATURDAY) 


*From Philadelphia and Boston Bi-Weekly 
(ALTERNATE WEDNESDAYS) 


DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


*Differential Rates from Philadelphia and Boston 


MUNSON STEAMSHIP LINE 


Munson Building, 67 Wall St., New York 


Branch O 
Chicos, St. Louis, Pittieeh, Baltimore 
adelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 
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10.79 mills in the same period of 1926. For March it was 10.77 
mills, as against 11.33 mills in March, 1926. Revenue per ton 
per road averaged $1.984 in the three months, as against $2.047 
in the same period of 1926. For March it was $2.013, as against 
$2.074 for March, 1926. Revenue tons carried in the three 
months totaled 562,511,000, as against 531,089,000 in the same 
period of 1926, and in March, 201,477,000 tons, as against 193,- 
096,000 in March, 1926. Revenue tons carried one mile in ‘the 
three months totaled 105,879,835,000, as against 100,727,258,000 
in the 1926 period. For March the total was 37,660,774,000, as 
against 35,350,661,000 for March, 1926. 


COAL PRODUCTION AND SHIPMENT 


Production of bituminous coal the week ended May 28 was 
estimated at 8,474,000 net tons, according to the Bureau of 
Mines of the Department of Commerce. The bureau said that 
this was the largest output in any week since April 1, when the 
suspension of mining began in many of the union flelds. In 
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Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be nofed elsewhere. 


June 13—Philadelphia, Pa.—Examiner Trezise: 
19003—Commercial Exchange of Philadelphia vs. W. S. R. R. et al. 

June 13—Washington, D. C.—Examiner Davis: 

* Finance No. 6339—Joint Application of the Limestone Telephone Co. 
and Chesapeake & Potomac Telephone Co. of West Virginia for 
a certificate that the acquisition by the latter company of the 
properties of the former company will be of advantage to the 
persons to whom service is to be rendered and in the public 
interest. 


June 13—Duluth, Minn.—Examiner Snider: 
19281—Cutler Magner Company vs. C. St. P. M. & O. Ry. et al. 
19501—John Arko et al. vs. A. T. & S. F. Ry. et al. 


June 13—Kansas City, Mo.—Examiner Griffin: 
19192—-Frederichsen Floor & Wall Tile Co. vs. A. C. L. R. R. et al. 
19205—Bradford Rig & Reel Co. et al. vs. A. T. & S. F. Ry. et al. 


June 13—Jonesboro, Ark.—Examiner Mohundro: 
19183—Jonesboro Freight Bureau et al. vs. M.-K.-T. R. R. et al. 


June 13—Ottumwa, Ia.—Examiner Johnston: 
19185—Walter T. Hall and Co., Walter T. Hall, Wm. S. Vinson vs. 
A. G. S. R.. B.. ot al. 


June 14—Lansing, Mich.—Michigan Public Utilities Commission: 

* Finance No. 6193—Joint application of Mineral Range R. R. and 
Hapcock & Calumet R. R. for authority to abandon that portion 
of the main line of the latter company between Calumet and 
Kearsarge, Mich. 

* Finance No. 6194—Applicatiton of Duluth, South Shore & 
Ry. for authority to abandon its Bessemer Branch. 


June 14—Des Moines, Ia.—Examiner Johnston: 
1 McGreer Brothers et al. vs. C. B. & Q. R. R. 


June 14—Washington, D. C.—Examiner Glover: 
Fourth Section App. No. 13005—Filed by Agents Galligan and a 
° —In re class rates between Chicago rate points on E. J. E. 
Ry. and points in Illinois and Wisconsin. 
June 14—Chicago, Ill.—Examiner Hill: 
19430—Alex Getz vs. Tennessee Central Ry. et al. 
7). & + ‘wanes of transit privileges on lumber at Chi- 
cago, 3 


June 14—Duluth, Minn.—Examiner Snider: 
18936 on Sub. Nos. 1 and 2)—Culbertson Brothers Company vs. 
cS &. W. KR. HR. ot al. 


June BP vit City, Mo.—Examiner Griffin: 
19353—Southwestern Milling Co., Inc., vs. C. R. I. & P. Ry. et al. 


June 14—Jamestown, N. D.—Examiner Harrama 
Fourth se Application No. 12972, filed oy ‘the Cc. Mw. & Bt. ©. 
“- in . Byram, Mark W. Potter and Edward Brundage, re- 
ceivers). 


June 15—Washington, D. C.—Examiner Carney: 
19361—Richmond Union Stock Yards Co. vs. C. & O. Ry. et al. 


June 15—Chicago, Ill.—Examiner Hill: 
19427—-Henry Marble Company et al. vs. B. & O. R. R. et al. 


June 15—Des Moines, Ia.—Examiner Johnston: 
15029—-Des Moines Board of Trade et al. vs. Des Moines and Cen- 
tral Iowa R. R. et al. (further hearing with respect to rates 
on grain products). 


June 15—Kansas City, Mo.—Examiner Griffin: 
a ee Wire, Sheet and Hardware Co. et al. vs. A. T. & S. 
vy. a 


June 15—Atlantic City, N. J.—Commissioner Campbell and Examiner 
Faul and Bardwell: 

17000—Rate Structure Investigation, part 6, iron and steel articles. 

— on iron and steel articles in carloads within state of 


18547—The Cleveland Chamber of Commerce vs. A. T. & S. F. Ry. 
et al. 

18548—Jones & Laughlin Steel Corp. vs. A. & E. R. R. et al. 
18627—Cumberland Steel Co. vs. B. & O. R. R. et al. 

18667—he American Rolling Mill Co. vs. Penn. R. R. et al. 
18688—Inland Steel Co. et al. vs. A. C. & Y. Ry. et al. 

18951—The Detroit Board of Commerce vs. A. & E. R. R. et al. 
19023—Kalamazoo Chamber of Commerce vs. A. & E. R. R. et al. 
19036—Lansing Chamber of Commerce vs. A. & E. R. R. et al. 
19066—-The Motor Wheel Corp. vs. A. & E. R. R. 
19085—Elmira Steel Co., Inc., vs. L. V. R. R. et al. 
19134—The National Supply Ce. et al. va. N. Y. €. 


Atlantic 


R. R. ot al. 
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comparison with the output in the week ended May 21, it repre. 
sented an increase of 201,000 tons. The bureau said the present 
rate of production was about equal to that of the corresponding 
season of 1925. Anthracite production the week ended May 28 
was estimated at 1,840,000 net tons, a decrease of 130,000 tons 
when compared with the output in the preceding week. The 
decrease was associated with Ascension Day, May 26, on which | 
day loadings dropped to about half of the average for the rest MK 
of the week. 
Bituminous coal dumped into vessels at Lake Erie ports the 

week ended May 29 totaled 1,294,967 net tons. Anthracite | 
shipped from Lake Erie ports the same week totaled 37,849 net | 





tons. 

Tidewater bituminous coal shipments from Hampton Roads | 
the week ended May 28 totaled 331,801 net tons, of which 207,259 Fi 
tons were for New England delivery. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended May 14 were reported 
as follows: Bituminous, 1,982 cars; anthracite, 3,569 cars. 


19428—The Kawneer Co. vs. B. & O. R. R. et al. 
eee Mfg. Co. et al. vs. A. & E. R. R. et al. 
. & S. 2890 and first and second sup. orders—lIron and steel articles, 
| carloads, between points in New England territory. 
- & > 2896—Iron and Steel Articles from Cleveland, O. 
19400—Keystone Steel & Wire Co. vs. C. & A. R. R. 
19531—Keystone Steel & Wire Co. vs. B. & O. R. R. 
June 15—Washington, D. C.—Examiner Molster: 
Finance No. 6319—Application of Texas & Pacific Ry. for authority 
to acquire control of the Pecos Valley Southern Ry. 


June 15-16—Argument at Washington, D. C.: 

1. & S. 2595 (and ist and 2nd supplements)—Meats and packing 
house products to, from and between Southwestern and Western 
Trunk Line points. 

15389—-Swift & Co. vs. A. T. & S. F. Ry. et al. 

15446—Albert Lea Packing Co. et al. vs. C. R. & P. Ry. et al. 

15606—Armour & Co. et al. vs. A. T. & S. F. #4 et al. 

12068—Wilson & Co., Inc., of Okla., et al. vs. D. G., as agent, C. 
B. & Q. R. R. et al. 

12067—Wilson & Co., Inc., vs. D. $- as agent, A. T. & S. F. Ry. et al. 

12127—Swift & Co. vs. St. L.-S. F. Ry., D. D., as agent, et al. 

12271—Morton Gregson Co. et al. “ D. 2 as agent, A. T. & S. F. 


Ry. et al. 

12175—Morris & Co. vs. G.,. as ge A. FF. & 8. ¥.. Ry. ot at. 

12193—-Armour & Co. vs. De K. & T. Ry., D. G., as agent, et al. 

12284—Wilson & Co. of Okla. et al. ‘vs. D. G., as agent, CRI & 
P. Ry. et al. 

12301—Albert Lea Packing Co. et al. vs. D. 

12398—Armour & Co. et al. vs. A. T. & S. 
agent. 

12515—Swith & Co. vs. K. C. Term. Ry., D. G., as agent, 

12646—Swift & Co. vs. A. T. & S. F. Ry. et al. 

15362—J. E. Decker & Sons et al. vs. C. R. I. & P. Ry. et al. 

1. & S. 2533—Butter and Lard Tubs, Meats and Packing House Prod- 
ucts from and to Southwestern points. 


June 16—Washington, D. C.—Examiner Boat: 

* Fourth Section Application No. 12378—Filed by F. = Cc. Ry. 
* Fourth Section Application No. 13003—Filed by F. C.. Ry. 
* Fourth Section Application No. 12967—Filed by the “Ss. m. Tx 


June 16—Pensacola, Fla.—Examiner Davis: 

Finance No. 6230—Application on Muscle Shoals, Birmingham & 
Pensacola R. R. for authority to acquire certain tracks of the 
Gulf Ports Terminal Ry. Co. 

Finance No. 6231—Application Muscle Shoals, Birmingham & Pensa- 
cola R. R. for authority to acquire a portion of a line of railroad 
of the Gulf Power Co. 


June 16—Chicago, Ill.—Examiner Hill: 
19412—Victor Manufacturing and Gasket Company et al. vs. Aber- 
deen & Rockfish R. R. et al. 


June 16—Kansas City, Mo.—Examiner Griffin: 
17580—W. C. Norris vs. A. C. & Y. Ry. et al. 
17594—Union Iron Works, Inc., vs. A. G. S. R. R. et al. 
17683—Butler Manufacturing Company vs. A. G. S. R. R. et al. 
17719—Black Steel and Wire Company vs. Santa Fe et al. 
* 17823—Kansas City Structural Steel Co. et al. vs. A. & V. Ry. et al. 
June we yo at Washington, D. C.: 
18473—G. A. Hormel & Co. vs. C. M. & St, aa Ry. et al. 
18741—Swift & Co. vs. A. T. & S. F. Ry 
Fourth Section Applications Nos. 469, Yada, 42788, 12795, 12806, 12807 
and 12886, 
& S. 2595, 


(In connection with I. 
products.) 
June 16—Los Angeles, Calif.—Examiners Money and Esch: 
17000, Rate Structure Investigation, Part 8, Cottonseed, It Products 
and Related Articles. 

. & S. 2759—Cottonseed and related vegetable products from South- 
western Territory to Central, Eastern, and Southern Territories. 
1. & S&S. 2820—Vegetable Oils and Related Articles in Official Classi- 

fication Territory. 
1. & S. 2884—Vegetable Oils and Oil Foots from Texas to Fort 
Wayne, Ind., and Buffalo, N. Y. 
14594—American Linseed Co. vs. B. R. & P. Ry. et al. 
14683—-Spencer Kellogg & Sons vs. B. R. & P. Ry. et al. 
15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 
16300 (and Sub. No. 1 to 3, incl.)—Armstrong Packing Co. vs. 
A. & S. Ry. et al. 
16928—Manufacturers’ Association of Chicago Heights vs. B. & O. 


., to Dunkirk, 


et al. 
et al. 
































G., as agent. 


Ry. et al, D. G., a 


et al. 


Ry. 


meats and packing house 
















H.R. ot. al 
17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 


18026—Arkansas Cottonseed Crushers’ Ass’n vs. A. C. & Y. Ry. et al. 
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American Chain of Warehouses, Inc. 


ESTABLISHED 1911 


A Group of Warehouses in the Principal Distributing Centers 


Financially Responsible Ideally Located to Serve All Territories 
Thoroughly Experienced in All Details of Merchandise Distribution 
We will be pleased to furnish shippers with rates and all other information 


of interest in connection with the handling of 
their accounts in any city 


A directory showing in detail facilities of all warehouses available upon request 


For further information write our nearest representative 


W. H. EDDY, Western Representative 


53 W. Jackson Blvd., Room 1010 
Phone Harrison 1496 
Chicago, IIl. 


O. V. HUKILL, Eastern Representative 


260 West Broadway 
Phone Walker 7195 


New York City 





FREIGHT FORWARDERS 


City Delivery Service Twice Daily to all parts 
of Greater Kansas City 


C $ T Y OF AMERICA Consolidated Car Service With Free Store Door Delivery 


Most Complete and Up-to-Date System of 
Stock Records and Reports 


Transfer & Storage Company 


228-236 West 4th Street 


Located in the Heart of the Wholesale District 


Low Insurance Rates Modern Warehouses A BY. AY aS 
Prompt and Efficient Service Us ne ee \ \ 4 \ : 


\\ 
CHAMBER OF COMMERCE OF THE U_S. \ 
_ 


\ \\\ XS } 
CHAMBER OF COMMERCE OF KANSAS CITY ies CO. New is Re 
MEMBERS AMERICAN CHAIN OF WAREHOUSES 2 Te KOA) 
TRAFFIC CLUB OF KANSAS CITY, MISSOURI ia ld le lef _» WS 
Represented by American Chain of Warehouses tit Wa Gl ' Ma UX) 
260 West Broadway, New York City 203 S. Dearborn St., Chicago, III. AE eI : —_ 
Phone Walker 7195 Phone Harrison 3300 


Write Us for Information and Rates 


s RESPONSIBLE RELIABLE REASONABLE 


an | 


r ~e - _ 
—— Oe Oe OU COU 
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—, se Cottonseed Crushers’ Ass’n et al. vs. A. & R. R. R. 

et al. 

18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. et al. 

18841—Alabama Cottonseed Crushers’ Ass’n vs. L. & N. R. R. 

18890—Lever Bros. Co. vs. B. & A. R. R. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 

— oso Cottonseed Crushers’ Ass’n vs. C. R. IL & P. 

y. eta 

19088—The Blanton Co. vs. A. & V. Ry. et al. i 

19141—The Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 

19162—The Southern Cotton Oil Co. vs. I. C. R. R. et al. 

19165—The Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169—California-Arizona Ginners’ and Crushers’ Ass’n et al. vs. 
Apache Ry. et al. 

ee Cottonseed Products Corp. et al. vs. A. & V. Ry. 
eta 

19194—-The Procter & Gamble Co. vs. A. & S. Ry. et al. 

19245—-The Procter & Gamble Co. vs. B. & O. R. R. et al. 

19270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 

— Cottonseed Products Corp. vs. A. & N. W. R. R. 


al. 
19325-"The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 
19533—East St. Louis Cotton Oil Co. vs. Southern Pacific on et —y 
19169 (Sub. No. 1)—California Cotton Oil Co. et al. vs. A. T. & S. 
Ry. et al. 
ee Cotton Oil Refining Corp. vs. D. L. & W. R. R. 


al. 
17370 (and Sub. 1)—American Linseed Co. vs. N. Y. S. & W. et al. 
19642—Elberton Oil Mills vs. Virginia and C. S. et al. 
June 17—Pierre, S. D.—Examiner Harraman: 
* 19697—Division and rates of Wyoming & Missouri River Ry. 


June 17—Cleveland, Ohio—Examiner Snider: 
1. and S. No. 2912—Crushed stone from Gibsonburg, Maple Grove 
and Woodville, O., to Detroit, Mich. 
June 17—Chicago, Ill._—Examiner Hill: 
19490—Wolff Manufacturing Corporation vs. A. & S. Ry. et al. 


June 17—St. Louis, Mo.—Examiner Griffin: 
19491—-Scharff-Koken Mfg. Co. vs. A. T. & S. F. Ry. et al. 
19487—-Scharff-Koken Mfg. Co. vs. A. T. & S. F. Ry. et al. 
June 17—Argument at Washington, D. C.: 
1. & S. 2813—Grain and Grain Products from Colorado, Kansas and 
Nebraska to Gulf Ports for export. 
12550—The Barrett Co. vs. D. G., as agent, Penna. R. R. et al. 


June 18—Chicago, Ill.—Examiner Hill: 
19468—J. S. Bash & Sons, Inc., et al. vs. Cent. Ind. Ry. et al. 


June 18—Argument at Washington, D. C.: 
a Cement Mills Traffic ‘Assn. et al. vs. A. T. & S. F. Ry. 


18198 “Atlas Portland Cement Co. of Kans. vs. A. T. & S. F. Ry. 
et al. 
June 20—Charlotte, N. C.—Examiner Davis: 
Finance No. 6208—Application of Piedmont & Northern Ry. for 
authority to construct extensions of its lines. 


June 20—St. Paul, Minn.—Examiners Koebel and Paulson: 

19037—-The Procter & Gamble Mfg. Co. ve. B. & O. BR. BR. et al. 

(In connection with 17000, part 2, Western Trunk Line Class Rates.) 

June 20—Washington, D. C.—Aasiatant Director Burnside: 

Finance No. 3584, Sub. 2—P. E. Crowley. 

Finance No. 6255—W. S. en, 

Finance No. 2160, Sub. 2—A. Harris. 

Finance No. 6277—Newton D. “a 

Finance No. 2677, Sub. No. $—Daniel Willard. 

Finance No. 2678, Sub. 5—George M. Shriver. 

Finance No. 1855, Sub. 3—Walter L. Ross. 

(Re applications of the above named persons to hold (a) the 
position of director of the Wheeling & Lake Erie Ry.; and (b) a 
directorship and/or any cther office or offices with the Wheeling 
& Lake Erie Ry. and/or any of its affiliated companies.) 


June 20—New York, N. Y.—Examiner Disque: 
19356—Kwikstik Co. vs. A. & V. Ry. et al. 


June 20—Washington, D. C.—Examiners Marchand and Conway: 
Val. Dkt. No. 556—In re tentative valuation of the property of the 
Southern Railway Company et al. 
Val. Dkt. No. 310—In re Virginia & Southwestern Ry. Co. 
Val. Dkt. No. 920—In re Harriman & Northeastern R. R. Co. 
Val. Dkt. No. 721—In re Woodstock & Blockton Ry. Co. 
Val. Dkt. No. 744—In re Birmingham Terminal Company. 
Val. Dkt. No. 917—In re Cincinnati Burnside & Cumberland River 
Railway Co. 
Val. Dkt. No. 974—In re Alabama Great Southern R. R. Co. et al. 
Val. Dkt. No. 973—In re New Orleans & Northeastern R. R. Co 
Val. Dkt. No. 972—In re New Orleans Terminal Company. 
Val. Dkt. No. 914—In re Carolina & Northwestern Ry. Co. 
* Valuation No. 992—In re tentative valuations of the properties of 
the C. N. O. & T. P. Ry. and Cincinnati Southern Ry. 


June 20—St. Louis, Mo.—Examiner Griffin: 
19420—Milne Lumber Co. vs. N. Y. C. R. R. 


June 20—Omaha, Neb.—Examiner Johnston: 
se saad Body Manufacturing Company et al. vs. C. & N. W. 
y. et al. 
June 20—Chicago, Ill.—Examiner Hill: 
19217—Swift and Company vs. Santa Fe et al. 


June 20—Argument at Washington, D. C.: 
* 16160—Kanawha Black Band Coal Co. et al. vs. Kanawha Central 


Ry et al. 
’ bas ~ iy aaa of Trade of the City of Chicago vs. A. T. & S. F. Ry. 
et al. 
—, "aaa aaa D. C.—Commissioner Meyer and Examiner 
rezise: 
18715—Baltimore Chamber of Commerce vs. A. A. R. R. et al. 
June 20—St. Paul, Minn.—Commissioner McNanamy: 
—_ part 2, Western Trunk Line Class Rates. Ex Parte 87 (Sub. 
1)—Class rates within Western Trunk Line territory. 
14625—Class rates to and from Nebraska stations. 
15265—Board of Railroad Commissioners of the state of S. D. vs. C. 
& N. W. Ry. ‘et al. 
16226 (and Sub. Nos. 1 and 2)—Omaha Chamber of Commerce Traffic 
Bureau vs. A. & R. R. R. et al. 
bs te of Railroad Commissioners of the state of N. D. vs. C. 
& St. P. Ry. et al. 
16818 “Chamber of Commerce of Kansas City et al. vs. A & RR. RR. 
heer ds > of Railroad Commissioners of the state of N. D. vs. A. 


Ry. et al. 
ee a of Railroad Commissioners of the state of S. D. vs. A. 
&. . Ry. et al. 
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17030—Sioux Falls Chamber of Commerce vs. A. A, R. R. 
17235—Intrastate class rates within South Dakota. 
17980—Bismarck Assn. of Commerce et al. vs. Nor. Pac. Ry. et al. 
10390—Chamber of Commerce of Kansas City vs. D. G. 
18454—Commercial Club of Fargo, N. D., vs. A. & W. Ry. et al. 
18735—The Grand Forks Commercial Club vs. A. & W. Ry. et al. 
18790—Dodge City Chamber of Commerce vs. A. T. & S. F. Ry. et al, 
(Further hearing.) 
June 21—New York, N. Y.—Examiner Disque: 
19415—Globe Malleable Iron & Steel Co. vs. B. & O. R. R. et al. 
June 21—Chicago, Ill.—Examiner Hill: 
1. & S. 2909 (and ist and 2nd Sup. orders)—Canned goods, carloads, 
— Pacific Coast points to the Middle Section of the United 
ates. 
* Fourth Section Application No. 13102—Filed by J. E. Johanson, Agt. 
June 21—St. Louis, Mo.—Examiner Griffin: 
Fourth Section App. No. 13073, filed by Agent Johanson, In re rates 
= rig irons from points in defined territories to points in Okla- 
oma. 
Fourth Section App. No. 13086, filed by Agent Boyd, In re rates on 
rig irons from points in defined territories to points in Kansas. 
June 21—Louisville, Ky.—Examiner Mohundro: 
=a Oil Refining Company vs. St. Louis Southwestern Ry, 
eta 
June 21—Argument at Washington, D. C.: 
is a Commissioners of the state of Florida vs. A. & R. 
. R. eta 


= 22—St. Louis, Mo.—Examiner Griffin: 

* |, & S. 2922--Transit privileges on lumber at East St. Louis, Gales- 
"pure, Granite City, Madison and Metropolis, Ill. 

June 22—New York, N. Y.—Examiner Disque: 

19506—American Bakeries Co. vs. N. & W. Ry. et al. 

June 22—Louisville, Ky.—Examiner Mohundro: 

1. & S. 2914—Grain and grain products from C. F. A., W. T. L. 
and southwestern territories to Mississippi Valley points. 
Fourth Section Application No. 13079—Filed by Mobile & Ohio R. R. 

* Fourth Section oe No. 13081—Filed jointly by Illinois Cen- 
tral BR. KR. and ¥. & M. V. BR. RH. 

June 22—Washington, D. C.—Examiner Walter: 

Valuation No. 964—In re tentative valuation of the property of the 
Appalachian Ry. 
June 22—Washington, D. C.—Examiner Law: 
Finance No. 3829—Excess Income of Midland Valley R. R. 
June 22—Argument at Washington, D. C.: 
17187—Ohio Farm Bureau Federation et al. vs. N. & W. Ry. 
15052 (and Sub. Nos. 1 and 2)—American National ime Stock 
Assn. et al. vs. O.-W. R. R. & N. Co. et al. 

June 23—Washington, D. C.—Director Mahaffie: 

* Finance No. 6240—Application Chicago, Milwaukee, St. Paul & Pa- 
cific R. R. for authority to acquire and operate the lines of rail- 
road formerly owned and operated by thé Chicago, Milwaukee & 
St. Paul Ry. Co. to issue securities, and assume certain obligations. 

June 23—Chicago, Ill.—Examiner Hill: 

* Fourth Section Application No. 12725, filed jointly by B. T. Jones 
and R. H. Countiss. 

June 23—Argument at Washington, D. C.: 

' 17806—J. R. Blair et al. vs. C. C.'C. & St. L. Ry. et al. 

* 17870—Tidal-Western Oil Corp. et al. vs. M.-K.-T. R. R. of Tex. 


et al. 
17544—Celotex Co. vs. A. C. & Y. Ry. et al. 
‘ 18130—Washington Coal Producers Assn. vs. Un. Pac. R. R. et al. 
18460—Community Service Station Co. vs. A. T. & S. F. Ry. et al. 
June 23—New York, N. Y.—Examiner Disque: 
19494—-Federated Metals Corp. vs. Tenn. Cent. Ry. et al. 
19529—-Federated Metals Corporation vs. D. L. & W. R. R. et al. 
19644—Federated Metals Corp. vs. Penna. R. R. et al. 


June 24—Chicago, Ill.—Examiner Hill: 
19419—Haffner Thrall Car Company vs. Nor. Pac. Ry. 


June 24—New York, N. Y.—Examiner Disque: 
19473—-Susquehanna Silk Mills vs. Pennsylvania R. R. 


June 24—Washington, D. C.—Examiner Carney: 
19395—-North American Cement Corp. vs. N. & W. Ry. 
19455—North American Cement Corp. vs. B. & 6. BR, R et al. 
June 24—Argument at Washington, D. C.: 
18336—Gibson Oil Co. vs. Ark. Western Ry. et al. 
17666—T. H. Wright doing business under the fictitious name of 
“T,. H. Wright Mercantile Co.’’ vs. Trona Ry. et al. 
June 25—Chicago, Ill—Examiner Hill: 
l. & S. 2918 (and ist supplemental order)—Tolerance allowance on 
weighing and reweighing of empty and loaded. cars. 
June 25—Argument at Washington, D. C.: 
18151—California White & Sugar Pine Mfers. Assn. vs. A. T. & S. F. 
Ry. et al. 
June 27—Washington, D. C.—Examiner Carney: 
* |. & S. 2924—Import and coastwise rates on sugar from New Orleans 
to Oklahoma. 
June 27—Lewiston, Ida.—Special Examiner Rogers: 
* 19028—Clarkston Chamber of Commerce vs. Nor. Pac. Ry. et al. 
* 19324—Lewiston Commercial Club vs. Nor. Pac. Ry. et al. 
June 27—New Orleans, La.—Examiner Mohundro: 
19480—The —_— Waterways Corp., Operating Miss.-Warrior Serv- 
ice et al., . A. G. S. R. R. et al. 
ar iy 27_-Chicago. Ill.—Examiner Hill: 
- & S. 2917—Livestock from Western points to Chicago-Milwaukee 
” territory. 
June 27—Ft. Worth, Tex.—Examiners ony and Esch: 
17000, Rate Structure Investigation, Part 8, Cottonseed, It Products 
and Related Articles. 
1. & S. 2759—Cottonseed and related vegetable products from South- 
western Territory to Central, Eastern, and Southern Territories. 
Il. & S&S. 2820—Vegetable Oils and Related Articles in Official Classi- 
fication Territory. 
1. & S. 2884—Vegetable Oils and Oil Foots from Texas to Fort 
Wayne, Ind., and Buffalo, N. Y. 
14594— American Linseed Co. vs. B. R. & P. Ry. et al. 
14683—-Spencer Kellogg & Sons vs. B. R. & P. Ry. et al. 
15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 
— (and Sub. No. 1 to 3, incl.)—Armstrong Packing Co. vs. 


& S. Ry. et al. 
et a Association of Chicago Heights vs. B. & O. 
. eta 
17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 


June 11 
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A PROVEN LOCATION— EFFICIENT AND RELIABLE 
CHICAGO’S BIG DOWNTOWN WAREHOUSE 


“At the Edge of the Loop”’ 
CLEAN, AIRY, WELL-LIGHTED FLOORS 


Stocks carried for local and out-of-town concerns 


Pool cars distributed 
Rail shipments anywhere without cartage expense 








A REY : TT FMB. pee ese PLP RT 


ey Stee : ie 
Peels LT rte Ss Le Le Le 












Warehouse Space and Offices to Lease 


INSURANCE 17.7c PER $100 PER YEAR NEGOTIABLE RECEIPTS 


WESTERN WAREHOUSING COMPANY 


MERCHANDISE WAREHOUSES—POLK STREET TERMINAL, PENNSYLVANIA RAILROAD 


TELEPHONE STATE 3878 321 W. Polk St., Chicago E. H. HAGEL, Superintendent 











“Exactly 7 ty es t— ~“-» 
“WATCHING” 
SERVICE. 


Rendering traffic service to industry, large and small, for 
the last twenty years and producing a publication recog- 
nized as the authority on traffic matters in the United 
States, the Traffic Service Corporation long since arrived 
at the point where it stands alone as a dispenser of correct, 
intelligent, and prompt traffic service. 
















Watching for happenings in Washington vital to the interests 
of our clients, making ourselves their eyes and ears, so to 
speak, and furnishing individual, daily reports by letter or 
wire as desired, is one branch of its varied service. 


Scores of the most prominent traffic managers are finding 
this service indispensable. If you have to do with traffic 
you need it. Write for particulars to— 


The Traffic Service Corporation 


Service Department 
310 Mills Building Washington, D.C. 
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17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 

18026—Arkansas Cottonseed Crushers’ Ass’n vs. A. C. & Y. Ry. et al. 

——— Cottonseed Crushers’ Ass’n et al. vs. A. & R. R. R. 
et al. 

18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. et al. 

18841—Alabama Cottonseed Crushers’ Ass’n vs. L. & N. R. R. 

18890—Lever Bros. Co. vs. B. & A. R. R. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 

oe Cottonseed Crushers’ Ass’n vs. C. R. I. 

y. et al. 

19088—The Blanton Co. vs. A. & V. Ry. et al. 

19141—The Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 

19162—The Southern Cotton Oil Co. vs. I. C. R. R. et al. 

19165—The Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169—California-Arizona Ginners’ and Crushers’ Ass’n et al. vs. 
Apache Ry. et al. 

—— Cottonseed Products Corp. et al. vs. A. & V. Ry. 
et a 

19194—-The Procter & Gamble Co. vs. A. & S. Ry. et al. 

19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. 

19270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 

cre, Cottonseed Products Corp. vs. A. & N. W. R. R. 


19985" "'The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 

19533—Bast St. Louis Cotton Oil Co. vs. Southern Pacific Co. et al. 

19169 (Sub. No. 1)—California Cotton Oil Co. et al. vs. A. T. & S. F. 
Ry. et al. 

ene Cotton Oil Refining Corp. vs. D. L. & W. R. R. 


17270 oo Sub. 1)—American Linseed Co. vs. N. Y. S. & W. R. R. 


et al. 
19642—Elberton Oil Mills vs. Virginia and C. S. et al. 


June 27—Boston, Mass.—Examiner Disque: 
1. and S. No. 2906—Iron and steel articles, less carloads, between 
points in New England territory. 


June 27—Argument at Washington, D. C.: 

18434—The Meyenberg Evaporated Milk Co. vs. C. & N. W. Ry. et al. 

18310—Alfalfa Growers Exchange et al. vs. Ariz. Eastern R. R. et al. 

18695—Butler’s Feed Mills et al. vs. Ariz. Eastern R. R. et al. 

Valuation No. 633—In re tentative valuation of the property of the 
San Antonio & Aransas Pass Ry. et al. 

Valuation No. 394—In re tentative Valeation of the property of the 
Franklin & Abbeville Ry. 


June 28—Argument at Washington, D. C.: 
18161 (and Sub. 1)—Sinclair Oil & Gas Co. vs. C. R. I. & G. Ry. et al. 
18401—Gulf Trading Co., Inc., et al. vs. Ala. & N. W. R. R. et al. 
18270 _— Sub. 1 and 2)—Joseph Samuel Co. vs. A. T. & S. F. Ry. 
et al. 
Valuation No. 741—In re tentative valuation of the property of the 
Ft. Worth Belt Ry. 


June 29—Boston, Mass.—Examiner Disque: 
1. and S. No. 2907—Granite, stone and marble, carloads, in New 
England territory. 


June 29—Argument at Washington, D. C.: 

18358—Bear Brand Hosiery Co. vs. A. B. & A. Ry. et al. 

18233—Armstrong Cork Co. vs. A. C. & Y. Ry. et al. 

18234—Armstrong Cork Co. vs. A. & W. Ry. et al. 

Valuation No. 929—In re tentative valuation of the property of the 
Unity Rys. Co. 

Valuation No. 927—In re tentative valuation of the property of the 
Miami Mineral Belt R. R. 

18291—Layton and Layton, Inc., vs. Penna. R. R. et al. 


June 30—Gulfport, Miss.—Examiner Mohundro: 
* 1. & S. 2914—Grain and grain products from C. F. A., W. T. L., and 
southwestern territories to Mississippi Valley points. 
Fourth Section Applications Nos. 13079 and 13081. 


June 30—Argument at Washington, D. C.: 
18395—Purington Paving Brick Co. et al. vs. A. & W. Ry. et al. 
18464—-Austin Powder Co. vs. W. & L. E. Ry. et al. 
“an to ke Portland Cement Co., Inc., vs. B. & A. R. R. 
(the N. ¥. C, R., lessee) et al. 


June 30—Salt ee City, Utah.—Examiners Stiles and Parker: 
17000—Rate Structure Investigation, part 9, livestock western dis- 
trict rates. 

be - e e National Live Stock Assn. et al. vs. A. T. & S. F. 
y.e 

15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 

— ao National Live Stock Assn. et al. vs. A. T. & S. F. 

16118—Oklainoma City Live Stock Exchange et al. vs. A. T. & S. F. 
y. et al. 

16131—Healy & Company vs. A. T. & S. F. Ry. et al. 

19042—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 

= > occ Livestock Shippers Traffic League vs. Gt. Nor. 
y. et al. 

19426—Clayton & Murnan et al. vs. 0. S. L. R. R. et al. 


om 1—Argument at Washington, D. C.: 
nance No. 4360—Application of Southern Ry. for authority to 
abandon its Morristown-Corryton Line. 


“ 5—New Orleans, La.—Examiners Money and Esch: 
17000, Rate Structure Investigation, Part 8, Cottonseed, It Products 
and Related Articles. 
wet al Portsmouth Cotton Oil Refining Corp. vs. D. L. & W. R. R. 
et al 


1. & S. 2759—Cottonseed and related vegetable products from South- 
western Territory to Central, Eastern, and Southern Territories. 
l. & S&S. 2820—Vegetable Oils and Related Articles in Official Classi- 

fication Territory. 
1. & S. 2884—Vegetable Oils and Oi] Foots from Texas to Fort 
Wayne, Ind., and Buffalo, N. Y. 
14594—-American Linseed Co. vs. B. R. & P. Ry. et al. 
14683—-Spencer Kellogg & Sons vs. B. R. & P. Ry. et al. 
15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 
16300 (and Sub. No. 1 to 3, incl.)—Armstrong Packing Co. vs. 
A. & S. Ry. et al. 
be at —t eed Association of Chicago Heights vs. B. & O. 
q a 
17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et al. 
18026—Arkansas Cottonseed Crushers’ Ass’n vs. A. C. & Y. Ry. et al. 
a Cottonseed Crushers’ Ass’n et al. vs. A. & R. R. R. 
et al. 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. et al. 
18841—Alabama Cottonseed Crushers’ Ass’n vs. L. & N. R. R. 
18890—Lever Bros. Co. vs. B. & A. R. R. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 
a 2 ee Cottonseed Crushers’ Ass’n vs. C. R. IL & P. 
y. eta 


& P. 
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19088—The Blanton Co. vs. A. & V. Ry. et al. 

19141—The Refuge Cotton Oil Co. et al. vs. Fn & V. 

19162—The Southern Cotton Oil Co. vs. I. C. R. R. et E 

19165—The Procter & Gamble Mfg. Co. vs. KF & B. B. R. R. et al. 

19169—California- _— Ginners’ and Crushers’ Ass’n et al. vs. 
Apache Ry. et al. 

19176_National Cottonseed Products Corp. et al. vs. A. & V. Ry. 
et a 

19194—-The Procter & Gamble Co. vs. A. & S. Ry. et al. 

19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. 

19270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 

ee Cottonseed Products Corp. vs. A. & N. W. R. R. 
et al. 

19325—The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 

19533—East St. Louis Cotton Oil Co. vs. Southern Pacific Co. et al. 

19169 (Sub. No. 1)—California Cotton Oil Co. et al. vs. A. T. & S. F. 


Ry. et al. 
17270 (and Sub. 1)—American Linseed Co. vs. N. Y. S. & W. R. R. 


et al. 
19642—Elberton Oil Mills vs. Virginia and C. S. et al. 


July 5—Portland, Ore.—Examiners Stiles and Parker: 
17000—Rate Structure Investigation, part 9, livestock western dis- 
trict rates. 
a National Live Stock Assn. et al. vs. A. T. & S. F. 
y. et al. 
15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
be 9 ee National Live Stock Assn. et al. vs. A. T. & S. F, 
y. et al. 
be gaan City Live Stock Exchange et al. vs. A. T. & S. F. 
y. et al. 
16131—Healy & Company vs. A. T. & S. F. Ry. et al. 
19042—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 
— Livestock Shippers Traffic League vs. Gt. Nor. 
y. et al. 
19426—Clayton & Murnan et al. vs. O. S. L. R. R. et al. 
July 5—Atlantic City, N. J.—Examiner Mullen: 
9300_—Railway Mail Pay. 
July 6—Salt Lake City, Utah.—Special Examiner Rogers: 
* 9672—Cameron Coal Co. et al. vs. L. A. & S. L. R. R., Director 
General et al. 


July 7—Albuquerque, N. M.—Examiner Disque: 
19364—-Gilliland Oil Co. of New Mexico vs. A. T. & S. F. Ry. et al. 
July 7—Argument at Washington, D. C.: 
19017—Inland Waterways Corp., operating Miss.-Warrior Service vs. 
Wee Bes. Eee. OC Ol. 
19131—Zion Institutions & Industries et al. vs. Inland Waterways 
Corp., operating Miss.-Warrior Service et al. 
19132—Commercial Club of Fargo, N. D., vs. 
Corp., operating Miss.-Warrior Service et al. 
July 8—El Paso, Tex.—Examiner Disque: 
15028—Peyton Packing Co. vs. A. & S. Ry. et al. 


July 10—Washington, D. C.—Examiner Macomber: 

Val. Dkt. No. 966—In re tentative valuation of the properties of the 
ee and Cheraw Railroad Company (W. Bonsal, 
essee). 

July 11—Washington, D. C.—Examiner Macomber: 
Valuation No. 958—In re tentative valuation of the property of the 
Texas City Terminal Co. 
July 11—Phoenix, Ariz.—Examiner Disque: 
17866—Apache Powder Co. vs. A. T. & S. F. Ry. et al. 
= _a 1)—John F. Barker Produce Co. vs. A. T. & S. F. 
y. et al. 

19516—Arizona Corporation Commission et al. vs. A. T. & S. F. 

Ry. et al. 
Jul Wy 12—Washington, D. C.—Examiner Law: 
imance No. 3633—Excess Income of the Bessemer & Lake Erie 


Inland Waterways 


July = D. C.—Examiner Carney: 
1. and S. No. 2897—Newsprint paper from points in Ontario and 
Quebec, Canada, to Nashville, Tenn. 


July 13—Argument at Washington, D. C.: 

% eae vs. Director General, as agent, B. & O. 
«wee. OC Qi. 

* 17837—City of Oswego, N. Y., vs. B. & O. R. R. et al. 

* 18216—National Leather Co. vs. A. T. & S. F. Ry. et al. 

* 18643—Armour & Co. et al. vs. A. T. & S. F. Ry. et al. 


July 14—Argument at Washington, D. C.: 
18514—Acme Coal Co. et al. ws. B. & O. R. R. et al. 
18672—Hoboken Manufacturers’ R. R. vs. A. T. & S. F. Ry. et al. 
+ 7S No. 5472—Construction of line by Gulf, Colorado and Santa 
e y- 


Jul 15—Argument at Washington, D. C.: 
13448 Williamson, Inman & Stribling vs. L. & N. R. R. et al. 
° 16527—Augusta Cotton Exchange et al. vs. Ga. & Fla. Ry. et al. 
* 16572 (and Sub. Nos. 1 and 2)—Weatherford, Crump & Co. vs. A. 
& R. R. R. et al. 
* 16900—Atlantic Cotton Assn. et al. vs. A. C. & Y. Ry. eta 
Portions of Fourth Section Application Nos. 542, 972, 024, 703, 
1530, 3918, 2025, 2138, 1952, 458, 601, 1548, 1021, 1573 and 2045. 


July 15—Los Angeles, Calif.—Examiners Stiles and Parker: 
we yo Structure Investigation, part 9, livestock western dis- 
rict rates. 
ag National Live Stock Assn. et al. vs. A. T. & S. F. 
y. et al. 
15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 
15686—American National Live Stock Assn. et al. vs. A. T. & S. F. 


Ry. et al. 
a gaan City Live Stock Exchange et al. vs. A. T. & S. F. 
y. et al. 
16131—Healy & Company vs. A. T. & S. F. Ry. et al. 
19042—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 
— so Livestock Shippers Traffic League vs. Gt. Nor. 
y 
19426—Clayton & Murnan et al. vs. O. S. L. R. R. et al. 
July 18—Argument at Washington, D. C.: 
18738—North Dakota Mill & Elevator Assn. et al. vs. Nor. Pac. Ry. 
18773—Manufacturers’ Traffic Bureau for the Compound and Pyrono 
Door Co. vs. B. & O. R. R. et al. 
18844—Aluminum Co. of America vs. A. T. & S. F. Ry. et al. 
July 18—Los Angeles, Calif.—Examiner Disque: 
18861—Los Angeles Soap Co. vs. A. T. & S. F. Ry. et al. 
19263—Taylor Milling Co. et al. vs. A. T. & S. F. Ry. et al. 
July 19—Argument at Washington, D. C.: 
18561—-Mitchell Chamber of Commerce vs. C. M. & St. P. Ry. et al. 


June 11 


ee 
_—_ 


ah. c/a le 









the 
Sal, 


the 


rie 


ind 


ita 


y. 
10 


— 


is 


4 


“oh 


[Be 


<a) 
/ 


i = 
x BE-/ 

+7) Was |) 
a: ig 
‘ 


bs 
ie ™— 





Warehouse Storage 


THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 
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FREF—Booklet explaining L M S unusual 
> ee \ Warehousing Plan mailed free on request _ 
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at unusual saving 


Here’s real news! Storage rates in Britain from 
one-half to one-seventh of current American rates 


You can save money right Recently a prominent Ameri- 
now on shipments to Britain can Exporter sold merchandise 
by using the new L M S stor- toa British customer for future 
age service. The LMSowns delivery. He shipped directly 
and operates 350 storage to the LMS warehouse in 
warehouses at its terminals in buyer’s home town in England 
practically every important where it was held at a mere frac- 


a throughout tion of cost which same storage 
ritain. otorage capacity ex- Id b here in the 
ceeds 100,000,000 feet! Direct United iis, Dhelinene of the 


nol ctions between merchandise was given to buyer 
; by special LMS motor truck 


The L M S is the only British service on exact delivery date. 
Railroad serving with tts own 

lines all major British ports. All In addition to the example quoted, 
merchandise is delivered right authentic bulletins will be published 
through to store door with its own from time to time demonstrating 
teams and trucks. 1,300 motor how L M S Service assists Amer- 
trucks and 10,000 teams con- ican business. Watch for the next 
tinuously employed. example—it will pay you! 


LONDON MIDLAND & SCOTTISH 


RAILWAY of GREAT BRITAIN 


THOMAS A. MOFFET 
Freight Trafic Manager in America 
OnE Broapway, NEw York CITY 
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18586—-National Tube Co. vs. A. T. & S. F. Ry. et al. 
18621— Wheeler Publishing Co. et al. vs. A. T. & F. Ry. et al. 
18911—The Edgerton Manufacturing Co. vs. A. & R. R. R. et al. 
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July 25—Washington, D. C.—Examiner Walter: 
Val. Dkt. No. 986—In re tentative valuation of the property of the 
Minneapolis Eastern Railway Company. 


June 


UU! 


July 20—Argument at Washington, D. C.: July 25—Washington, D. C.—Examiner Hendon: INU 
* “ibsoa—Onte Farm Bureau Federation et al. vs. A. C. & Y. Ry. et al. Val. Dkt. No. 982—In re tentative valuation of the property of 
. ia peene ae & Wire gag A. ri V. Ry. et_al. the Chicago & Calumet River Railroad Company. 
© 1e813—Wm S Merrell"Co. vs C. B&O. BR i i? Sie ae ee ee 1 
* 18814—Wm. S. Merrell Co. vs. B. & O. R. R. et al. ‘ oe te, Wee Tone x yy .¥ wa * 
a rg oe at Washington, D. C.: 
” 15—Th ffrey- l . vs. B. ’ 1 July 26—San Francisco, Calif.—Examiner Disque: 
. ‘ants Charleston Trafic Bureau va. A. ri ¢ & & > tee 19399—Golden Eagle Milling Co. et al. vs. D. & R. G. W. R. R. et al, 
—West Virginia Rail Co. vs. B. & O. R. R. et al. July 27—Montgomery, Ala.—Examiners Stiles and Parker: T 
* 18916—A. P. Silverstein & Son vs. C. & O. Ry. et al. ‘ ae h 3 ania 
pe 4 a. Al Vides Petree Ce. ve. tin. Fae. HR. ot a. a Investigation Part 9—Livestock Southern Ter 
Jul St espingien, D. C.—Examiner Hays 18487—Atlanta Live Stock Dealers et al. vs. L. & N. R. R. et al. CURR 
Val. Dkt. No, 980--In re tentative valuation of the property of the 18500—Southeastern Live Stock Assn. vs. A. & R. R. R. 77> 
Sans ielseletines Terminal Railroad Company. 18559—-Kentucky Farm Bureau Federation vs. C. & O. Ry. et al. = 
July 22—Argument at Washi ; DB. Cs Jul og ye « D. C.—Examiner Walsh: ' 
*17427—The American Sugar Refning Si. vs. A. C. L. R. R. et al. Vat Dit aL No. 986—In  —— pe of the property of the D1 
* 18055—Erie R. R. et al. vs. C. & N. W. Ry. ot al. eside arblehea roa ompany. 
* 18421—Federated Metals Corp. vs. C. R. R. of N. J. et al August 1—Louisville, Ky.—Examiners Stiles and Parker Su 
* 18729—Domestic Milling Co. et al. vs. C. & A. bah gs Structure Investigation Part 9-—Livestock Southern Ter- 
itory Rates. Br 
July 23—Argument at Washington, D. C.: 4 Piles 
18584—Swan-Finch Oil Corp. et al. vs. B. & O. R, R. et al. ee cree ee, Destees ot a8. ve. BN. Ow “! 
* 18810—Peninsula Produce Exchange vs. Penna. R. R. ee eee Farm Bureau Federation vs. C. & O. RY. et al. ™ 
dul 25—Madison, Wis.—Special Examiner Rogers: ust 1—Portland, Ore.—Examiner me Le 
18299—The Railroad Commission of Wisconsin vs. A. & R. R. R. et al. Au8803— Blake McFall Co. et al. vs. C. & N. W. Ry. et al. al 
July 25—Argument at Washingt D. C.: August 2—Seattle, Wash.—Examiner Disque: 1 
% 19724—Summers Fertilizer Co te vs. Canton R. R. et al. Finance No. 5901—In the matter of application of Northern Pacific w 
* 18731—Brunswick-Balke-Callender Co. vs. P. M. Ry. et al. Ry. for permission to abandon a — line of railroad. ji 
* 18872—The Brunswick-Balke-Collender Co. vs. Mich. Cent. R. R. August 8—Boise, Ida.—Examiner Disq Ca 
et al. 19459—State of Idaho, Ex Rel, Public. Utilities Commission of Idaho, 
* 18732—Andrews Bros. et al. vs. Penna. R. R. et al. vs. O. S. L. R. R. et al. Vi 
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IN ONE VOLUME 
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i “iit traffic lessons, printed from new plates and attrac- es. 
Hi sasicincnie : 
i 
He c FIC A If you are starting a traffic library, here is a corner- 7 
i Ml ! tT il | stone around which to build it. If you already have r 
ll one, here is a valuable addition. ‘ 
Three hundred pages, size 6144 by 914 inches—over At 
150,000 words; 16 plates and maps; numerous charts 
and tables. cass 
Price: $8, postpaid (20% discount to subscribers — 
for THE TRAFFIC WORLD). SHIPF 
Only 1,000 copies made. Order at once. a 
FREIC 
OCEA 
THE TRAFFIC SERVICE CORPORATION baal 
Merchandise Department 418 S. Market Street, Chicago, IIl. a 
QUES’ 
DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC — 
AND COMMERCE EXPERTS AND SPECIALISTS Dock 
Traffic Servi ce LEWIS H. RUBIN LEO C. SEFF 
YOUR ANNOUNCEMENT 
THOMAS E. GRADY & CO., INC. - pr Mie Meee * in this directory for 52 consecutive THI 
Industrial Traffic Managers issues will cost less than first class Was 
and Counselors Interstate and State Commissions postage to mail a single communi- Seal 
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WEST PALM BEACH, FLA. cation to each one of our readers. 
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The Insignia of 
Dependable Service 





Synonymous with Cross 
Country and Export Ship- 
ping Efficiency. 

dee 


The Seal of Modern and 
Improved Method of 
Handling Related Com- 
modities in Consolidated 
Carload Movement. 


oe 


Trans - Continental Freight Co. 


Domestic and Foreign Freight Forwarders 


PE WI see seducesetecs scout eeaeee 393 7th Avenue 
I 65.05.6006: SDSS SZ Old South Buildfng 
iti erin wes vestewesae Ellicott Square Building 
pS 0 ee a er Drexel Building 
ee Union Trust Building 
CLEVELAND. ......ccscccece B. of L. E. Bank Building 
pe Se er Van Nuys Building 
SAN FRANCISCO...............+5. Monadnock Building 
ik 6 Wire Wbin'd db 05% ode ak L. C. Smith Building 
PORTA, ORE. ....200scccceccs 13th and Kearney Sts. 
a i etindinele FO G08 chek Sewwaevion 1700 15th Street 
LE ee : 2.» ree 136 South 4th West St. 
I Gon ao 5s ain v aipee skews oat Transportation Building 


General Offices 


CHICAGO -_ Seven S. Dearborn St. 


Consolidators of Machinery, Merchandise, 
Household Goods, Automobiles, etc., 
for more than 29 years. 
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The Belt Railway Company of Chicago | | | 


INDUSTRIAL DEPARTMENT 
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i on [LJabor—All Kinds Available 
= [Wle Want You With Us 
| ~ [Allive to Your Requirements 
ma [¥ Jesterday, Today, Tomorron— 
Always the Best 
‘= (Co-operative Policy 
[O]nly Forty-six Years’ Experience 
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The knowledge of Industry’s requirements and 
ability to meet them through character service 
is an important factor in your determination of 
a location. 


=m! 
— | i Fh 
RY . al. 





With an experience obtained through over forty 

years of cons contact with such problems, 

we have provided the necessary facilities which 
er such service. 
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k: 
Chicago comparable with one served by all 
ailroads entering Chicago. 


Our aim is to render helpful assistance and toward 
that end we place ourselves unreservedly at your . 
disposal. 


J. F. HOGAN, Vice President J. H. BROWN "T 
Dearborn Station Traffic and Industrial Manager 
Chicago Dearborn Station 


Telephone Harrison 3690 Chicago 
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Manutacturing Sites and Buildings 
CHICAGO DISTRICT 


AT LOW RENTALS 


LOCATED IN 


A Modern Industrial Center Planned Especially 
For Warehouse and Factory 


Private Switchtrack from Belt Railway of Chicago 
Universal Less Than Carload Service In and Outbound 
Chicago Rate Basis 
Open Shop Labor Conditions 
Low Taxes 
Sewers, Water, Gas, Electricity and Paved Streets 


The Clearing Industrial District is now prepared to rent fenced in switchtrack 
property of any size with watchmen service for the storage of contractors equip- 
ment and miscellaneous materials for outside storage with locomotive crane 
service available at reasonable rates. 


RESPONSIBLE CONCERNS ARE INVITED TO INVESTIGATE 


WILL BUILD TO SUIT ON LONG TERM LEASE, OR 
PURCHASE CONTRACT 


The Clearing Industrial District 


OF CHICAGO 
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SERS of Gerrard Uni-Lastic 
Stowage are unstinting in their 
praise of this better stowing method. 


Many have kept accurate check on 
shipping costs, damage, and custom- 
er reactions under the old method 
of wood bracing, and the Gerrard 
Method that they are now using. 


Here’s what a few have to report: 
“Since installing this equipment we 
have shipped approximately 200 
carloads on which we have not had 
one claim for damages. 
While we have not kept a 





mately 125 cars using your meth- 
od. Noclaims known by us.” 


“Our Superintendent has given us 
the following figures which will be 
of interest to you: Since we bought 
your wire tying equipment Febru- 
ary 4, 1927, we have used it to brace 
170 cars of lubricating oil shipped 
in drums and cans, boxed. Thus 
far, we have not had an occasion to 
enter any claim, and do not recall 
that we have had a single complaint 
from a consignee. Our 
records show that the sav- 


record of the difference in 
labor cost between the old 
method of bracing and 
the metal bracing, we feel 
there is a considerable sav- 
ing, as well as a saving of 
approximately 75% in the 
cost of the material used.” 


“Have braced approxi- 


GERRARD WIRE TYING MACHINES COMPANY 


Gerrard Uni-Lastic 
Stowage ties a carload 
into two units, having 
a small amount of 
flexibility in them- 
selves, and allowing 
enough movement of 
the load in the car to 
absorb the shocks of 
train movement. Ap- 
plicable on all com- 
moditiescommonly 
shipped in freight cars. 





ing in labor is 14 hour 
and in material $2.00 per 
car.” 


Let a Gerrard expert esti- 
mate the savings that can 
be effected in stowing your 
product, and note the dif- 
ference. Will you write 
today? 


1944 SO. 52nd AVENUE, CHICAGO 


Vol. XXXIX, No. 25 


GERRARD USERS ARE SATISFIED 
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PEED—the essence of today’s commerce! Quicker and 

better service is demanded by the new methods of market- 

ing. Quicker and better service is made possible by 
strategically located distributing offices. 


Within six hours of Salt Lake City are cities totaling over 
3,000,000 population, directly served by air mail. The crear 
of the Western market, though widely distributed over a vast 
area, is less than a business day from Salt Lake City, the 
great Airport of the West! 


An average of 1000 pounds of air mail is handled daily at 
this Airport. Only one city in the United States—Chicago— 


A 
me 


PUEBL, 


he West's Great. Al RPORT 





ee ee 


Oo K > 


exceeds this volume, Lines converging here extend 4200 miles 
—as shown on the map. 


Salt Lake City is operating headquarters for the Boeing Air- 
plane Company which, on July 1, 1927, takes over the Chicago- 
San Francisco division of the transcontinental route. This 
city is also terminus for the Western Air Express (Salt Lake- 
Los Angeles) and the Varney contract line (Salt Lake-Pasco, 
Wash., serving the Northwest). 


Passenger service on the Western Air Express has been in 


successful operation for a year. The other lines are now being 
equipped to carry passengers. 


The Logical Distributing Center 


Thus are typified Salt Lake City’s advantages as a distributing center: Strategic 


central location in a rich, growing, progressive market. 


Splendid transportation 


facilities, with six railroad trunk lines, two electric lines, improved highways and— 


AIR MAIL! 


Adequate warehouse facilities. More than 100 leading national firms 


have already established distributing offices or branch factories here. 


Give your business these advantages in the conquest of the Western market. Write 


for booklet: 
the Intermountain West.” 
Lake City, Utah. 


“Salt Lake City and Utah— Manufacturing and Distributing Center of 
Address: The Chamber of Commerce, Dept. T-2, Salt 


SALT LAKE CITY 
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Fr e e—Booklet explaining L M S unusual 
Warehousing Plan mailed free on request 


Save Money by 


Storing in England 


i important news to every business executive. 
Today, you can store merchandise throughout 
Great Britain for one-fourth of what you now pay by 
shipping L M §S and storing in L M S warehouses. 
Every convenience known to modern distribution is at 
your command—always There are more than 300 
LM S warehouses distributed through all important 
industrial centers of Great Britain, both on the coast 
and in the interior. They are all connected by direct 
rail routes. Handling charges and costly transit delays 
are cut to an zrreductble minimum. 


The average L M S charge for handling, stowing 
and delivering out of store as required, is only 2/3 of a 
cent per 100 Ibs., inclusive. 


The L M S is the one British Railroad which serves with its 
own lines a/l major British Ports. LM S delivers right through 
to store door with its own teams and trucks; 1,300 motor trucks and 
10,000 teams continuously employed. L M S storage rates on 
general merchandise vary from one-fourth to one-seventh of the 
current rates for storage in public warehouses in the United States. 


LONDON MIDLAND & SCOTTISH 
RAILWAY of GREAT BRITAIN 
ONE BROADWAY, NEW YORK CITY 


The L M S New York Office 
offers every co-operation to help 
you solve the problem of dis- 
tribution in Britain. Address 
THOS. A. MOFFET, Freight 
Trafic Manager in America, 
ONE BROADWAY, NEW 
YORK. 





eL THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 
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LACKAWANNA RAILROAD 


Through Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 

TO FROM 
“Binghamton Second Morning Ampere Corresponding Service 
Cedar Rapids Sixth Boonton given to shipments loaded 
Chicago igs - to the platforms of connect- 
sw ing roads destined to points 
beyond those named herein. 



























- ong Similar service is effec- 
Orange tive via Lackawanna from 
Paterson Philadelphia and other 
Raia teow Jone pointe Reading Railroad points, 
psthst also from points on the 
Central Railroad of New 
Jersey, via Scranton, Pa., 
Transfer; also from Boston 











Grand Rapids Fourth 


Second Afternoon 
Jackson Fourth Morning 
‘th 





























i Fif 
Los Angeles Fourteenth" 


MANHA KA 


















































% . 
—— ¥. genaisandcity = via Boston & Maine-Dela- 
— A ware & Hudson and Bing- 
ecg oe Ee hamton, and via New York, 
Nashville — mas = New Haven & Hartford and 
Oswego Second Afternoon a= fallabout Port Morris, N. J. 
Peoria Fourth Morning Kia " 
Pittsburgh Third > Daily passing reports in 
Portland Thirteenth“ GY the possession of all Lacka- 
i hester Second - (oe) 
— nent te wanna Agents enable imme- 


vitay 
















Saint Paul Sixth 
San Francisco  Fourteenth‘* 
Thirteenth ‘‘ 


diate and complete infor- 
es ly mation to customers. 





Not Necessary to Designate Any Special Station, 
Pier or Train. 


Simply Route “LACKAWANNA” 






° First Morning from New York Pisis and Hoboken Cily. 












The foregoing diagram has proved of ines- ments, facilitation of tracing; prompt turn- 
timable value to the Trade, showing as it does over of investment. 
what the Lackawanna Railroad is doing in the ne . 
way of assembling shipments into through If any other locality is interested in move- 
cars for the destinations named. ment of 10,000 Ibs., or more, of merchandise 
per day from New York, Metropolitan District, 
Advantages: Quick service, advance infor- the Lackawanna will consider inauguration of 
mation to agents concerning location of ship- through merchandise car therefor. 











LACKAWANNA AGENCIES ST. 











AUL 
Gel. Merchants Bank Building 

BOSTON DETROIT NEWARK SAN FRANCISCO 

80 a Street Ist National Bank Bldg. 786 Broad Street 823 Monadnock Bldg. 
BROOKLYN EASTON, PA. NEW HAVEN SCRANTON 

32 Court Street 402 Northampton Street 39 Church Street Lackawanna Station 
BUFFALO INDIANAPOLIS NEW YORK CITY SEATTLE . 

Lackawanna Terminal 410 Guaranty Building 302 Broadway 1312 L. C. Smith Bldg. 
CHICAGO KANSAS CITY PHILADELPHIA SYRACUSE 

111 West Jackson Blvd. Railway Exchange Bldg. 1302 Finance Building ‘ — Station 
CINCINNATI MILWAUKEE PITTSBURGH 

4th National Bank Bldg. 1316 Majestic Building 428 Park Building « 1605 2nd National Bank Bidg. 
CLEVELAND MINNEAP 


OLIS ST. LOUIS TORONTO 
310 Park Building Metropolitan Life Bldg. 112 North 4th Street 1602 Royal Bank Bldg. 
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for you to draw upon 


NDUSTRIES in the Nor- 
folk-Portsmouth area 
have the advantage of the la- 
bor market of a large metro- 
politan center, and in addition 
a reservoir of high class rural 
labor in Virginia and the 
Carolinas to draw upon. 


The quality of this labor is 
exceptionally high. Only 4.8 
per cent is foreign born, less 
than one-sixth the rate of 
northern cities. Norfolk’s 
mild climate means a high 
health rate—all year opera- 
tion of outdoor industries. 


Norfolk’s highly favorable 
geographical location makes 
possible substantial economies 
in the distribution of finished 
products. By land eight great 


railways link Norfolk with 
the great consuming markets. 
By sea, from a harbor free all 
year from ice, frequent sail- 
ings to both coasts —— Europe 
and South America. 


Norfolk’s abundant acre- 
age provides excellent plant 
sites at moderate cost. Our 
Industrial Commission will 
be glad to assist you by pre- 
paring an economic and en- 
gineering analysis of the Nor- 
folk-Portsmouth industrial 
area as related to your specific 
enterprises. All inquiries held 
in confidence. Address Nor- 
folk-Portsmouth Industrial 
Commission, Dept. U8, 
Chamber of Commerce, Nor- 
folk, Va. 





Quick short hauls to half the popu- 
lation of the United States. By sea 
—express coastwise service at 
freight rates to the Atlantic Coast 
cities. Direct sailings to Europe 
and South America. 


NORFOLK-PORTSMOUTH 


Chamber of Commerce 
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| Great Northern Railway’s 


Unsurpassed service is built on 


DEPENDABILITY 


Made possible by first-class equipment and facil- 
ities for the speedy and efficient transportation of 
freight and passengers 


BETWEEN 


St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland 
and Intermediate Points. 

Perfect Roadbed, Automatic Electric Block Signals, Modern 


Motive Power, including Oil-burning and Most Powerful Motor 
Generator Electric Locomotives. 





Route of the 


New Oriental Limited 


A train of extra quality but no extra fare 





Daily between Chicago and the Pacific Northwest 
Via Glacier National Park—Park Season June 15- Sept. 15 


A. J. Dickinson 
Passenger Traffic Manager 
St. Paul, Minn. 


G. H. Smitton 
Freight Traffic Manager 
St. Paul, Minn. 


H. G. Dow M. J. Costello 


Assistant General Freight Agent Western Traffic Manager 
New York City Seattle, Wash. 


T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, III. 


Great Northern Railway 
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Majestic Bldg. 
Manzana de Gomez 
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s HE attention of the traveling and 
a shipping public is directed to the 
5 E: fact that there has been no interrup- 
RL}: tion to the SOUTHERN PACIFIC 
rhe LINES’ service through New Orleans 
<8 ge I service throug ew Orleans, 
Ba Za during recent flood. 
a 0 
® ® If you plan to travel or ship your 
freight to the South or West through 

33 New Orleans have no fear of danger or 
<5 - delay via Southern Pacific Lines. 

a - 
aie: The luxurious Sunset Limited, all 
ae aS steel Pullman train with modern equip- 
a @ 
® ®@ 


Healey Bidg. 
@ BALTIMORE 
Union Trust Bldg. 


@ ATLANTA 
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Southern Pacific Service 
v1a New Orleans 
Unimpaired by Flood Waters 


ment and every travel luxury, through 
dining car service and observation car, 
leaves New Orleans daily at 10:40 A. M., 
arrives San Francisco 8:15 A. M. third 
day. 


The Argonaut, another fine train 
leaves New Orleans daily at 11:00 P. M., 
arrives Los Angeles 10:25 A. M. third 
day. 


Fast freight schedules to Pacific Coast 
insure you dependable “on time” deliver- 
ies of your merchandise. 


For information 
Write, telegraph or "phone 
® ‘“‘General Agent, Southern Pacific Lines’’ ® 


The Postman Knows Him 
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